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TO  THE 


REPORTS    OF   COMMITTEES 


OF  THE 


SENATE  OF  THE  UNITED  STATES 


FOB  THE 


FIRST  SESSION  OF  THE  FIFTY-FIRST  CONGRESS, 


Snbjectb 


A. 

Abbott,  Jobn  C     On  bill  (S.  117)  granting  a  pension  to 

Abdl,  Elizabeth.     On  bill  (H.  R.  8640)  granting  a  pension  to 

Absentee  Shawnee  Indian  lands,  Kansas.    On  bill  (S.  597)  authorizing 

conveyance  of  certain !. 

Acketson,  George  8.    On  bill  (S.  118)  to  remove  the  charge  of  desertion 

from  the  miUtarj  record  of 

Ackley,  Mrs.  A.  W.    On  bill  (H.  B.  11375)  granting  a  pension  to 

Adams,  Andrew  0.    On  bUl  (8. 2277)  for  the  relief  of _ 

Adams,  Charles.    On  bill  (8. 1616)  for  the  relief  of , 

Adams,  Parker.     On  bill  (H.  R.  8262)  granting  a  pension  to 

Adams,  8amnel.    On  bill  (H.  R.  3963)  granting  an  increase  of  pension  to. 

Adama,  W.  L.    On  bill  (8. 1496)  for  the  relief  of. 

Adamson,  Margaret  K     On  bill  (8. 1064)  granting  a  pension  to 

Addnddell,  Isabella  W.    On  bill  (8. 2299)  granting  a  pension  to. 

AgoaUno  C  and  Herdis.    On  bill  (8. 3131)  for  the  rv^stry  and  enroll- 
ment of  the  barges 

Agricoltnral  Report  for  1889.  On  joint  resolntion  (H.  Res.  1)  to  print  the. 
Agricnltaral  Report  for  1890.  On  8.  R.  109,  to  print  400,000  copies  ot.. 
Agricnltore.    On  bill  (8. 1454)  to  increase  the  efficiency  and  rednce  the 

expenses  of  the  Signal  Corps  of  the  Army,  and  to  transfer  the  Weather 

Service  to  tho  Department  of - 

Agriculture,  Department  of.    On  bill  (8.  3213)  transferring  the  Fish 

Oommiflsion  to  the. ._ 

Alabama.    On  bill  (8. 370)  to  further  provide  for  the  disposal  of  certain 

public  lands  in  the  State  of , 

Alaska.    On  bill  (8. 943)  making  an  appropriation  for  a  military  post  in 

the  interior  of 

Alaska.    On  bill  (8. 1739)  providing  steam- vessel  for  the  use  of  the  civil 

government  of 

Alcoholic  liquors.   On  resolution  of  the  Senate  to  print  report  No.  1584, 

Fif^-first  Oongress,  in  relation  to  traffic  in 

Aloobo^c  Uqaor  traffic.    On  bill  (8. 186)  providing  for  a  commission  upon 

the _ - - 
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Babject. 


Aloott,  Harvey  T.  On  bill  (H.  R.  6110)  granting  an  increase  of  pension  to. . 
Alden,  Alonzo.    On  bill  (H.  R.  5516)  granting  an  increase  of  pension  to. 

Aldrich,  Albert  H.    On  bill  (S.  769)  granting  a  pension  to 

Aldrich,  LoTey.    On  bill  (H.  R.  9736)  granting  a  pension  to 

Alexander,  Eveline  M.    On  bill  (H.  R.  4441)  granting  a  pension  to 

Alexander,  Sarah  J.    On  bill  (S.  3366)  granting  a  pension  to 

Alexander,  Theodore  L.    On  bill  (H.  R.  9225)  granting  a  pension  to 

Alexander,  W.  P.    On  bill  (H.  R.  3055)  granting  a  pension  to 

Alexandria  Connty,  Ya.    On  bill  (S.  31CNS)  for  improving  the  public  road 

connecting  the  Chain,  Acqnednct,  and  Long  Bridges 

Alexandria,  Ya.  On  bill  (H.  R.  7666)  making  an  appropriation  for  the  con- 

stmction  of  a  road  from  the  city  of 

Algier,  La.'    On  bill  (S.  200)  for  the  establish  ment  of  a  navy-yard  and  dry- 
dock  on  the  Grovemment  reservation  near . 

Allegheny,  Pa.     On  bill  (S.  1755)  for  erection  of  public  building  at..i. 

Allen,  David.    On  bill  (S.  746)  for  the  relief  of. * 

Allen,  Lucinda.    On  bill  (S.  2248)  granting  a  pension  to . 

Allen,  Mary  Ann.    On  bill  (H.  R.  4030)  granting  a  pension  to 

Allen,  William.    On  bill  (S.  511 1 )  granting  a  pension  to 

AUentown,  Pa.    On  bill  (S.  3531)  for  the  erection  of  a  public  building  at. 
American  Historical  Society.    On  concurrent  resolution  of  the  Senate  to 

print  extra  copies  of  the  report  tor  1889,  of  the 

Amick,  Dobson.    On  bill  (S.  448)  granting  a  pension  to 

Annis,  Ezra  E.    On  bill  (H.  R.  7449)  granting  a  pension  to 

Anatomical  science.    On  bill  (S.  1566)  to  prevent  the  desecration  of  graves 

in  the  District  of  Columbia,  and  for  promotion  of . 

Anderson,  James.    On  bill  (S.  2611)  granting  a  pension  to ........ 

Anderson,  John  A.    On  bill  (H.  R.  8300)  granting  a  pension  to .. 

Anderson,  Sarah.    On  bill  (H.  R.  11122)  granting  a  pension  to 

Anderson,  Sarah  C.     On  bill  (S.  1902)  granting  a  pension  to 

Animal  Industry.    On  joint  resolution  (8.  R.  120)  to  print  Sixth  Annual 

Report  of  the  Bureau  of 

Andrews,  Albert  C.    On  bill  (H.  R.  6074)  granting  a  pension  to...^ 

Andrews,  Christopher  C.    On  bill  (H:  R.  1452)  for  the  relief  of. .-. 

Appropriations.    To  accompany  resolution  of  the  Senate  relative  to  the 

amount  of,  made  at  the  first  session  of  Fifty-first  Congress 

Arey,  William  R.    On  bill  (H.  R.  7330)  granting  a  pension  to 

Arid  lands,  irrigation  and  reclamation  of.    On  bill  (S.  2104)  to  provide  for 
the  conservation  and  use  of  natural  water  supplies,  etc.     (Part  I,  and 

views  of  minority) 

Arizona.    On  bill  (S.  1372)  approving,  with  amendments,  the  funding 
of - 


YoL 


act 


Arlin,  Henrietta  L.    On  bill  (H.  R.  5030)  granting  a  pension  to 

Arlington  National  Cemetery.    On  bill  (S.  3106)  improving  the  public 

road  connecting  the  Chain,  Aqueduct,  and  Long  Bridges,  and  running  in 

front  of  the 

Army.    On  bill  (S.  80)  authorizing  the  promotion  of  certain  assistant 

surgeons  of  the 

Army.    On  joint  resolution  (S.  R.  94)  to  place  the  name  of  Capt.  Charles 

B.  Stivers  on  the  retired  list  of  the 

Army.    On  bill  (S.  1636)  for  the  relief  of  certain  officers  on  the  retired 

list  of  the - 

Army.    On  bill  (S.  1999)  to  place  certain  persons  upon  retired  list  of. 

Army.    On  bill  (S.  3716)  to  provide  for  the  examination  of  certain  officers 

of  the 


Army  nurses.    On  bill  (S.  945)  for  the  relief  of  women  enrolled  as 

Army  Register.  On  joint  resolution  (S.  R.  92)  directing  that  names  of 
sharpshooters  and  military  service  institution  medaSsts  shall  be  in- 
scribe in  the 

Army,  United  States.  On  bill  (S.  83)  to  amend  the  act  entitled  '*An  act 
to  authorize  a  retired  list  for  privates  and  non-commissioned  officers  of 
the  United  States  Army  who  have  served  for  a  period  of  thirty  years  or 
upward  " - . . . 
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Subject 


Army,  United  States.  To  aooompany  obncarrent  resolatioti  to  print 
3,000  additional  sets  of  illastrated  prints  of  the  uniforms  of  the 

Army,  United  States.  To  accompany  petition  from  officers  and  enlisted 
men  to  amend  the  act  authorizing  a/etired  list  for  privates  and  non- 
commissioned officers  of  the,  who  have  served  for  a  period  of  thirty 
years  or  upward L ... 

Adiley,  Agnes.    On  bill  (S.  3985)  granting  a  pension  to/. . ^..•,. 

Aq[K>ld,  Mrs.  Sarah  A.    On  bill  (S.  2761)  granting  a  pension  to ...., 

Ai^^ld,  Mrs.  Sarah  A«    On  bill  (S.  2761)  granting  a  pension  to ... 

Assumed  names.  On  bill  (S.  381)  for  the  relief  of  soldiers  and  sailors 
who  enlisted  and  served  under 

Astronomers.  On  bill  (S.  304)  defining  positions  and  salaries  of  assistant, 
of  Navid  Observatory 

Atkins,  William  H.    On  bill  (S.  2532)  for  the  reUef  of. , 

Aiwell,  William  P.  On  bill  (S.  209)  to  authorize  the  Secretary  of  War 
to  cause  to  be  mustered . 1 

Auditor  of  Railroad  Accounts.    On  bill  (S.  590)  to  create  an . .. .. 

Austin,  Maigaret  Z.    On  bill  (H.  R.  5862)  granting  a  pension  to ... 

AnglraHa,  On  bill  (8.3401)  to  provide  for  an  American  register  for  a 
steamer  to  be  named  the . 

Ayers,  Juliet  Opie  H.    On  bill  (S.  2451 )  granting  an  increase  of  pension  to 

Azpell,  Sarah  V.    On  bill  (S.  4167)  granting  an  increase  of  pension  to... 

Aztec  Society.    On  joint  resolution  (S.  R.  6).     (See  Badges) ^^^ 

B. 


Baboock,  A.  D..  and  wife.    On  bill  (S.  73)  for  the  relief  of. 

Baboock,  Catharine  £.    On  bill  (S.  3511)  granting  a  pension  to..... 

Bacon,  James  H.    On  bill  (S.  1854)  for  the  relief  of. 

Baddeley,  Ellen.     On  bill  (H.  R.  6292)  granting  a  pension  to 

Badges.  On  joint  resolution  (S.  R.  6)  granting  peimission  to  officers  and 
enlisted  men  of  the  Army  of  the  United  States,  members  ol  the  So- 
ciety of  the  Cincinnati,  the  Aztec  Society,  the  National  Association  of 
Veterans  of  the  Mexican  War,  the  Military  Order  of  the  Loyal  Legion 
of  the  United  States,  and  of  the  Grand  Army  of  the  Republic  to  wear.. 

Bagby,  John  D.     On  bill  (H.  R.  12013)  granting  a  pension  to 

Bailey,  Edmund  C.    On  bill  (S.  3668)  for  therelief  of 

Bailey,  J.  F.,  &  Co.    On  bill  (S.  2931)  granting  jurisdiction  to  the  Court 

of  Claims,  notwithstanding  any  statutory  bar^  of  the  claims  of 

Bailey,  Mary.    On  bill  (S.  841)  granting  a  pension  to ..«.. 

Bailey,  Mary.    On  bill  (H.  R.  4046)  granting  a  pension  to...... 

Bailey,  Minnie  A.    On  bill  (S.  247)  granting  a  pension  to 

Bailey,  W.  H.  H.    On  bill  (S.  2283)  granting  an  increase  of  pension  to..  . 

Baker,  Benjamin  T.    On  bill  (S.  2531)  granting  a  pension  to *-.. 

Baker,  John  A.    On  bill  (S.  1560)  for  the  relief  of 

Baker,  Elizabeth  A.    On  bill  (S.  2720)  granting  a  pension  to 

Baker,  Margaret  T.    On  bill  (S.  1022)  granting  an  increase  of  pension  to. 

Baker,  Maria  K    On  bill  (S.  3927)  granting  a  pension  to 

Baldwin,  Alexander  W.    On  bill  (S.  170)  for  the  relief  of  the  late 

Baldwin,  Mira.    On  bill  (H.  R.  8700)  granting  a  pension  to 

Bidl,  Horace  E.  On  bill  (S.  1563)  to  remove  the  charge  of  desertion  against. 

Ball,  Ruth  A.     On  bill  (H.  R.  2430)  granting  a  pension  to — 

Ballard,  William  H.    On  bill  (S.  3053)  granting  a  pension  to 

Bailie,  John  F.    On  bill  (S.  123)  granting  an  increase  of  pension  to 

Baltimore.  On  bill  (S.  193)  directing  the  Secretary  of  the  Treasury  to 
re-examine  and  resettle  the  accounts  arising  out  of  the  war  of  1812  ... 

Banks,  John  G.     On  bill  (S.  780)  granting  a  pension  to 

Bankruptcy.     On  resolution  of  the  Senate  to  print  additional  copies  of 

H.  R.  3316  to  establish  a  uniform  system  of 

Bannon,  Franklin.    On  bill  (S.  2050)  granting  a  pension  to 

Barber,  Noyes.  On  bill  (S.  388)  to  remove  the  charge  of  desertion  from 
the  record  of ^ • 
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Subject 


Barker,  Charles.    On  bill  (H.  R.  9945)  granting  an  increase  of  pension  to. 

Barker,  Clarrissa.    On  bill  granting  a  pension  to 

Barth,  Ernst,    On  bill  (H.  R.  5014)  granting  a  pension  to 

Barnes,  George  A.    On  bill  (S.  1661)  for  the  relief  ol 

Barnes,  Milton.    On  bill  (H.  R.  4369)  granting  an  increase  of  pension  to. 

Barnes,  Rachel.     On  bill  (H.  R.  2965)  granting  a  pension  to 

Barnes,  William.    On  bill  (H.  U.  2266)  granting  a  pension  to 

Barnnm,  Henry  A.     On  bill  (H.  R.  11662)  granting  an  increase  of  pen- 
sion to . 

Bash,  Daniel  N.    On  bill  (S.336)  for  the  relief  of 

Baton  Rouge,  La.     On  bill  (S.  202)  to  increase  the  endowment  of  the 

Louisiana  State  University  and  Agricultural  College  at 

Baton  Ronge,  La.    On  biir(H.  R.  3857)  to  provide  for  the  disposal  of  a 

portion  of  the  United  States  military  reservation  at 

Battle  ships.    On  bill  (S.  538)  for  the  construction  of  ocean-going.    (Views 

of  the  minority ) 

Baugness,  Robert  J.    On  bill  (S.  735)  for  the  relief  of  the  heirs  or  legal 

representatives  of - . 

Banzhaf,  Charles.     On  bill  fS.  2374)  for  the  relief  of 

Beach,  Pauline  M.     On  bill  (H.  R.  7513)  granting  a  pension  to 

Beakler,  Simon.    On  bill  (H.  R.  3259)  granting  a  pension  to 

Beam,  Emeline.     On  bill  (H.  R.  4355)  granting  a  pension  to - 

Bear,  Martin.    On  bill  (S.  1060)  granting  a  pension  to 

Beaver  Falls,  Pa.    On  bill  (S.  1638)  for  the  erection  of  public  building  at. 

Beaumont,  Thomas.     On  bill  (H.  R.  11345)  granting  a  pension  to 

Bechen,  John,  sr.    On  bill  (8. 1302)  granting  a  pension  to 

Beck,  James  B.    On  joint  resolution  (S.  R.  422)  to  print  25,000  copies  pf 

the  eulogies  delivered  in  Congress  on  the  late 

Bedford,  Hannah.     On  bill  (H.  R.  4686)  granting  a  pension  to 

Bedloe's  Island,  New  York  Harbor.     On  joint  resolution  (S.  R.  69)  for  the 

improvement  and  use  of . 

Beebe,  Helen  A.     On  bill  (S.  1640)  granting  a  pension  to 

Beer,  Levi.    On  bill  (S.  1471)  to  remove  the  charge -of  desertion  against.  . 
Beet-sugar  industry  of  Bohemia.    On  resolution  to  print  5,500  copies  of 

report  of  Commercial  Agent  Hawes  on  the 

Beezley,  Silas.    On  bill  (H.  R.  1894)  granting  a  pension  to 

Beighley,  George  L.     On  bill  (H.  R.  3058)  granting  a  pension  to 

Belger,  Maj.  James.     On  bill  (S.  1252)  for  the  relief  of 

Bellas,  H.  H.    To  accompany  petition  to  place  on  the  retired-list  with 

the  rank  of  captain  the  name  of u 

Benefiel,  Hiram  H.    On  bill  (S.  1138)  granting  a  pension  to 

Benge,  William  A.     On  bill  (H.  R.  5098)  granting  a  pension  to 

Benjamin,  Dora.     On  bill  (S.  3550)  grantinga  pension  to 

Bennett,  Celestia.     On  bill  (S.  1117)  granting  a  pension  to 

Bennett,  Elizabeth.     On  bill  (H.  R.  6153)  granting  a  pension  to 

Bennett,  John  W.    On  bill  (S.  3538)  granting  a  pension  to 

Bennett,  William  S.     On  bill  (S.  2597)  to  remove  the  charge  of  desertion 

against.- 

Bernadon,  B.  J.     On  joint  resolution  (S.  R.  80)  authorizing  the  acceptance 

of  two  vases  presented  by  the  Government  of  Japan  to 

Bernhardt,  Jacob.    On  bill  (H.  R.  3542)  granting  a  pension  to . 

Berry,  Albert  L.     On  bill  (S.  1579)  for  the  relief  of  the  estate  of 

Berryman,  Mathew  W.     On  bill  (S.  2855)for  the  relief  of 

Bestor,  Orson  H.     On  bill  (S.  2639)  for  the  relief  of  Mrs.  Selina  Bestor, 

E.  Frances  Riggs,  and .._ 

Bestor,  Selina.    On  bill   (S.  2639)  for  the  relief  of  Orson  H.  Bestor,  E. 

Francis  Riggs,  and 

Betts,  Nichols  &  Co.     On  bill  (S.258)  for  the  relief  of.. 

Bickle,  Jacob.     On  bill  (S.  959)  granting  a  pension  to 

Bichweiler,  Pauline.     On  bill  (H.  K.  3218)  granting  a  pension  to 

Bigley,  Nicholas  J.     On  bill  (S.  2538)  for  the  relief  of 

Bills  and  joint  resolutions.    On  joint  resolution  (S.  R.  38)  to  regulate 

the  printing  and  distribution  of 
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VII 


Sabject 


Bircher,  Frederick.    On  bill  (H.  R.  6304)  grantfnga  pension  to 

Biabee,  Noah.     On  bili;(H.  R.  1 1726)  granting  an  increase  of  pension  to 

Bishop,  E.  S.    On  bill  (S.  3734)  granting  an  increase  of  pension  to .. 

Biasell,  hucy  I.    On  bill  (8.  797)  granting  a  pension  to 

Black,  John.    On  bill  (S.  137)  grantinga  pension  to . 

Blackbnm,  Monroe.     On  biil  (S.  2056)  for  the  relief  of 

Blackington,  Ann  G.    On  bill  (S.  1149)  granting  a  pension  to 

Blackman,  Wesley.    On  bill  (S.  1827)  granting  a  pension  to 

Blaisdell,  Albert,    OnbiU  (S.  2700)  for  the  relief  of- 

Blaisdell,  Mary  A.    On  bill  (H.  R.  10398)  granting  an  increase  of  pen- 
sion to 

Blake,  Charles.    On  biU  (S.  2776)  forthe  relief  of. _ 

Blake,  EraT.    On  bill  (H.  R.  7729)  granting  a  pension  to 

Blake,  Margaret  A.    On  bill  (H.  R.  4989)  granting  a  pension  to 

Blake,  John  W.    On  bill  (S.  2228)  for  the  relief  of - 

Blackledge,  Mary  Jane.    On  bill  (H.  R.  11304)  grantinga  pension  to 

Blakeley,  Sarah  A.    On  bill  (S.M94)  granting  a  pension  to 

Blankensbip,  John  R.    On  bill  (S.  3192)  for  the  relief  of 

Blazer,  Dolly.    On  bill  (H.  R.  6050)  granting  a  pension  to 

Bleecker,  Sarah  R.    On  bill  (S.  3005)  granting  an  increase  of  pension  to.. 
Blisi,  William  W.    On  bill  (S.  1059)  granting  an  increase  of  pension  to.. 

Bloom,  Lewis  W.    On  bill  (H.  R.  9244)  granting  a  pension  to 

BloomAeld,  Henry.    On  bill  (H.  R.  5617)  granting  apension  to 

Blnm,  George.    On  bill  (S.  3635)  granting  a  pension  to 

BIy,  Adeline.    On  bill  (H.  R.  6916) granting  apension  to - 

Bc»eke,  Mary  E.    On  bill  (H.  R.  44^)  granting  a  pension  to 

Boggs,  Henrietta  R    On  bill  (8. 1928)  granting  an  increase  of  pension  to. 
Bohemia,  beet-sagar  industry  of.    On  resolution  to  print  5,500  copies 

of  Commercial  Agent  Hawes'  report,  the  beet-sugar  industry  of 

Boleijack,  Rebecca.    On  bill  CH.  R.  4306)  grantinga  pension  to 

Bones,  Zephaniah  H.    On  bill  (8. 811)  granting  a  pension  to 

Boone,  Esther  J.    On  bill  (8. 2047)  granting  a  pension  to . 

Boone,  William.    On  bill  ( H.  R.  4840)  granting  a  pension  to 

Booth,  James  C.    On  bill  (8.  — — )  for  the  relief  of  the  heirs  and  legal 

representatives  of * 

Boss,  Thomas  G.    On  bill  (H.  R.  9316)  granting  an  increase  of  pension  to. 

Botta,  Benjamin  W.    On  bill  (8. 447)  granting  a  pension  to 

Bougbton,  General  Horace.    On  bill  (H.  R.  3954)  granting  an  increase  of 

pension  to . . 

BontweU,  Daniel  W.    On  bill  (a  1124)  for  the  relief  of.     

Bowler,  Amanda  Watson.    On  bill  (8. 1975)  granting  a  pension  to 

BoweiB,  Charles  F.    On  bill  (8. 1293)  for  the  relief  ot 

Bowes,  Harriet  F.    On  bill  (H.  R.  3545)  granting  a  pension  to 

Bowling,  Martha  A.    On  bill  (H.  R.  6052)  granting  a  pension  to 

Boyle,  James.    On  bill  (8. 1010)  for  the  relief  of. 

Boyle,  M.  M.    On  bill  (S.  7734)  granting  a  pension  to .. 

Boyles,  Geoige  W.    On  bill  (8.^4)  for  an  increase  of  pension  to 

Brachall,  Martin.    On  bill  H.  R.  10902)  granting  a  pension  to 

Bradford ,  Charlotte.     On  bill  (8. 1408)  granting  a  pension  to 

Bradford,  Mrs.  Mary.     On  bill  (8. 907)  granting  a  pension  to 

Bradley,  Agnes  M.    On  bill  (H.  R.  6070)  granting  a  pension  to 

Bradley,  Edwin  D.    On  bill  (H.  R.  11481)  granting  an  increase  of  pen- 
sion to 

Bradley,  William  C.    On  bill  (8. 2997)  granting  apension  to 

Brady,  Hugh.    On  bill  (8. 757)  granting  an  increase  of  pension  to 

Bramb^rger,  Mrs.  Ann.  .  On  petition  of  granting  a  pension  to 

Braman,  Ransom  E.    On  bill  (H.  R.  9666)  granting  an  increase  of  pen- 
sion to 

Brewer,  Harlem.    On  bill  (8. 1837)  to  remove  the  charge  of  desertion 

against 

Bride,  Robert  A.  On  bill  (8. 812)  granting  apension  to 

Bridenback,  John.  On  bill  (8. 1681)  granting  a  pension  to 
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Subject 


Brien,  M.  M.,  Sr.    On  bill  (S.  607)  for  the  relief  of  William  B.  Stokes, 

Thomae  Waters,  William  T.  Raskins,  and - 

Brimmer,  William  H.    On  bill  (S.  3636)  granting  a  pension  to 

Brisbane,  William  H.    On  bill  (S.  1864)  granting  an  increase  of  pension  to 

Brockelsby,  William.    On  bill  (S.  791)  grantinga  pension  to 

Brooks,  8.  H.    On  bill  (8.2306)  for  the  lelief  of 

BrowQ,  M.  Cornelia.    On  bill  (S.  758)  granting  a  pension  to 

Brown,  Benjamin  F.    On  bill  fS.  2574)  grantinga  pension  to 

Brown,  George.    On  bill  (S.  707)  for  the  relief  of. - 

Brown,  George  H.    On  bill  (H.  R.  6798)  granting  an  increase  of  pension  to 

Brown,  Harriet  E.    On  bill  (H.  R.  3596)  granting  a  pension  to 

Brown,  Mary  L.    On  bill  (H.  R.  11355)  granting  a  pension  to 

Brown,  William  H.    On  biU  (S.  2243)  for  relief  of. 

Bryan,  Ann.    On  bill  H.  R.  5709)  granting  a  pension  to 

Bryan,  William  J.    On  bill  (H.  R.  1110)  granting  a  pension  to 

Bryant,  Esther  G.     On  bill  (H.  R.  4132)  granting  a  pension  to 

Bryant,  Lewis  M.     On  bill  (8.  2138)  granting  apeDsion  to... 

Bryant,  Uriah.    On  bill  ( U.  R.  10429)  granting  a  pension  to. 

Bachanan,  Mrs  F.  SeUna.     On  bill  (8.  2036)  granting  an  increase  of  pen- 

sion  to 

Buck,  Rhoda.    On  bill  (H.  R.  8713)  granting  a  pension  to 

Back  wilier,  Fedolin.    On  bill  (S.  1510)  granting  a  pension  to 

Bnell,  Freeman.    On  bill  (H.  R.  7331)  granting  apension  to 

Ballard,  David  C.    On  bill  (8.  2137)  granting  a  pension  to 

Bnrohard,  Jabez.    On  bill  (8.  131)  for  the  relief  of .- 

Bareaa  of  Statistics  on  internal  commerce.     On  joint  resolution  (8.  R.  53) 

authorizing  the  printing  of  the  report  of  the  Chief  of  the 

Bnrlingame,  Henry  W.    On  bill  (H.  R.  4728)  granting  a  pension  to 

Bumes,  James  N.    On  joint  resolution  (H.  Res.  149)  appropriating  $500  to 

complete  the  engraving  and  printing  of  the  portrait  of 

Bums,  John  E.    On  bill  (8.  2957)  granting  a  pension  to . 

Bums,  William  W.     On  bill  (8.  4096)  for  the  relief  of _ 

Burrell,  Samuel.     On  bill  (8.  3051  for  the  relief  of 

Burrett,  WUUam  W.    On  bill  (S.1723)  for  therelief  of. 

Burness,  Mrs.  Elizabeth.    On  bill  (8. 2175)  granting  a  pension  to 

Burton,  Huldah.    On  bill  (H.  R.  3530)  granting  a  pension  to 

Bushby.  William.     On  bill  (8.  1028)  for  the  relief  of  -_ 

Bushnell,  Emeline  J.    On  bill  (H.  R.  8918)  granting  a  pension  to 

Butler,  James.    On  bill  (H.  R.  1765)  granting  a  pension  to 

Butterfield,  Anna.    On  bill  (H.  R.  3592)  granting  a  pension  to 


Vol. 


C. 

Gable,  John  William .    On  bill  (8.  3275)  granting  an  increase  of  pension  to . 

Cady,  Henry  K.    On  bill  (8.  1993)  to  give  an  honorable  discharge  to 

Cagle,  Matthew  J.  J.    On  bill  (H.  R.  2356)  granting  a  pension  to 

Cafilin,  Lawrence  M.     On  bill  (H.  R.  7463)  granting  a  pension  to 

Cain,  I.  L.    On  bill  (8. 151)  for  the  relief  of 

Caley,  Mary  G.     On  bill  (H.  R.  7185)  granting  a  pension  to 

Caler,  James.    On  bill  (8.  3006)  for  the  relief  of 

California.  On  bill  (8.  269)  granting  net  proceeds  of  cash  sales  of  the 
public  lands  to  the  State  of _ 

Caliiornia.  On  bill  (8.  2416)  to  reimburse  for  moneys  by  them  ex- 
pended in  the  suppression  of  the  rebellion 

Calitomia.  On  bill  (8.  3401)  to  provide  for  an  American  register  for  a 
steamer  to  be  named  Australia,  owned  by  a  corporation  of  the  State  of . 

California.  On  resolution  to  print  matter  relative  to  the  Indian,  war 
claims  of . 

Callahan,  Andrew  J.    On  bill  (8.  2428)  for  the  relief  of. 

Callison,  Alexander.     On  bill  (H.  R.  8029)  granting  a  pension  to 

Cameron,  Emma  8.    On  bill  (8.  1127)  for  the  relief  of _. 

Campanero.  On  bill  (S.  4074)  to  provide  an  American  register  for  the 
bark.... . . 
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INDEX  TO  SENATE  REPORTS. 


IX 


Subject. 


Canada.  To  aeoomx»ny  ooncnrrent  resolution  of  the  Senate  authorizing 
the  printinjc  ot  the  testimony  taken  by  Select  Ck>mmittee  on  Relations 
with _ 


Canada.     On  relations  with  (Part  I) 

Canada.    On  relations  with  (Part  II) .__ 

Canadian  Pacific  Railway  Company^    To  accompany  Senate  resolutions 
of  August  3  and  December  13,  1 888,  authorizing  investigation  of  the. . . 

Cannon,  Mary.     On  bill  (H.  R  7739)  granting  a  pension  to 

Cape  Flattery  and  Port  Townsend,  Wash.     On  bill  (S.  2434)  making  an 
appropriation  for  the  survey,  building,  and  maintaining  of  a  military 

wagon-road  between 

Caraher,  Maria  L.     On  bill  (H.  R.  8210)  granting  a  pension  to 

Caraher,  Maria  L.     On  bill  (S.  2279)  granting  a  pension  to 

Carey,  Nancy.    On  bill  (H.  R.  2415)  granting  a  pension  to 

Carmack,  Joseph  W.    On  bill  (S.  2412)  for  the  relief  of 

Cames,  Lydia  O.     On  bill  (S.  4807)  granting  a  pension  to 

Carney,  Absalom.    On  bill  (H.  R  5545)  granting  a  pension  to.. 

Carpenter,  Thomas  H.    On  bill  (S.  2080)  authorizing  the  restoration  on 

the  rolls  of  the  Army  of  the  name  of 

Carroll,  Bridget.     On  bill  (H.  R.  2302)  granting  a  pension  to 

Carroll,  Hattie  M.    On  bill  (S.  1026)  granting  a  pension  to 

Carroll,  William.     On  bill  (H.  R.  3228)  granting  a  pension  to 

Ckrter,  E.  G.     On  bill  (S.  1369)  for  the  relief  of- 

Carter,  John.    On  bill  (H.  R.  4663)  granting  a  pension  to 

Carter,  Mark  F.     On  bill  (S.  573)  granting  an  increase  of  pension  to 

Carter,  Rear-Admiral  S.  P:    On  bill  (S.  134)  for  the  relief  of 

Carter,  William  B.    On  bill  (H.  R.  3586)  granting  a  pension  to — . 

Casey,  Florida  G.    On  bill  (S.  1813)  granting  an  increase  of  pension  to.. 

Casey,  Sarah  E.    On  bill  (S.  770)  granting  a  pension  to 

Casler,  Mary  H.  On  bill  (S.  1368)  granting  a  pension  to... 

Casstdy,  Thomas  J.    On  bill  (H.  R.  2043)  granting  a  pension  to 

Castle  Island,  Boston  Harbor.    On  joint  resolution  (H.  Res.  14)  authoriz- 
ing the  use  and  improvement  of 

Cato,  Nancy.     On  the  bill  (H.  R.  10320)  granting  a  pension  to 

Census.    Chi  bill  (S.  1417)  to  provide  for  taking  the  eleventh  and  subse- 
quent censuses 

Chamberiain,  Charies  H.    On  bill  (S.  268)  for  the  relief  of  William  R. 

Wheaton  and  of 

Chamberlin,  Mary  E.    On  bill  (S.  3490)  granting  an  increase  of  pension  to 

Chambers,  Thomas.     On  bill  (S.  309)  for  the  relief  of-. 

Chance,    On  bill  (S.  1296)  for  the  relief  of  owner,  officers,  and  crew  of 

British  bark -— _ 

Chandler,  Cornelia  R.    On  bill  (S.  1473)  granting  an  increase  of  pension  to . 
Chandler, Cornelia  R.    On  bill  (S.  1992)  granting  an  increase  of  pension  to. 

Chandler,  SamueL    On  bill  (H.  R.  4128)  granting  a  pension  to 

Chapin,  Lucinda.     On  bill  (U.  R.  11547)  granting  a  pension  to 

Chaplains  United  States  Army.     On  bill  (S.  86)  to  increase  pay  of 

Chapman,  Maggie  B.    On  bill  (S.  1457)  for  the  relief  of 

Chapman,  Thomas.    On  bill  (S.  133)  granting  an  increase  of  pension  to.- 

Chapman,  William  H.    On  bill  (H.  R.  7577)  granting  a  pension  to 

Chase,  Amasa.    On  bill  (H.  R.  5995)  granting  a  pension  to 

Chase,  John  P.    On  bill  (H.  R.  2287)  granting  a  pension  to _ 

Chattanooga,  Tenn.     On  joint  resolution  (H.  Res.  169)  authorizing  the  use 
for  a  public  park  by  the  city  of  Chattanooga,  Tenn.,  of  a  portion  of  the 

miltary  reservation  at 

Chessman,  Elizabeth.     On  bill  (H.  R.  1188)  granting  a  pension  to 

Cheney,  H.  J..    On  bill  (S.  557)  for  the  reliel  of 

Cherry,  Edgar  M.     On  bill  (S.  2043)  granting  a  pension  to. 

Chea<ipeake  Female  College.     On  bill  (S.  2591)  for  the  relief  of 

Chickamauga.     On  bill  (U.  R.  6454)  to  establish  a  national  military  park 

at  the  battle-field  of. _ 

Chilian  Government.   Joint  resolution  (S.  R.  66)  authorizing  Commander 
Dennis  W.  Mullan  to  accept  the  medal  presented  to  him  by  the 
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Subject. 


Chippewa  Indians.  To  accompany  message  of  the  President  United  States 

relative  to  the  civilization  of 

Chouteau,  Charles  P.    On  bill  (8. 1857)  for  the  relief  of - 

Christ  Church.  On  bill  (S.  296)  vestiuK  in  the  vestry  of  Christ  Church, 
Washington  Parish,  District  of  Columbia,  all  right,  title,  and  interest 
of  the  Unif«d  States  in  and  to  square  south  of  square  1092  in  city  of 

Washington  District  Columbia 

Church,  H.  G.    On  bill  (H.  R.  4126)  granting  a  pension  to 

Church,  William.     On  bill  (S.  778)  granting  a  pension  to 

Civil  Service  Commission.  On  concurrent  resolution  of  the  House  of  Rep- 
resentative to  print  the  Sixth  Annual  Report  of 

Claims,  Commissioners  of.  On  House  of  Representatives  concurrent  res- 
olution authorizing  the  printing  of  500  copies  of  the  consolidated  index 

claims  reported  by  the . 

Claire,  Joseph.    On  bill  (H.  R.  1094)  granting  an  incease  of  pension  to... 

Clark,  Emma  G.     On  bill  (H.  R.  9529)  granting  a  pension  to 

Clark,  Isaac.    On  bill  (H.  R.  2769)  granting  a  pension  to ^ — 

Clark,  John.    On  bill  (H.  R.  7892)  granting  an  increase  pension  to 

Clark,  Lucinda  A.    On  bill  (H.  R.  4423)  granting  a  pension  to 

Clark,  Mrs.  Maria.     On  bill  (H.  R.  2067)  granting  a  pension  to 

Clark,  Mrs.  Susannah  D.    On  bill  (H.  R.  4190)  granting  a  pension  to 

Clark,  Hon.  William  A.     On  resolutions,  memorials,  etc,  concerning  the 

election  as  a  Senator  of  the  United  States  from  Montana  of 

Clarke,  Augustus  P.    On  bill  (S.  670)  authorizing  the  President  to  confer 

the  commission  of  brevet  lieutenant-colonel  on 

Clarksville,  Tenn.    On  bill  (S.  3238)  for  the  erection  of  a  public  building 


at 


Clawson,  William.    On  bill  (S.  404)  granting  a  pension  to 

Clawson,  William.     On  bill  S.  1971)  for  the  relief  of — —. 

Clements,  Margaret  M.     On  bill  (H.  R.  9317)  granting  a  pension  to 

Clerks,  first  and  second  class  post-offices.    On  bill  (S.  3941)granting  leaves 

of  absence  to 

Cleveland,  Norman.     On  bill  (H.  R.  6831)  granting  a  pension  to 

Clift,  William.    On  bill  (S.  150)  for  the  relief  of.... 

Cline, William  N.    On  bill  (S.  805)  granting  a  pension  to 

Coast  and  Geodetic  Survey.    To  accompany  concurrent  resolution  to  print 

5,000  extra  copies  of  the.'. 

Cochran,  Mary  F.     On  bill  (H.  R.  7824)  granting  a  pension  to 

Coey,  James.     On  bill  (S.  1294)  to  increase  the  pension  of 

Coffield,  Lucy  A.    On  bill  (S.  1729)  granting  a  pension  to 

Coghill,  Jennie  H.    On  bill  (S.  1240)  granting  a  pension  to 

Cohn,  Henry  S.  On  bill  (S.  3455)  to  restore  to  the  rank  of  second  lien- 
tenant  the  name  of 

Coke-ovens  and  other  improvements,  and  for  right  of  way  for  wagon- 
roads,  railroads,  and  tramways  in  connection  with  coal  mines.    On  bill 

(S.  2623)  authorizing  the  acquisition  of  lands  for 

Cole,  Betsey  E.     On  bill  (H.  R.  1405)  granting  a  pension  to 

Collingsworth,  Oran  M.     On  bill  (H.  R.  9961)  granting  a  pension  to.  .,.. 

Collins,  Oscar  S.     On  bill  (S.  2369)  granting  a  pension  to - 

Collins,  Malinda.    On  bill  (S.  435)  granting  a  pension  to 

Colorado.  On  bill  (S.  4136)  to  provide  for  the  disposal  of  the  Pagosa 
Springs  military  reservation  to  actual  settlers  under  the  provisions  of 

the  homestead  laws  in  the  State  of 

Colorado.  On  bill  (S.  3938)  authorizing  the  Secretary  of  the  Interior  to 
convey  to  the  Rio  Grande  Junction  Railroad  Company  certain  lands  in 

the  State  of. 

Colorado  Springs,  Colo.    On  bill  (S.  1332)  granting  certain  lands  for  water 

reservoirs  to 

Colorado  troops.     On  bill  (H.  R.  4553)  authorizing  the  Secretary  of  War 

to  deliver  to  the  State  of  Colorado  the  flags  carried  by  the _. 

Columbia  River.  On  bill  (S.  2785)  making  an  appropriation  for  the  con* 
struction  of  a  boat-railway  at  The  Dalles  and  Celilo  Falls  and  Ten- 
Mile  Rapids  and  for  the  improvement  of  Three-Mile  Rapids 
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XI 


Subject. 


Oolnmbos,  Oa.     On  bil  1  ( H.  R.  188)  for  the  erectloo  of  a  pnblic  building  at 

Golwell,  George.     Oo  bill  (H.  R.  1927)  granting  an  increase  of  pension  to 

CommiaBionere  of  Ciaima.     To  accompany  H.  R.  concurrent  resolution 

authorizing  the  printing  of  500  copies  of  the  consolidated  index  claims, 

reported  by  the 

Commissioner  of  Labor.    On  joint  resolution  (S.  R.26)  to  print  30,000 

copies  of  the  special  report  of  the • 

Common  schools.    On  bill  (S.  185)  to  aid  in  the  establishment  and  tem- 
porary support  of i 

Congress,  Librarian  of.    On  resolution  to  print  report  of 

Conlan,  Francis  J.    On  bill  (S.  1217}  to  amend  military  record  of 

Conley,  Mary.     On  bill  ( H.  R.  3594)  granting  a  pension  to 

Oonnally,  Sarah.    On  bill  (H.  R.  3261)  granting  a  pension  to - 

Oonnery,  Arthur.    On  bill  ( H.  R.  4825)  granting  a  pension  to 

Connolly,  John.    On  bill  (Sl  2386)  granting  a  pension  to 

Constitution  of  the  United  States.     On  joint  resolution  (S.  R.  86)  author- 
izing the  printing  of  1,000  ^xtra  copies  proposing  an  amendment  to  the. . 
Constitution  of  the  United  States.    On  joint  resolution  (S.  R.  1 )  proposing 

BSk  amendment  to  the,  extending  right  of  suffrage  to  women 

Constitution  of  the  United  States.    On  joint  resolution  (S.  R.  2)  propos- 
ing an  amendment  to  the,  in  relation  to  the  manufacture,  importation, 

exportation,  transportation,  and  sale  of  alcoholic  liquors 

Cook,  Melvin  L.    On  bill  (a  1206)  granting  a  pension  to .— 

Cook,  Nellie  R.    On  bill  (H.  R.  1980)  granting  a  pension  to. 

Cook,  Zo.  S.    On  bill  (H.  R.  9008)  granting  an  increase  of  pension  to 

Cooke,  Birs.  £.  L.    On  bill  (S.  906)  restoring  to  the  pension-roll  the  name 
of. - — .- 


Cooke  Park.    On  bill  (S.  4021)  to  authorize  the  Commissioners  of  the 
District  of  Columbia  to  annul  and  cancel  the  subdivision  of  part  of 

square  112,  known  as—; 

Coon,  Archibald  F.    On  bill  (H.  R.  6601)  granting  a  pension  to 

Coon,  Mrs.  Leonard.    On  bill  (H.  R.  7574)  granting  a  pension  to 

Coons,  Allen.    On  bill  (H.  R.  5328)  granting  a  pension  to 

Cooper,  Chloe.    On  bill  (H.  R.  5299)  granting  a  pension  to 

Cooper,  Harriet  E.'   On  bill  (H.  R.  7816)  granting  a  pension  to... 

Cooper,  Stephem    On  bill  (H.  R,  3961)  granting  an  increase  of  pension  to 
Copeland,  James  C.    On  bill  (H.  R.  59(^)  granting  an  increase  of  pension 
to ^ 


Coppinger,  William  H.    On  bill  (H.  R.  4862)  granting  a  pension  to 

Oorbin,  Thomas  G.    On  bill  (a  2559)  for  the  relief  of 

Cox,  Daniel  J.    On  bill  (H.  R.  4129)  granting  a  pension  to 

Cox,  Samuel  Sullivan.    On  joint  resolution  (H.  Res.  150)  to  print  25,000 

copies  of  the  eulogies  upon 

Cotton,  Joseph  O.    On  bill  (S.  2309)  granting  a  pension  to 

Coulson,  Sewall.    On  bill  (S.  325)  for  the  payment  for  legal  services  of 

Porter,  Harrison  &  Fishback,  and 

Courtney,  Ellen.    On  bill  (a  179)  granting  a  pension  to 

Courts.    To  accompany  Senate  resolution  to  print  additional  copies  of 

H.  R.  9014,  to  define  and  regulate  the  jurisdiction  of  United  States... 
Courts  of  the  United  States.    On  bill  (H.  R.  9014)  to  define  and  regulate 

the  jurisdiction.     (Views  of  the  minority)..- _ — , 

Crane,  Nathaniel.    On  bUl  (H.  R.  4711)  for  the  relief  of 

Crawford,  William.     On  bill  (H.  R.  6757)  granting  a  pension  to 

Crawford,  Zachariah  T.    On  bill  (S.  995)  granting  a  pension  to 

Creecy,  Charles  K     On  bill  (S.  1024)  conferring  jurisdiction  upon  the 

Court  of  Claims  to  finally  determine  the  claim  of 

Crewson,  Eliza.     On  bill  (S.  509)  granting  a  pension  to . 

Crimmins,  Mary  E.     On  bill  (S.  1237)  granting  a  pension  to 

Crippled  Union  Soldiers'  AsBociation.    On  bill  (S.  2400)  to  provide  two 

captured  cannon  for  the  use  of 

Cronk,  William  V.    On  bill  (H.  R.  2012)  grantinga  pension  to 

Crook,  Mary.     On  bill  (S.  3257)  grantinga  pension  po 

Cioaaer,  E.  B.     On  biU  (S.  137)  for  the  relief  of 
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Sabject. 


Cnlhan,  Patrick.     On  bill  (H.  R.  1400")  granting  an  increase  of  pension  to. 

Caiman,  Daniel  A.     On  bill  (S.  765)  granting  a  pension  to 

Cnlpeper,  Va.    On  bill  (H.  R.  7756)  to  construct  a  road  to  the  natiooal 

military  cemetery  from  the  town  of 

Commings,  William  H.     On  bill  (S.  650)  granting  a  pension  to <. 

Cnnningham,  Mrs.  Alice  A.     On  bill  (H.  U.  1783)  granting  a  pension  to. 
Cnrran,  John.     On  bill  (H.  R.  3404)  granting  an  increa^  of  pension  to  ._ 

Curtis,  Mary  H.    On  bill  (H.  R.  2431)  granting  a  pen&ion  to  .v 

Cnshing,  Mary  H.     On  bill  (H.  R.  11773)  granting  an  increase  of  pension  to. 
Cuthbert,  Sarah.    On  bill  (H.  R.  1086)  granting  pension  to  ........ 

D. 

Dabney,  Sarah.    On  bill  (H.  R.  5777)  granting  an  incren.se  of  pension  to. 

Daisley,  Jennie  M.  On  bill  (S.  2288)  to  pay  $5,000  to  William  D.  Dais- 
ley,  Jnlia  A.  Rice,  and _ 

Daisley.  William  D.  On  bill  (S.  2288)  to  pay  $5,000  to  Jennie  M.  Dais- 
ley,  Jnlia  A.  Rice,  and 

Dake,  Royal  E.    On  bill  (S.2794)  for  the  relief  of. 

Dallas,  Tex.  On  bill  (H.  R.  848)  for  the  constrnction  of  an  addition  to 
the  public  building  at _ 

Daniels,  Mary  E.  S)n  bill  (H.  R.  1279)  granting  a  pension  to 

Dark,  Samuel  L.     On  bill  (H.  R.  3536)  granting  a  pension  to 

Darling,  Jeremiah.     On  bill  (H.  R.  1215)  for  the  relief  of 

Davenport,  Jeanie  Brent  On  bill  (S.  721)  granting  an  increase  of  pen- 
sion to 

Davenport,  William.  To  accompany  petition  for  an  increase  of  pen- 
sion to - 

David,  Dickson,  and  others.     On  bill  (S.  923)  for  the  relief  of 

Davis,  Albert  P.     On  bill  (S.  3159)  granting  an  increase  of  pension  to — 

Davis,  Alexander  G.     On  bill  (H.  R.  6913)  granting  a  pension  to 

Davis,  Enoch.    On  bill  (S.  570)  for  the  relief  of 

Davis,  Fanny  L.     On  bill  (S.  3046)  granting  an  increase  of  i>en6iou  to... 

Davis,  John  B.     On  bill  (H.  R.  5810)  granting  an  increase  of  pension  to. 

Davis,  John  P.    On  bill  (H.  R.  7482)  granting  an  increase  of  pension  to. 

Davis,  L.  A.     On  bill  (S.636)  for  the  relief  of 

Davis,  William  W.  S.     On  bill  (S.  3057)  for  the  relief  of 

Dawson,  William.  On  bill  (H.  R.  1788)  to  remove  certain  charges  from 
the  military  record  of -., 

Day,  Cynthia.    On  bill  (H.  R.  3597)  granting  a  pension  to 

Day,  Herman.    On  bill  (H.  R.  7329)  granting  a  pension  to 

Day,  Nancy  E.     On  bill  (S.  1034)  for  the  relief  of. _ — 

Deafness.  On  bill  (S.  717)  to  increase  the  rate  of  pension  for  certain  cases 
oi- .— . 

Dean,  David.     On  bill  (H.  R.  5886)  granting  a  pension  to 

Dean,  John.     On  bill  (K.  R.  4372)  granting  a  pension  to 

Dean,  sr.,  Jonathan.     On  bill  (H.  R.  2418)  granting  a  pension  to 

Dean,  Susan  A.     On  bill  (H.  R.  7375)  granting  a  pension  to 

De  CostoT,  Francisco  V.     On  bill  (S.  2045)  lor  the  relief  of 

Defense.  On  bill  (H.  R.  8391)  making  appropriations  for  fortifications 
and  other  works  of 

Deficiencies  in  the  appropriations  for  the  fiscal  year  ending  June  30, 1890, 
and  for  prior  years,  and  for  other  purposes.  On  bill  (H.  R.  11459) 
making  appropriations  to  supply 

Degarmo,  Caroline  F.    On  bill  (S.  282)  granting  a  pension  to . 

Debart,  John.     On  bill  (H.  R.  1282)  granting  a  pension  to 

Delap,  Amanda  J,     On  bill  (H.  R.  5118)  granting  a  pension  to— 

De  Leon,  Edwin.    On  bill  (S.  1544)  for  the  relief  of 

Deming,  Frank.     On  bill  (H.  R.  5620)  granting  a  pension  to 

Dennis,  Thomas.     On  bill  (S.  767)  granting  a  pension  to -. 

Dennis,  James  H.    On  bill  (S.  3078)  for  the  relief  of.. 

Denny,  Alfred.     On  bill  (S.  513)  granting  a  pension  to ..- 

Denton,  Chester.    On  bill  (U.  R.)  4042  granting  a  pension  to 
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XIII 


Subject 


Department  of  Afinricaltiire.    On  bill  (S.  3991)  for  the  establishment  of 

a  pure-food  division  in  the ._. 

Department  of  the  Interior.     On  joint  resolution  (S.  R.  90)  for  the  print- 
ing of  decisions  of  the 

Department  of  State.     On  joint  resolntion  (S.  R.  95)  relative  to  certain 

bonds,  drafts,  and  other  papers  in  the 

Dependent  parents.  On  bill  (S.  389)  granting  pensions  to  soldiers  and 
sailors  who  are  ineapacitatal  for  the  performance  of  manual  labor,  and 

providing  for  pensions  to  widows,  minor  children,  and ...  

Dttecration  of  graves.  Oi)  bill  (S.  1666)  for  the  promotion  of  anatom- 
ical science  in  the  District  of  Columbia  and  to  prevent  the 

Desertions.     On   bills  (S.  1966,  3156,  3161,  and  H.  B.  8325)  to  prevent 

desertions  from  the  Army 

Devine,  Sarah.    On  bill  (H.  R.  3242)  granting  a  pension  to 

Dewees,  Mary  Y.     On  bill  ( H.  R.  1 1457 )  granting  an  increase  of  pension  to _ 

Dewey,  Helen  £.    On  bill  (H.  R.  2861)  granting  a  pension  to 

Dicken,  Thomas  B.     On  bill  (S.  3557)  for  the  relief  of 

Dickey,  Mrs.  Mary  £.     On  bill  fS.  4220)  granting  a  pension  to 

Digest  of  Claims.  On  House  concurrent  resolution  authorizing  the  print- 
ing of  500  copies  of  the , 

Dill,  Emma.    On  bill  (S.  578)  granting  a  pension  to.-- 

Dill,  John  S.    On  bill  (H.  R.  4415)  granting  a  pension  to 

Dimick,  Sophia  J.    On  bill  (H.  R.  7896)  granting  a  pension  to 

Dimond,  Morgan.     On  bill  (H.  R.  9311)  granting  a  pension  to 

Director  of  the  Mint.  On  Senate  concurrent  resolution  to  print  2, 000  ex- 
tra copies  of  the  report  of  the 

Director  United  States  Greological  Survey.  On  House  of  Representatives 
eoncurrent  resolution  authorizing  the  printing  of  additional  copies  of 

the  tenth,  eleventh,  and  twelfth  annual  reports  of  the 

District  of  Columbia.  On  bill  (8. 296)  vesting  in  vestry  of  Christ  Church, 
Washington  Parish,  District  of  Columbia,  all  right,  title,  and  interest 
of  Uniti^  States  in  and  to  square  south  of  square  1092  in  the  city 

of  Washington — 

District  of  Columbia.  On  bill  (S.  2038)  for  remodeling  and  repairing  the 
apparatus  for  heating,  ▼entilation,  and  sewerage  of  the  United  States 

eonrt-house  in  the  city  of  Washington _ -.. 

District  of  Columbia.  On  bill  (S.  281 )  to  validate  acknowledgments  taken 
before  United  States  commissioners  appointed  by  the  circuit  courts  of 
the  United  States,  or  by  the  supreme  court  of,  of  deeds  recorded  in  the 

said  District , 

District  of  Columbia.  On  bill  (S.  173)  to  shorten  the  terms  of  imprison- 
ment in  the  jail  and  work-house  of  the 

District  of  Columbia.    On  bill  (S.  1566)  for  the  promotion  of  anatomical 

science  and  to  prevent  the  desecration  of  graves  in  the 

District  of  Columbia.    On  joint  resolution  (S.  R.  14)  to  authorize  the 
printing  of  2,500  extra  copies  of  the  report  of  the  Health  Officer  of  the. 
District  of  Columbia.    On  bill  (S.  2630)  for  the  relief  of  the  holders  of 

spedalassessment  certificates  of  the .. 

District  of  Columbia.    On  bill  (S.  2660)  to  provide  for  opening  alleys  and 

constructing  sewers  in  the 

District  of  Columbia.    On  bill  (S.  3483)  creating  the  office  of  inspector 

of  hay,  straw,  grain,  and  feed  in  and  for  the 

District  of  Columbia.    On  bill  (S.  3441)  authorizing  the  construction  of 

the  Baltimore  and  Potomac  Railroad  in  the 

District  of  Columbia.  On  bill  (S.  4021)  to  annul  and  cancel  the  subdi- 
vision of  part  of  square  112,  known  as  Cooke  Park,  by  the  Commission- 
ers of  the .- . 

Dixon,  Annie  E.    On  bill  (S.  1366)  granting  a  pension  to 

Dixon,  RacheL     On  bill  (S.782)  granting  a  pension  to..- 

Dockham,  Mary.     On  bil t  ( H.  R.  4393)  granting  a  pension  to 

Dodge,  Adrian  C.     On  bill  (S.  1150)  granting  a  pension  to 

Dodiee,  George.    On  bill  (H.  R.  4789)  granting  a  pension  to 

Dodge,  Martha  J.    On  bill  (S.  792)  granting  a  pension  to  - 
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Subject. 


Dodge,  William  C.    On  bills  (S.  970  and  2222)  for  the  relief  of. 

Doe,  N.  Parker.    On  bill  (H.  R.  3678)  to  grant  an  honorable  discharge  to. 

Doggett,  John  £.     On  bill  (S.  4198)  granting  a  pension  to 

Domm,  Elizabeth.     On  bill  (S.  2066)  granting  a  pension  to 

Donaldson,  Ifarriet  E.     On  bill  (S.  3874)  granting  a  pension  to 

Donohne,  Mary.    On  bill  (H.  R.  3065)  granting  a  pension  to : 

Donovan,  Daniel.    On  bill  (S.  1238)  granting  a  pension  to 

Dorlos,  Nancy  J.    On  bill  ( H.  R.  4179)  granting  a  pension  to... 

Dorr,  Mary  J.     On  bill  (S.  958)  for  the  relief  of. — 

Doss,  Samuel.    To  accompany  petition  of,  asking  a  pension 

Doty,  Daniel.    On  bill  (H.  R.  4181)  granting  a  pension  to 

Doud,  Mary  A.    On  bill  (8.2407)  granting  a  pension  to _-. 

Dougherty,  Lawrence.     On  bill  (H.  R.  6280)  granting  a  pension  to 

Douglass,  Benjamin  F.     On  bill  (H.  R.  8326)  granting  a  pension  to.... .. 

Dover,  Tenn.    On  bill  (S.  1455)  to  construct  a  road  to  the  national  ceme- 
tery at 

Dowling,  Ellen  White.    On  bill  (S.  146)  granting  a  pension  to 

Drake,  Eliza  J.    On  bill  (H.  R.  1084)  granting  a  pension  to 

Drake,  James.    On  bill  (S.  1385)  granting  a  pension  to.. 

Draper,  Gustavus  Alonzo.     On  bill  (H.  R.  2131)  granting  a  pension  to... 

Dramheller,  David.     On  bill  (S.  1521)  granting  a  pension  to .. 

Duke,  Sarah  D.     On  bill  (S.  2503)  granting  a  pension  to .1 

Dull,  Daniel  M.    On  bill  (H.  R.  4527)  granting  a  pension  to 

Dnluth  and  Manitoba  Railroad  Company.    On  bill  (H.  R.  7856)  grant- 
ing the  right  of  way  across  Fort  Pembina  military  reservation  in 

North  Dakota  to  the 

Dun,  PatrickL.    On  bill  (a  1561)  for  the  relief  of 

Dunn,  John.     On  bill  (H.  R.  3066)  granting  a  pension  to.. 

Dunn,  John  M.    On  bill  (S.  4370)  granting  a  pension  to 

Dunn,  William  J.    On  bill  (H.  R.  3584)  granting  a  pension  to 

Durham.  Milton  J.    On  bill  (S.  611)  for  the  relief  of. 

Durye,  Abram.    On  bill  (H.  R.  1633)  granting  an  increase  of  pension  to.. 
Dutton,  Alexander  F     On  bill  (U.  R.  3169)  granting  a  pension  to 
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E. 

Eadie,  Mary  J.    On  bill  (S.  648)  granting  a  pension  to 

Eadie,  Mary  J.    On  bill  (S.  848)  granting  a  pension  to 

Eagle  Pass,  Tex.    On  bill  (S.  3050)  to  provide  for  the  purchase  of  a  site 

for  a  military  post  near 

Earp,  Elizabeth.    On  bill  (H.  R.  2864)  granting  apension  to 

East,  Henry.    On  bill  (H.  R.  4909)  to  correct  the  military  record  of 

Eber  t,  William  C.    On  bill  (H.  R.  2550)  granting  a  pension  to 

Eckington  and  Soldiers'  Home  Railway  Company.    On  bill  (S.  157)  to 

amend  charter  of 

Eckle,  Johanna.     On  bill  (H.  R.  2958^  gran ti ng  a  pension  to ^ 

Edmands,  Mrs.  Catharine.    On  bill  (H.  R.  9375)  granting  an  increase  of 

pension  to 

Edson,  Christina.     On  bill  (H.  R.  4810)  granting  a  pension  to 

Education,  Commissioner  of.  On  concurrent  resolution  of  House  of  Rep- 
resentatives to  print  report  of,  for  1888  and  1889 

Education,  scientific  and  industrial.  On  bill  (S.  3714)  to  establish  an 
educational  fund,  and  apply  the  proceeds  of  the  public  lands  and 
the  receipts  from  certain  land-grant  railroad  companies  to  the  more 
complete  endowment  and  support  of  colleges  for  the  advancement  of... 

Edwards,  Alvira  A.    On  bill  (H.  R.  2837)  granting  a  pension  to 

Edwards,  Nelson  6.    On  bill  (H.  R.  3381)  granting  apension  to 

Edwards,  Nelson  G.    On  bill  (H.  R.  3381)  restoring  to  the  pension  rolls 

the  name  of 

Edwards,  Thomas  K.    On  bill  (H.  R.  5905)  granting  a  i>ension  to 

Egan,  Mary  Anna.    On  bill  (S.  893)  granting  a  pension  to 

Egan,  Thomas.    On  bill  (H.  R.  7718)  granting  a  pension  to... 
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Subject 


Eigbi-lioar  law.     On  bill  (S.  175)  proTiding  for  the  adjastment  of  the 

aoooants  of  laborers,  workmen,  and  mechanics  arising  under  the 

Elam,  Elisha  L.     On  bill  (H.  R.  6769)  granting  a  pension  to 

Elgar,  Fanny.    On  bill  (H.  R.  2634)  granting  a  pension  to 

Election  laws.    To  accompany  Senate  resolution  to  print  1, 000  additional 

copies  of  the  bill  to  amend  and  supplement  the 

Elliot)  Andrew  J.    On  bill  (S.  2586)  granting  a  pension  to 

Ellla,  Asa.    On  bUi(H.  R.  2361)  for  the  relief  of. 

EUia,  Warner  M.     On  bill  (H.  R.  7659)  granting  a  pension  to 

Elmendoii^  William.    On  bill  (S.  3756)  granting  an  increase  of  pension  to 

El  Paso,  Tex.     On  bill  (S.  1272)  to  complete  public  building  at 

y.wntm^  Mrs.  Harriet  Dada.    On  bill  (S.  1717)  granting  a  pension  to 

Emeiy,  Albert  H.    On  bill  (a  245)  for  the  relief  of _ 

Endaly,  Isaac    On  bill  (H.  R.  5751)  granting  an  increase  of  pension  to.. 

EricsBon,  John.    On  bill  (a  1531)  for  the  relief  of  the  estate  of. 

Erskine,  Jnlia  A.     On  bill  (H.  R.  9205)  granting  a  pension  to . 

Evans,  John  K.    On  bill  (S.  776)  granting  a  pensioi^  to 

Evana,  Matilda.    On  bill  ( H.  R.  9590)  granting  a  pension  to 

Everts,  George.    On  bill  (H.  R.  8124)  granting  a  pension  to 

Ewald,  Mrs.  Mary.     On  bill  (H.  R.  1466)  granting  a  pension  to 

Ewing,  Elmore  E.    On  bill  (H.  R.  4935)  granting  an  increase  of  pension  to. 

Ewing,  Virginia  L.  M.    bn  bill  (S.  973)  granting  an  increase  of  pension  to 

"Extraterritorial  criminal  jurisdiction  and  its  effect  on  American  citizens. " 

Senate  resolution  authorizing  Committee  on  Printing  to  inquire  into 

necessity  of  printing  for  the  use  of  the  Senate  a  paper  prepared  by 

Adolph  Hepner  on — - _ ._ 

Executive  Departments.    To  provide  for  the  disposition  of  useless  papers 
in  the _ 
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Fales,  Mrs.  Imey^  formerly  Mrs.  Lucy  Patchin.    On  bill  (S.  850)  granting 

a  pension  to ^^    

Farrell,  John.    On  bill  (S.  4045)  granting  a  pension  to 

Fayetteville,  N.  C.   On  bill  (S.  559)  for  the  erection  of  a  po  blio  building  at. 

Feathers,  Allen.    On  bill  (H.  R.  7743)  granting  a  pension  to 

Felton,  Charles  N.    On  bill  CS.2474)  for  the  reliei  of 

Fenstamaker,  Rachael  A.    On  bill  (H.  R.  9826)  granting  a  pension  to  ..- 
Fenton,  William  H.    On  bill  (S.  998)  to  remove  the  charge  of  desertion 

from  the  record  of— — 

Fergus  Falls,  Minn.    On  biU  (S.  2944)  for  the  erection  of  a  public  build- 
ing at 

Ferguson,  Andrew  J.    On  bill  (H.  R.  1581)  granting  an  increase  of  pen- 
sion to 

Ferguson,  John  S.    On  bill  (H.  R.  9767)  granting  a  pension  to 

Ferguson,  Mary.    On  bill  (S.  9783)  granting  a  pension  to 

Ferrin,  James  S.    On  bill  (H.  R.  3511 )  granting  a  pension  to 

Featherstone,  J.  G.    On  bill  (H.  R.  5712)  grantinga  pension  to 

Fetterman,  George.    On  bill  (S.  3840)  to  remove  the  charge  of  desertion 

against - - 

Held,  Silas  F.     On  bill  (S.  2313)  for  the  relief  of  (and  views  of  the  mi- 
nority)  .. 

Fifield,  Thomas  H.     On  bill  (S.  3468)  granting  a  pension  to 

Finch,  Roxanna.    On  bill  (H.  R.  48oi3)  granting  a  pension  to 

Fink,  Clementine.    On  bill  (H.  R.  11687)  granting  an  increase  of  pension 

to - 

Finn,  John.    On  bill  (S.  921)  for  the  relief  of. 

First  Kansas  Colored  Volunteers.    On  bill  (S.  2471 )  for  the  relief  of  cer- 
tain officers  and  enlisted  men  of  the 

First  National  Bank  of  Newton,  Mass.    On  bill  (S.  182)  for  the  relief  of. 

Fish  Commission.    On  bill  (S.  3213)  transferring  to  the  Department  of 

Agricultore  the .. — — - — 
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Subject 


Fish  and  Fisheries^  Commissioner  of.  On  concurrent  resolution  of  the 
House  of  Representatives  to  print  extra  copies  of  the  report  of,  for  1888. 

Fisher,  Joseph.     On  bill  (H.  R.  4930)  granting  a  pension  to 

Fisher.  Joseph  D.     On  bill  (H.  R.  9727)  granting  a  pension  to 

Fi tzclaience,  Greorge.    On  bill  (S.  755)  granting  a  pension  to 

Fitzgerald,  James.    On  bill  (H.  R.  4038)  granting  a  pension  to ^... 

Fitzgerald,  Mary  Ellen.     On  bill  (S.  1502)  granting  a  pension  to 

Flaherty,  Margaret.    On  bill  (S.  2575)  granting  a  pension  to.. 

Fleming,  James  H.     On  bill  (K.  R.  2044)  granting  a  pension  to 

Fleming,  Julia.     On  bill  (H.  R,  15)  granting  a  pension  to 

Fletcher,  Malvina  P.    On  bill  (H.  R.  5618)  granting  a  pension  to 

Fletcher,  Margaret  J.    On  bill  (H.  R.  3221)  granting  a  pension  to 

Fletcher,  William  Ellsworth.    On  bill  (H.  R.  1148)  granting  a  pension  to. 

Flora,  Harrison.     On  bill  (8. 3205)  for  the  reliet  of .._. 

Florida.     On  bill  (S.  3044)  to  pay  certain  money  due  to  the  State  of 

Florida.    To  accompany  resolution  relating  to  swamp  lands  in. 

Florida.  To  accompany  resolution  to  investigate  the  facts  concerning  al- 
leged illegal  and  fraudulent  con yeyances  of  public  lands  in 

Fogg,  M.  J.    On  bill  (S.  283)  granting  a  pension  to 

Folger,  Ellery  C.     On  bill  (H.  R.  2174)  to  remove  charge  o(  desertion  from. 

Folger,  Prentiss.    On  bill  (H.  R.  9840)  granting  an  increase  of  pension  to. 

Foi3,  Ann.     On  bill  (H.  R.  3955)  granting  a  pension  to-_ 

Foreman,  M.     On  bill  (H.R.  2318)  granting  a  pension  to 

Forsyth,  Alexander.  On  bill  (H.  R.  6218)  granting  an  increase  of  pen- 
sion to 

Forsythe,  Mary.     On  bill  (S.  1139)  granting  a  pension  to 

Fortifications.  On  bill  (H.  R.  8391)  making  appropriations  for  works  of 
defense  and  for 

Fort  Abraham  Lincoln,  N.  Dak.  On  bill  (S.  1406)  nmking  appropria- 
tion for  extending  and  repairing  military  quarters  at 

Fort  Assinniboine  Militaxy  Reservation.  On  bill  (S.  4341)  granting  the 
Great  Northern  Railway  right  of  way  across. 

Fort  Bliss,  Tex.  On  bill  (S.  1645)  providing  for  the  sale  of  site,  etc. 
and  for  construction  of  suitable  buildings  at 

Fort  Brown  Military  Reservation.     On  resolution  relative  to 

Fort  Canby.  On  bill  (S.  2690)  for  the  construction  ot  two  wagon  roads 
through  the  military  reservation  ot _ 

Fort  Douglas  Reservation,  in  the  Territory  of  Utah.  On  bill  (S.  4229) 
granting  a  right  of  way  on 

Fort  Lewis  Military  Reservation,  Colorado.  On  bill  (S.  3596)  granting 
the  right  of  way  to  the  Rio  Grande  Southern  Railroad  (>)mpany 
through  the _. 

Fort  Riley  Military  Reservation.  On  bill  (S.  2648)  granting  the  right  of 
way  to  the  Junction  City  and  Fort  Riley  Street  Railway  Company  into 
and  upon  the ._ 

Fort  Sewall,  Mass.  On  joint  resolution  (H.  Res.  12)  authorizing  the  use 
and  improvement  of .. 

Fort  Walla  Walla.  On  bill  (S.  2455)  making  appropriation  for  the  im- 
provement of  the  military  reservation  known  as 

Fortress  Monroe.  On  bill  (H.  R.  887)  authorizing  the  erection  of  a  hotel 
upon  the  Government  reservation  at 

Fortress  Monroe.  On  bill  (S.  2181)  for  the  erection  of  a  public  bnild- 
'      at ._. 


mg 


Fose,  James  H.    On  bill  (S.  781)  granting  a  pension  to 

Fosnot,  Joseph  C.    On  bill  (S.  3*251)  granting  an  increase  of  pension  to.. 

Foss,  Robert.     On  bill  (S.  1151)  granting  a  pension  to „ 

Foster,  Asher  W.     On  bill  (S.  1696)  for  the  relief  of 

Foster,  Davis.    On  bill  (S.  1314)  granting  a.  pension  to 

Foster,  Martha  A.     On  bill  (H.  R.  6356)  granting  a  pension  to 

Foster,  Mary  J.     On  bill  (S.  779)  granting  a  pension  to 

Foulk,  Greorge.     On  bill  (S.  340)  granting  a  pension  to __ 

Foulk,  George.    On  bill  (H.  R.  4904)  granting  a  pension  to 
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Subject. 


Fourth  Begiment  of  Iowa  Infantry.    On  bill  (S.  569)  for  the  relief  of  the 

▼olnnteeiR  of  the 

Fonst,  Andrew  J.    On  bill  (S.775)  granting  a  pension  to 

Fowler,  Clara.     On  bill  (S.  814)  granting  a  pension  to — . 

Francis,  Richard  H.    On  bill  (S.  1686)  granting  a  pension  to .. 

Franklin,  John  F.     On  bill  (S.  2649)  granting  a  pension  to 

Fredericksen,  Christian.    On  bill  (S.  750)  for  the  relief  of  ._ _.. 

Freeland,  John  J.    On  bill  (H.  R.  7010)  granting  a  restoration  of  pen- 
sion to 

Freeman,  Anson.    On  bill  (H.  R.  1594)  granting  a  pension  to 

Freeman,  Julia  W.    On  bill  (H.  R.  2420)  granting  a  pension  to 

Freeman,  Susan  £•     On  bill  (H.  R.  6992)  granting  a  pension  to 

Fremont,  Jessie.     On  bill  (S.  4233)  granting  a  pension  to 

Fremont,  John  C.     On  bill  (H.  R.  2849)  authorizing  the  President  to  ap- 
point and  retire,  as  a  m%jor-general  in  the  U.  S.  Army 

Fremont)  Nebr.    On  bill  (H.  R.  533)  for  the  erection  of  a  public  build- 
at - - 


ing 


French,  Henry  S.  On  bill  (S.  145)  for  the  relief  of  the  legal  represent- 
aHvesof - 

Frey,  Clara.    On  bill  (H.  R.  6865)  granting  fk  pension  to 

Frohlin,  John.     On  bill  (H.  R.  8519)  granting  a  pension  to 

Frontier  guards."  On  bill  (S.  1005)  authorizing  the  Secretary  of  War  to 
place  on  file  in  the  War  Department  the  names  of  the  officers  and  mem- 
bers of  the 

Frey,  Emily.    On  bill  (H.  R.  11650)  granting  a  pension  to 

Fuller,  John.    On  bill  (S.  1051)  for  the  relief  of —_ ^ 

Funding  act.    On  bill  (S.  1372)  approving  with  amendment  the  Arizona. 

Funk,  Christopher  C.    On  bill  (H.  R.  7958)  granting  a  pension  to 

Fulton,  M.  A.,  and  Silas  Staples.  On  bUl  (a  2310)  fortherelief  of  sure- 
ties on  official  bond  of  James  D.  Reymert  and  of 

Furlow,  James  T.     On  bill  (H.  R.  3585)  granting  a  pension  to 

Furman,  Edwin  S.     On  bill  (H.  R.  2770)  granting  a  pension  to 

Fueon,  MUton.    On  bill  (S.  2398)  for  the  relief  of 

G. 

Gallagher,  John.    On  bill  (S.  252)  granting  a  pension  to 

Galloway,  Fletcher.    On  bill  (H.  R.  2427)  granting  a  pension  to 

Gardner,  Susan  M.    On  bill  (H.  R.  2429)  granting  a  pension  to 

Gardner,  Theodore.    On  bill  (S.  2733)  granting  a  pension  to 

Gardner,  William.    On  bUl  (S.  168)  granting  a  pension  to _. 

Garcia,  Manuel.     On  bill  ( H.  R.  3535)  granting  a  pension  to 

Garrett,  ^izabeth  T.    On  bill  (H.  R.  6166)  granting  a  pension  to 

Geddee,  Charles  W.    On  bill  (S.3302)  for  the  relief  of 

General  Land  Office.  On  bill  (S.  2543,  substitute  for  Senate  bills  1606, 
1328,  and  2220)  to  promote  the  efficiency  of  the 

Greological  Surrey.  To  accompany  Senate  concurrent  resolution  to  print 
additional  copiesof  the  reports  of  the  Directorof  the 

Geological  Survey.  To  accompany  Senate  concurrent  resolution  author- 
izing the  printing  of  additional  copies  of  the  report  of  the  Director  of  the. 

Gtcrman  Evangelical  Church,  Martinsburgh,  W.  Ya.  On  bill  (S.  289)  for  the 
relief  of  the  trustees  of  the 

Gibson,  Arza  B.     On  bill  (S.  1584)  toestablish  the  rank  of 

Gibson,  Elizabeth  O.     On  bill  (H.  R.  4149)  granting  a  pension  to 

Gibson,  Irena  W.    On  bill  (H.  R.  3606)  granting  a  pension  to 

Gibson,  Mary  M.    On  bill  (H.  R.  5488)  granting  an  increase  of  pension  to. 

Giddini5P,  Napoleon  B.     On  bill  (S.  2492)  for  the  relief  of. 

Gilbert^  Amos.     On  bill  (S.  2808)  granting  a  pension  to 

Gilman,  Francis.     On  bill  (H.  R.  4258)  granting  an  increase  of  pension  to. 

Gilmore,  Bessie  S.    On  bill  (S.  5)  for  the  relief  of 

Glass,  iHiza  J.     On  bill  (H.  R.  4851)  granting  a  pension  to 

Glenn,  William  H.    On  bill  (S.  1119)  granting  an  increase  of  pension  to. 

Goft,  Jamea.    On  bill  (H.  R.  6097)  grantinga  pension  to 
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Sabjecb. 


Gohagan,  Thomas  H.    On  bill  (H.  R.  8371)  granting  an  increase  of  pen- 
sion to 

Gold,  Sedgwick  H.    On  bill  (S.  1058)  granting  a  pension  to.... 

Goodloe,  G.  C.     On  bill  (S.  3261)  for  the  relief  of  - 

Gondj,  Jacob  R    On  bill  (H.  R.  2049)  granting  a  pension  to 

Government  Printing  Office.    On  bill  (S.  4059)  for  the  establishment  of 

alibrary  in  the 

Government  Printing  Office.    To  accompany  amendment  to  bill  H.  R. 

10884,  for  the  erection  of  a  bnilding  for 

Government  Printing  Office.    On  tlM  bill  (S.  3096)  to  revise  wages  of 

certain  employ^  in 

Government  Printing  Office.    On  the  bill  (H.  R.  8046)  to  revise  wages  of 

certain  employee  in 

Grace,  James.    On  the  bill  (8. 2368)  for  the  relief  of ^... 

Grace,  John.    On  the  bill  (H.  R.  9716)  granting  a  pension  to 

Graham,  Moses.    On  the  bill  (H.  R.  10208)  granting  an  increase  of  pen- 
sion to , 

Grand  Army  of  the  Republic.    On  joint  resolution  S.  R.  6.   {See  Badges)  _ 

Grant,  John.     On  the  bill  (K.  R.  4396)  granting  a  pension  to 

Grant,  Mrs.  Martha  E.     On  bill  (8. 7881)  granting  a  pension  to 1 

Great  Lakes.    On  bill  (S.  2741)  providing  fbt  sundry  light-honses  and 

other  aids  to  navigation  on  the .1 

Great  Northern  Railway.    On  the  bill  (8. 4341)  granting  right  of  way 

across  the  Fort  Asslnniboine  military  reservation  to  the 

Greely,  Philip  T.    On  bill  (8. 2370)  granting  a  pension  to 

Greeley  Relief  Expedition.    On  bill  (8.  733)  for  the  presentation  of 

badges  to  the  officers  and  men  of  the 

Green,  John  C.    On  bill  (S.  135)  to  perfect  the  military  record  of. ...... 

Green,  Mary  A.     On  bill  (H.  R,  1338)  granting  a  pension  to 

Green,  Rebecca  A.    On  bill  (H.  R.  11578)  granting  a  pension  to 

Greene.  Mrs.  Angeline.    On  bill  (H.  R.  5099)  granting  a  pension  to 

Greening,  Mary  £.    On  bill  (Sk  3730)  granting  a  pension  to 

Gregg,  Henrietta  M.    On  bill  (H.  R.  8440)  granting  a  pension  to 

Gregg,  Rnth.     On  bill  (S.  402)  grouting  a  pension  to 

Griese,  Wilhelm.    On  bill  (H.  R.  10074)  granting  a  pension  to  _.. 

Griffith,  Peleg  T.    To  accompany  petition  to  correct  military  record  of .. 

Grifison,  Joseph  C.     On  bill  (S.  3095)  for  the  relief  of 

Griswold,  Mary  A.    On  bill  (H.  R.  8926)  grouting  a  pension  to 

Grivot,  Maurice.     On  bill  (S.  990)  for  the  relief  of  the  heirs  of 

Groff,  Elizabeth  E.     On  bill  (H,  R.  1875)  granting  a  pension  to 

Grove,  John  H.     On  bill  (H.  R.  4210)  granting  an  increase  of  pension  to 

Grove,  Samuel.    On  bill  (S.  1669)  granting  a  pension  to 

Grover,  Lucinda  W.    On  bill  (8.  109)  granting  a  pension  to 

Grow,  William  S.     On  bill  (H.  R.  4834)  granting  a  pension  to 

Gndgell,  Cynthia  A.     On  bill  (S.  1712)  granting  a  pension  to 

Gum,  Calvin.     On  bill  (8.  420)  for  the  relief  of 

Gummo,  John  W.     On  bill  (S.  862)  for  the  relief  of. 

Gnnn,  Calv\n.    On  the  bill  (H.  R.  7523)  granting  a  pension  to.. 

Gushwa,  Elizabeth.    On  the  bill  (H.  R.  9138)  granting  a  pension  to 

Guthrie,  James  B.    On  bill  (H.  R.  1614)  for  the  relief  of 

G.  W.  Jones.    On  bill  (8.  4375)  to  provide  an  American  register  for  the 

steamship.... . 
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Haight,  Ursula  Lncretia.   On  bill  (8. 3177)  granting  a  pension  to.  . 

Haight,  William  H.     On  bill  (S.  2320)  granting  a  pension  to 

Haines^  Brackett,  Fort  CUrk  and  Rio  Grande  Railroad  Company  to 
construct  and  operate  a  railway  through  the  Fort  Clark  military  re- 
servation in  Texas.    On  bill  (H.  R.  8950)  to  authorize  the 

Haldeman,  M.  E.     On  bill  (S.  1249)  for  the  relief  of 

Hale,  Jonathan  D.    On  bill  (8.  2736)  granting  a  pension  to 

Hale,  Lucy.    On  bill  (H.  R.  2423)  granting  a  pension  to 
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XIX 


Subject. 


Hale,  Presley.     On  the  bill  (H.  R.  10457)  granting  increase  of  pension  to. 

Haley,  Henry  W.     On  bill  (S.  4209)  granting  a  pension  to 

Hall,  Dwight.  On  bill  (S.  1418)  for  the  relief  of 

Hall,  John  S.     On  bill  (S.  1061)  granting  an  increase  of  pension  to 

Hall,  Mary  O.     On  bill  (S.  1152)  granting  a  pension  to 

Hamill,  William.   On  bill  (H^R.  9041)  granting  an  increase  of  pension  to. 

Hamilton,  Harriet  B.    On  bill  (S.  3234)  granting  a  pension  to 

Hamilton,  Joseph  K.    On  bill  (H.  R.  6452)  granting  a  pension  to 

Hamilton,  Sarah.    On  bill  (H.  R.  1670)  granting  aj>ension  to 

Hamner,  Capt  William  H.    On  bill  (S.  743)  authorizing  the  President  to 

place  on  the  retired-list  of  the  Army  the  name  of 

Hanbelt,  Manus.    On  bill  (S.  2527)  to  remoye  the  charge  of  desertion 

from  the  military  record  of 

Hanoe,  William.    On  bill  (S.  2058)  for  the  relief  of  IsabelUi  Hance,  ad- 
ministratrix of 

Hancock,  Micager.    On  bill  (H.  R.  2487)  granting  a  pension  to 

Hand,  lirs.  Ellen.     On  bill  (8^580)  granting  a  pension  to 

Hance,  Isabella.     On  bill  (S.  2058)  for  the  relief  of. 

Hanger,  Sarah  A.    On  bill  (S.  1647)  granting  a  pension  to 

Hanlon,  K  T.     On  bill  (H.  R.  9436)  granting  a  pension  to 

Hanneman,  Mrs.  Caroline.    On  bill  (S.  3549)  granting  an  increase  of  pen- 
sion to 

Hanson,  Olina.     On  bill  (8.  2290)  granting  a  pension  to 

Harding,  Jemsha  P.    On  bill  (H.  R.  10682)  granting  a  pension  to 

Hardwick,  George  W.    On  bill  (S.  2005)  to  remoye  the  charge  of  deser- 
tion from  the  military  record  of 

Hare,  Sidney  J.     On  bill  (S.  1852)  for  the  relief  of - 

Hargain,  MichaeL     On  bill  (H.  R.  9405)  granting  an  increase  of  pension 
to - — - 


Harney,  Mary  E.     On  bill  (S.  916)  granting  a  pension  to 

Harper,  Samuel  D.     On  bill  (S.  1506)  for  the  relief  of— _ _ 

Harrell,  Wells  C.    On  bill  (S.  1602)  granting  an  increase  of  pension  to. . . 

Harrington,  Martin.    On  petition  for  an  increase  of  pension  to 

Harrington.  Montraville  A.     On  bill  (H.  R.  10075)  granting  a  pension  to. 

Harris,  John  N.     On  bill  (H.  R.  10154)  granting  a  pension  to 

Harris,  Ransom  L.    On  bill  (S.  1853)  for  the  relief  of _ 

Harris,  Thomas  D.    On  bill  (S.  1666)  for  the  relief  of  the  legal  representa- 
tives of 

Harrison,  Charity  P.    On  bill  (H.  R.  6359)  granting  a  pension  to 

Harrison,  Sarah  A.    On  bill  (H.  R.  5709)  granting  a  pension  to 

Harrison,  Walter  P.    On  bill  (S.  2598)  granting  an  increase  of  pension  to. 

Harrison,  Walter  P.    On  bill  (H.  R.  6624)  eranting  a  pension  to 

Hnrstick,  Anna.    On  bill  (H.  R.  2014)  granting  a  pension  to 

Hart,  Emma  A.    On  bill  (H.  R.  4195)  granting  a  pension  to 

Hartranft,  SalUe  Douglas.     On  bill  (S.  1840)  granting  a  pension  to 

Harvey,  James  W.    On  bill  (S.555)  for  the  relief  of 

Haskins,  William  T.    On  bUl  (S.  607)  for  the  relief  of  William  T.  Stokes, 

M.  M.  Brien,  Thomas  Waters,  and 

Hastings,  Lorin  W.    On  bill  (S.  358)  to  remove  the  charge  of  desertion 

from  the  military  record  of _ 

Hawes,  Commercial  Agent    On  resoln  tion  to  print  5, 500  copies  of  the  re- 
port of,  on  the  beet-sugar  industry  of 

Hawk,  David  A.    On  bill  (S.  1335)  for  the  relief  of 

Hawkins,  Lydia.    On  bill  (8. 2088)  granting  a  pension  to 

Hayes,  Jonathan.     On  bill  (8. 760)  granting  a  pension  to 

Hayne,  Mary.     On  bill  (S  2843)  granting  a  pension  to 

Havnes,  Edward.    On  bill  (H.  R.  4694)  granting  a  pension  to 

Haynie,  Marian  F.    On  bill  (S.  582)  for  the  relief  of __ 

Hazen,  G.  M.     On  bill  (S.  922)  for  the  relief  of.. - 

Head,  Thelbert  H.     On  bill  (H.  R.  8088)  granting  a  pension  to .  - 

Healy,  Edward.     On  bill  (H.  R.  8584)  granting  an  increase  of  pension  to. 

Hoaly,  Henry  G.     On  bill  (S.  745)  for  the  relief  of.. - 

Healy,  Henry  G.    On  bill  (8. 789)  granting  an  increase  of  pension  to 
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Heaton,  Joseph.    To  aooompany  memorial  of  Joseph  Heaton  granting 
back  pay  and  bounty  to 

Hechtman,  Olive  M.     On  bill  (H.  R.  10635)  granting  a  pension  to 

Heckler,  Elizabeth.    On  bill  (H.  R.  4102)  granting  a  pension  to 

Heffleman,  Dorr.     On  bill  (S.  1821)  for  the  relief  of™ -.- 

Hein,  Samuel.    On  bill  (S.962)  for  the  relief  of 

Helston,  Eugenia.    On  bill  (H.  R.  5486)  granting  a  pension  to 

Hennessy,  Timothy.    On  bill  (8. 3521 )  for  the  relief  of 

Henry,  Joseph.     On  bill  (S.  3359)  to  compensate  the  heirs  of 

Hensley,  Isabella.    On  bill  (H.  R.  6294)  granting  a  pension  to 

Herbert,  Stewart    On  bill  (H.  R.  2168)  granting  an  increase  oi  pension  to. . 

Herbst,  Theresa.    On  bill  (H.  R.  1043)  granting  a  pension  to 

Herdis  and  Augostina  C.    On  bill  (S.  3131)  for  the  registry  and  enroll- 
ment of  the  barges 

Herod,  Robert  W.    On  bill  (H.  R.  2531)  granting  a  pension  to 

Herr,  A.  H.     On  bill  (S.  1559)  for  the  relief  of  the  estate  of 

Herriok,  Christopher.    On  bill  (S.  11 18)  granting  an  increase  of  pension  to. 

Hetzel,  Margaret.     On  bill  (H.  R.  9518)  for  the  relief  of 

Hicks,  Mary  E.     On  bill  (H.  R.  10753)  granting  a  pension  to 

Hill,  LevL    On  bill  (S.  1050)  for  the  relief  of  the  heirs  of 

Hill,  Robert     On  bill  (H.  R.  5161)  granting  a  pension  to 

Hill,  William  G.     On  bill  (H.  R.  4811)  granting  a  pension  to 

Hill,  Mrs.  Zelinda.    On  bill  (S.  2128)  granting  a  pension  to 

Hilliker,  B.  F.    On  bill  (H.  R.  9359)  granting  an  increase  of  pension  to. 

Hinsman,  John.    On  bill  (S.  2086)  to  correct  the  military  record  of 

Historical  societies.    Oa  bill  (S.  698)  extending  the  priyilegeof  the  mail 

free  of  postage  to 

Hiz,  Alonzo.     On  bill  (H.  R,  5812)  granting  a  pension  to 

Hodgman,  Ruth  W.  Keene.     On  bill  (S.  2240)  granting  a  pension  to 

Hohmann,  Pauline.    On  bill  (H.  R.  5660)  granting  a  pension  to 

Holbrook,  Silas  S.    On  bills  (S.  1153  and  1976)  granting  a  pension  to... 

Holland,  Mary  A.     On  bill  (H.  R.  1114)  granting  a  pension  to 

Holmes,  Mena.    On  bill  (S.  1524)  granting  a  pension  to 

Holioyd,  Mrs.  Sarah  Elizabeth.     On  biU  (a  242)  for  the  relief  of 

Hook,*  Mary  B.     On  bill  (S.  1362)  granting  an  increase  of  pension  to 

Hooke,  Mary  A.     On  bill  (S.  1973)  granting  a  pension  to 

Hooper,  Mrs.  M.  A.     On  bill  (S.  786)  granting  a  petision  to 

Hoover,  Sarah.    On  bill  (S.  2108)  granting  a  pension  to 

Hopper,  Andrew.     On  bill  (S.  3342)  granting  a  pension  to 

Hopkins,  Mary  F.    On  bill  (S.  1817)  granting  a  pension  to 

Hopkins,  Thomas  H.     On  bill  (S.  759)  granting  an  increase  of  pension  to. 
Horton,  Mrs.  A.  J.     On  bill  (S.  353)  granting  an  increase  of  pension  to  .. 

Horwitz,  Orville.    On  bill  (S.  1136)  for  therelief  of 

Hoskins,  Jennie  D.    On  bill  (H.  R.  8061)  granting  an  increase  of  pension  to. 
Hospital  Corps  of  the  Army.    On  bill  (S.  378)  to  amend  act  of  March  1, 

1887,  relating  to 

Hoseey,  Mary  Minor.    On  bill  (H.  R.  2435)  granting  a  pension  to .^ 

House,  Mattie  W.    On  bill  (H.  R.  2615)  granting  an  increase  of  pension  to. 

Howard,  Robert  Theodore.     On  bill  (S.  Ill)  granting  a  pension  to 

Howell.  Katherine  W.    On  bill  (S.  3649)  granting  an  increase  of  pension  to. 

Hubbard,  Hiram  W.     On  bill  (S.  2923)  for  the  relief  of 

Hubbard,  Royal  M.     On  bill  (S.  1176)  for  the  relief  of 

Hubbell,  Richard  W.     On  bill  (S.  961)  granting  an  increase  of  pension  to. 

Hudson,  Martha  N.     On  bill  (S.  3431 )  granting  a  pension  to 

Hughes,  Abigail.     On  bill  (H.  R.  4858)  granting  a  pension  to 

Hughes,  Edward.    On  bill  (S.  1492)  granting  a  pension  to 

Hughes,  James  T.     On  bills  (S.  1378  and  H.  R.  1268)  for  the  relief  of 

Hukill,  O.  E.    On  bill  (H.  R.  10202)  granting  a  pension  to 

Hull,  Francis  M.     On  bill  (H.  R.  1155)  granting  a  pension  to — . 

Hummer,  John  K.     On  bill  (S.  3438)  granting  a  pension  to 

Hummer,  William  D.     On  bill  (H.  R.  4531)  granting  a  pension  to 

Humphreys,  Samuel  S.     On  bill  (H.  R.  10810)  granting  a  pension  to 

Humrichouser,  Isaiah.    On  bill  (H.  R.  4021)  granting  an  increase  of  pen- 
sion to ^  
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XXI 


Subject. 


Hanley,  Archibald.    On  bill  (H.  R.  5067)  with  an  amendment  in  the 

natnie  of  a  substitnte)  for  the  relief  of 

Hont,  Sarah.     On  bill  (S.  1062)  granting  a  pension  to 

Hnrlbert,  J.  Phil.     On  bill  (H.  R.  3018)  granting  an  increase  of  pension  to 

Harlbnrt,  Samuel  B.     On  bill  (S.  27)  granting  a  pension  to 

Hurlbut,  Sarah  J.     On  bill  (S.  2022)  granting  a  pension  to 

Hutchison,  Greorge  W.    On  bill  (H.  R.  5108)  granting  a  pension  to 

Button,  William  T.    On  bill  (S.  443)  granting  a  pension  to 

L 

Idaho.  On  bill  (S.  658)  to  provide  for  admission  into  the  Union  of  the 
State  of - 

Immigration  and  naturalization.  To  accompany  concurrent  resolution 
of  March  12,  1890,  to  investigate  matters  pertaining  to 

Immigration  law&  On  concurrent  resolution  to  investigate  expenditures 
and  administration  of  the 

Imprisonment  On  bill  (S.  1858)  to  shorten  the  terms  of,  in  tbe  jail  and 
work-house  of  the  District  of  Columbia  on  account  of  good  behavior. .. 

Imsande,  Henry.    On  bill  (S.  1143)  granting  a  pension  to 

Inboden,  Joseph.     On  bill  (S.  16721  granting  a  pension  to 

Indian  campaigns.  On  bill  (S.  226)  to  authorize  the  President  to  confer 
bieTet  rank  on  officers  of  the  United  States  Army  for  gallant  services  in 

Indism  Department  On  bill  (H.  R.  10726)  making  appropriations  for 
the .- 

Indian  Department  To  accompany  amendment  to  H.  R.  10726  mak- 
ing appropriations  for  the  current  and  contingent  expenses  of  the 

Indian  depredations.  On  bill  (S.  3833)  to  provide  for  the  adjudication 
and  payment  of  claims  arising  from 

Indian  hostilities.  On  bill  (S.  163)  to  reimburse  certain  persons  in  the 
State  of  Nevada 

Indian  Territory.  On  bill  (8.  346)  granting  the  right  of  way  to  the 
Kansas  City  and  Pacific  Railroad  Company  through  the .... 

Indian  war  claims  of  California.     To  print  matter  relative  to  the 

Indians.  On  bill  (S.  4207)  extending  the  time  of  payment  to  purchasers 
of  laud  of  the  Omaha  tribe  of 

International  American  Conference.  On  Senate  concurrent  resolution  to 
print  10,000  extra  copies  of  the  report  of  committees  and  discussions 
thereon  of  the 

International  Marine  Conference.  Senate  concurrent  resolution  to  print 
8,400  extra  copies  of  the  proceedings  and  final  act  of  the 

Interstate  Commerce.  On  Senate  concurrent  resolution  authorizing  the 
printing  of  15,000  additional  copies  of  the  report  of  the  Committee  on .. 

Interstate  Commerce  Commission.  On  concurrent  resolution  of  the  Sen- 
ate to  print  additional  copies  of  the  first  annual  report  of 

Iowa  Infantry.  On  bill  (S.  569)  for  the  relief  of  tbe  volunteers  of  the 
Fourth  Regiment ._ 

Irrigation.  On  bill  (S.  1644)  concerning  the  irrigation  of  arid  lands  in 
the  valley  of  the  Rio  Grande  River,  the  construction  of  a  dam  across 
said  river  at  or  near  £1  Paso,  Tex.,  for  the  storage  of  its  waste  waters, 
and  for  other  purposes • 

Irrigation  and  reclamation  of  arid  lands.  On  bill  (S.  2104)  to  provide 
for  the  conservation  and  use  of  natural  water  supplies,  etc  (Part  1, 
and  views  of  minority) 

Irwin,  James  T.     On  bill  (H.  R.  7765)  granting  a  pension  to 

Isbell,  Thomas  H.     On  bill  (H.  R.  6164)  granting  an  increase  of  pension  to 

/to/ta,  steamer.     On  bill  (S.  4213)  granting  an  American  register  to  the. 

Ives,  Lauia  J.     On  bill  (S.  577)  granting  a  pension  to 

J. 

Jackson,  Abraham  W.    On  bill  (H.  R.  2279)  granting  a  pension  to 

Jackson,  Easter  A.    On  bill  (S.  783)  granting  a  pension  to 
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INDEX   TO    SENATE   REPORTS. 


Subject. 


Jackson,  Richard  H.  On  joint  resolation  (S.  R*  51 )  authorizing  the  PreiSi- 
dent  to  appoint,  as  an  ensign  of  the  Navy .._ 

Jacob  I.  Ck>hen  and  J.  Randolph  Mordecai.  On  bill  (S.  1381)  for  the  re- 
lief of - - 


JacobSf  Isaac  N.     On  bill  (H.  R.  10985)  granting  a  pension  to 

Jacoby,  Mrs.  Margaret  A.    On  bill  (H.  R.  6391)  granting  a  pension  to.. 
Jamaica.    On  bill  (S.  1093 )  to  provide  an  American  register  for  the  steamer 

James,  Lanra.     On  bill  (S.  1733)  granting  a  pension  to 

James,  Thomas.     On  bill  (H.  R.  4688)  granting  a  pension  to 

James,  Thomas  L.     On  bill  (8. 1412)  for  the  relief  of  Patrick  H.  Jones  and. 
Jefferson  County,  Ky.     On  bill  (S.  1910)  for  the  allowance  of  certain  awards 

made  by  a  board  of  claims  to  certain  citizens  of 

Jefferson,  Thomas.    On  bill  (S.  4087)  proposing  the  purchase  of  the  manu- 
script papers  and  correspondence  of 

Jefiords,  George  A.    On  bill  (S.  3966)  to  remove  the  charge  of  desertion 

against . 

Johnson.  Abbie  D.    On  bill  (H.  R.  4420)  granting  a  pension  to 

Johnson,  Ada.     On  bill  (S.  2734)  granting  a  pension  to 

Johnson,  Betsey.     On  bill  (S.  1035)  granting  a  pension  to 

Johnson,  John  A.     On  bill  (H.  R.  9692)  granting  an  increase  of  pension  to. 

Johnson,  Mary  E.     On  bill^S.  2200)  for  the  relief  of. 

Johnson,  Philip  C.     On  bill  (S.  727)  providing  for  the  issue  of  the  com* 

mission  as  a  rear-admiral  in  the  United  States  Navy  to 

Johnston,  George  Ben).    To  accompany  Senate  resolution  in  the  claim  of 

the  estate  of  Hon.  John  W.  Johnston  and  Hon.  John  F.  Lewis 

Johnstou,  James.    On  bill  (S.  1154)  granting  a  pension  to... 

Johnston,  John  W.     To  accompany  Senate  resolution  in  the  clai  m  of  Hon. 
JohnF.  LewisandGeorgeBei\j.  Johnston,admini8trator8of  the  estate  of. 

Joiner,  Asa.     On  bill  (H.  R.  10811)  granting  a  pension  to 

Jones,  Adele.     On  bill  (H.  R.  2754)  granting  a  pension  to 

Jones,  Aquilla.    On  bill  (S.  393)  for  the  relief  of 

Jones,  David  Walter.    On  bill  (S.  421 )  for  the  relief  of  the  legal  repre- 
sentatives of 

Jones,  Elihu.    On  bill  (S.  1056)  granting  an  increase  of  pension  to 

Jones,  Elizabeth  A.     On  bill  (H.  R.  4968)  granting  a  pension  to 

Jones,  John  H.,  and  Thomas  D.  Harris.     On  bill  (S.  1666)  for  the  relief 

of  the  legal  representatives  of 

Jones,  Mrs.  Martha  E.    On  bill  (H.  R.  2989)  granting  a  pension  to 

Jones,  Patrick  H.     On  bill  (S.  1412)  for  the  relief  of  Thomas  L.  James 
and 


Joplin,  Mo.     On  bill  (S.  3899)  for  the  erection  of  a  public  building  at 

Jordan,  J.  N.    On  bill  (H.  R.  4522)  granting  a  pension  to 

Joseph,  Oteri^  jr.    On  bill  (S.  4403)  to  provide  an  American  register  for 

the  steamer 

Jouett,  James  E.     On  bill  (S.  3418)  for  the  reliefof _ 

Jouett,  James  S.     On  bill  (S.  3001)  for  the  reliefof... 

Judah,  Maria  B.    On  bill  (H.  R.  5838)  granting  a  pension  to 

Judd,  Henrietta.    On  bill  (S.  4868)  granting  a  pension  to 

Judd,  Oliver  H.    On  bill  (S.  802)  granting  a  pension  to 

Judge,  Heniy.    On  bill  (S.641)  for  the  relief  of 

Junk,  Rozalia.     On  bill  (S.  1702)  granting  a  pension  to... 


Kabler,  James  E.    On  bill  (S.  773)  granting  a  pension  to 

Kalbfleisch,  John.  On  bill  (S.  1991)  to  restore  to  the  pension  rolls  the 
name  of 

Kansas.  On  bill  (S.  597)  authorizing  conveyance  of  certain  Absentee 
Shawnee  Indian  lands  in... 

Kansas  City  and  Pacific  Railroad  Company.  On  bill  (H.  R.  346)  grant- 
ing the  right  of  way  tlf^ough  the  Indian  Territory  to  the _. 

Kansas.  On  bill  (S.  497)  providing  for  the  sale  of  certain  New  York  In- 
dian lands  in . . 
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XXIII 


Sabject. 


Kansaa  Yolanieer  Infantry.    On  bill  (S.  1004)  granting  a  bounty  of  $100 

to  the  Second  Regiment  of  the .. ._ 

Kaae,  Isaac  A.     To  accompany  petition  of  Isaac  A.  Kase  for  the  relief  of. . 
Kearney,  Stephen  L.    On  bill  (H.  R.  9254)  granting  an  increase  of  pen- 
sion to 

Keefer,  Angelina.     On  bill  (S.  120)  granting  a  pension  to 

Keen,  Jonas  H.     On  bill  (H.  R.  5144)  granting  a  pension  to 

Keener,  Stacey.     On  bill  (H.  R.  3587)  granting  a  pension  to :_. 

KeighUey,  WUliam  M.    On  bill  (S.  1174)  for  the  relief  of. 

Kelley»  William  D.     On  j  oin  t  resolution  (H.  Res.  127)  to  print  the  eulogies 

upon ^ - 

Kelly,  Alice.    On  bill  (S.  1300)  granting  a  pension  to 

Kelly,  Isaac    On  bill  (H.  R.  7658)  granting  a  pension  to 

Kelly,  Thomas.     On  bill  (H.  R.  4984)  granting  a  pension  to 

Kelso,  J.  Seaton.     On  bill  (S.  3760)  granting  a  pension  to 

Kendall,  Maj.  William.    On  bill  (8. 830)  for  the  relief  of  the  legal  rep- 
resentatives of > 

Kendig,  Theodore  A.    On  bill  (S.  2634)  for  the  relief  of 

Kenn^y,  Catharine.    On  bill  (S.  1688)  granting  a  pension  to 

Kennedy,  Margaret    On  bill  (8. 1618)  for  the  relief  of 

Kennedy,  Stephen  A.    On  bill  (H.  R.  7675)  granting  a  pension  to 

Kern,  Jacob.    On  bill  (S.  1688)  for  the  relief  of 

Keman,  Charlea     On  bill  ( H.  R.  7336)  granting  a  pension  to 

Eennerly,  Florida.     On  bill  (S.  2366)  granting  a  pension  to 

Kent,  Daniel,  H.    On  bill  (S.  1355)  to  increase  the  pension  of... 

Keyser,  Esther  A.     On  bill  (S.  2651)  for  the  relief  of 

KidwUer,  Frederick.     On  bill  (S.  1082)  granting  a  pension  to 

Kilday,  Elijah.     On  bill  (H.  R.  9782)  granting  a  pension  to... 

Kilpatrick,  Louisa  V.     On  bill  (S.  148)  (granting  a  pension  to 

Kimball,  Israel.    OnbUl  (S.  3752)  for  the  relief  of 

Kin;,  Ellen G.     On  bill  (S.  211)  granting  a  pension  to...^ 

King,  Matilda.     On  bill  (S.  1073)  providing  a  pension  for 

King  Mitchell.    On  bill  (S.  1641)  authorizing  Robert  Adger  and  James 
Marsh  to  bring  suit  in  the  Court  of  Claims  for  the  relief  of  the  estate  of. 

King  Theological  Hall.     On  bill  (S.  884)  to  incorporate  the 

Kingsbury,   George  W.     To  accompany  petition  of  Lieut.  George  W. 
Kingsbury  to  place  on  the  retired  li^t  with  the  rank  of  captain  the 

name  of 

Kinney,  John.     On  bill  (S.  1 109)  granting  an  increase  of  pension  to 

Kinney,  Mary.    On  bill  (S.  820)  granting  a  pension  to 

Kirk,  HylandC.     On  bill  (S.  1205)  lor  the  relief  of.. 

Kirkpatrick,  Sanford.     On  bill  (H.  R.  10231)  granting  an  increase  of  pen- 
sion to  

Kinsley,  Mary  A.    On  bill  (H.  R.  1987)  granting  a  peusion  to 

Knetsar,  James.     On  bill  (H.  R.  3528)  granting  a  pension  to 

Knight,  Sarah  L.     On  bill  (S.  2184)  granting  a  pension  to 

Eonkle,  Andrew  J.    On  bill  (S.  2863)  for  increase  of  pension  to 

Eoonce,  Harrison  W.     On  bill  (S.  1116)  granting  an  increase  of  pension 

to  -— - 

Kress,  Frederick  N.     On  bill  (S.  128)  for  the  relief  of. 

Kridler,  Charles  W.    On  bill  (H.  R.  2804)  granting  an  increase  of  pen- 
sion to 

Kunxie,  Christian.    On  bill  (H.  R.  4036)  granting  a  pension  to 

L. 

Laban  Heath  &  Co.    On  bill  (8. 948)  for  the  relief  of. 

Labor,  Commissioner  of.     On  joint  resolution  (S.  K.  26)  to  print  30,000 

copies  of  the  special  report  of  the -. . 

Lafayette,  GeneraL     To  accompany  Senate  resolution  regarding  selection 

of  a  site  for  the  proposed  monument  to 

I^iird,  James.     On  joint  resolution  ^.H.  Res.  152)  to  print  the  eulogies 

delivered  in  Congress  on 
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Subject. 


Lake  Borgne  Oatlet,  aud  to  improve  the  low-water  channel  of  the  lower 
Mi&eissippi  River.  On  bill  (S.  2792)  to  make  the  (views  of  the 
minority) 

Lakin,  Myra  £.    On  bill  (S.  3995)  granting  a  pension  to... 

Lamb,  John,  and  Thomas  Wright     On  bill  (S.  330)  for  the  relief  Ot 

Lambert,  Mathew.    On  bill  (H.  R.  5851)  granting  a  pension  to 

limbing,  Annie  £.    On  bill  (H.  R.  4763)  granting  a  pension  to 

I^ng,  Mary  Ann.     On  bill  (H.  R.  1404)  granting  a  pension  to 

Langdon,  Hannah  R.     On  bill  (S.  617)  granting  a  pension  to 

Langstaff,  Barbara."  On  bill  (H.  R.  7953)  granting  a  pension  to 

Langton,  Andrew.    On  bill  (H.  R.  3601)  granting  an  increase  of  pension 


to 


Larawav,  O.  M.     On  bill  (S.  1934)  for  the  relief  of 

Laraway,  O.  M.    On  bill  (S.1934)  for  the  relief  of  — 

Larrabee  <&  Allen.    On  bill  (S.  968)  for  the  relief  of 

Lasure,  David.  On  bill  (S.  571)  to  remove  the  charge  of  desertion  from 
the  record  of 

La  Tour,  Lewis  G.     On  bill  (S.  3263)  for  the  relief  of 

Latta,  Eidward  T.     On  bill  (S.  575)  granting  a  pension  to 

Laughlin,  John  H.     On  bill  (H.  R.  6906)  granting  a  pension  to 

Law,  James  Y.     On  bill  (H.  R.  4043)  granting  an  increase  of  pension  to.. 

Lawrence,  Catharine  S.     On  bill  (H.  R.  8234)  granting  a  pension  to 

Lawrence,  George  W.  On  bill  (S.  3269)  for  the  relief  of  the  administra- 
trix of  the  estate  of - .-. 

Lawrence,  George  W.  On  bill  (S.  3270)  for  the  relief  of  the  administra- 
trixof.-. - - --. 


Vol. 


Leasnre,  Nancy  W.     On  bill  (H.  R.  9026)  granting  a  pension  to.. 

Leavey,  Morris.    On  bill  (S.  3948)  granting  a  pension  to 

Lebert,  William  R.     On  bill  (S.  2445)  granting  an  increase  of  pension  to. 

I.>ee,  Catharine  M.     On  bill  (S.  1213)  granting  a  pension  to 

Lee,  Frank  A.     On  bill  (H.  R.5674)  for  the  relief  of 

Lee,  Green  B.     On  bill  (H.  R.  4854)  granting  a  pension  to 

Lees,  Edward  M.     On  bill  (S.  976)  granting  a  pension  to . 

Lefebre,  Mary  A.     On  bill  (IT.  R.  6799)  granting  a  pension  to 

Le  Fevre,  O.  Herrick.     On  bill  (H.  R.  6071)  granting  a  pension  to 

Leib,  Edward  H.     On  bill  (S.  117)  for  the  relief  of _ 

Lemly,  Lieut.  Henry  R.,  U.  S.  Army.  On  joint  resolution  (S.  R.  76)  au- 
thorizing the  acceptance  of  a  poHition  under  the  Republic  of  Colom- 
bia by 

Leo,  Hannah.     On  bill  (S.  2285)  granting  a  pension  to 

Le  Roy,  Mary  B.     On  bill  (S.  314)  granting  a  pension  to 

Leslie,  William.    On  bill  (S.  766)  granting  a  pension  to 

Levy,  Rachel.     On  bill  (H.  R.  6592)  granting  a  pension  to . 

Lewis,  Horace  B.    On  bill  (H.  R.  4421 )  granting  an  increase  of  pension  to. 
Lewis,  John.     On  bill  (S.  2187)  to  remove  the  charge  of  desertion  from 

the  military  record  of 

Lewis,  John  F.     To  accompany  Senate  resolution  in  the  claim  of  Bei\j. 
Johnston,  administrator  of  the  estate  of  Hon.  John  W.  Johnston  and  ot. 
Lewis,  Merritt.    On  bill  (H.  R.  1147)  granting  an  increase  of  pension  to.. 

Librarian  of  Congress.     On  resolution  to  print  report  of 

Library.     On  bill  (S.  4059)  for  the  establishment  in  the  Government 

Printins  Office  of  a 

Light,  James  B.     On  bill  (S.  2265)  granting  a  pension  to 

Lima,  Ohio.    On  bill  (S.  1512)  for  the  erection  of  a  public  building  at 

Lincoln,  Levi  M.     On  bill  (H.  R.  3108)  granting  a  pension  to— -.. 

Lindel,  John  L.     On  bill  (H.  R.  5736)  granting  a  pension  to 

Lindsay,  Col.  James.     On  bill  (H.  R.  3107)  for  the  relief  of. 

Lippy,  David  A.     On  bill  (H.  R.  1019)  granting  a  pension  to _. 

Liquors.  On  joint  resolution  (S.  R.  2)  proposing  an  amendment  to  Con- 
stitution of  the  United  States  in  relation  to  the  manufacture,  impor- 
tation, exportation,  transportation,  and  s^e  of  alcoholic _... 

Liquors,  imported.  On  bill^S.  398)  subjecting  to  the  provisions  of  the 
laws  of  the  several  States  (and  views  of  minority)^ ... 
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XXV 


Subject. 


Uschewsky,  Florian.    On  bill  (H.  R.  5997)  restoring  to  the  pension-roll 

the  name  of 

Little,  John.     On  bill  (S.  213]  for  the  relief  of  Hobart  Williams,  of  Omaba, 


and 


Llovd,  Mrs.  Belinda.    On  bill  (H.  R.  8474)  granting  a  pension  to 

Lockett,  Elizabeth  R.    On  the  bill  (H.  R«  5654)  granting  a  pension  to.... 

Lockwood,  Channcy  M.  On  bill  (S.  928)  lor  the  relief  of  the  legal  rep- 
resentatives of 

Loewinger,  Johanna.    On  bill  (S.  2698)  granting  a  pension  to 

Lohr,  Noah.     On  bill  (8.  1671)  granting  a  pension  to -... 

Los  Angeles,  Cal.  On  bill  (S.  1266)  for  increase  of  limit  of  cost  of  public 
building  at 

Lotteries.  On  bill  (H.  R.  11569)  to  amend  the  Revised  Statutes  in  rela- 
tion to 

Louisiana  State  University  and  Agricultural  College  at  Baton  Rouge,  La. 
On  bill  (8.  202)  to  increase  the  endowment  of 

Louisville,  Ey.  On  bill  (S.  2548)  for  the  relief  of  the  board  of  commis- 
sioners of  the  sinking  fund  of  the  city  of 

Louisville,  Ky.  On  joint  resolution  (S.  R.  43)  in  regard  to  a  bridge 
across  the  Ohio  River  at , 

Lozier,  John  S.     On  bill  (H.  R.  6211)  granting  a  pension  to 

Lusk,  Jane  H.     On  bill  (H.  R.  3393)  granting  a  pension  to 

Lutman,  David  H.     On  bill  (S.  284)  granting  a  pension  to 

Lyford,  Arthur  D.  and  Alfred  A.  On  bill  (H.  R.  1115)  granting  a  pen- 
sion to. ■. 

Lyle,  Peter.     On  bill  (S.  119)  for  the  relief  of  the  legal  representatives  of. 

Lyman,  Catlena.     On  bill  (H.  U.  5206)  granting  an  increase  of  pension  to. 

Lynch,  Antonia  B.    On  bill  (H.  R.  4185)  granting  a  pension  to  Mrs 

Lynch,  M.  M.     On  bill  (S.  3389)  for  the  relief  of - 

Lynch,  John  A.     On  bill  (S.  3463)  for  the  relief  of 

Lynch,  John  A.  On  bill  (S.  2251)  providing  for  the  promotion,  payment, 
and  retirement  of .» 


M. 

McAllister.     On  bill  (S.  1008)  granting  a  pension  to 

McArdle.  Barney.    On  bill  (H.  R.  2385)  granting  a  pension  to... 

McArthur,  Polly.     On  bill  (8.  2753)  granting  a  pension  to 

McBlair,  John  HpUins.     On  bill  (S.  1074)  for  the  relief  of. 

McBride,  Robert  A.     On  bill  (8. 139)  granting  a  pension  to 

McCaU,  Joseph  W.    On  bill  (8.  2152)  for  the  relief  of 

McCamly,  Sarah  C.    On  bill  (H.  R.  5263)  granting  a  pension  to 

McClain,  Conrad.    On  bill  (H.  R.  9934)  granting  a  pension  to.... 

McClellan,  Ellen  M.     On  bill  8. 3711)  granting  a  pension  to 

McClure,  Col.  Daniel.    On  bill  (8. 1007)  authorizing  and  directing  ac- 
counting officers.  Treasury  Department,  to  settle  and  close  accounts  of. 

McConnell,  Albert.    On  bill  (H.  R.  6143)  for  the  relief  of 

McConnell,  Hettie.    On  bill  (H.  R.  10245)  granting  a  pension  to 

McCool,  John.     On  bill  (H.  R.  1579)  granting  a  pension  to 

McCool,  Wells  C.     On  bill  (8. 1102)  for  the  relief  of 

McCormick,  Alexander.    On  bill  (H.  R.  5240)  granting  a  pension  to 

McCormick,  Hugh  8.    On  bill  (H.  R.  8611)  granting  a  pension  to 

McCormick,  R.  Allen.     On  bill  (H.  R.  7885)  granting  a  pension  to 

McCormick,  Sarah.     On  bill  (H.  R.  9054)  granting  a  pension  to 

McCowan,  Allen.     On  bill  (H.  R.  2351)  granting  a  pension  to 

McCowan,  Mary.     On  bill  (S.  177)  granting  a  pension  to 

McCrabb,  Jane  M.     On  bill  (H.  R.  7369)  granting  a  pension  to 

McCreary,  Anna.     On  bill  ( H.  R.  2317)  granting  a  pension  to.. 

McCreery,  William  B.     On  bill  (H.  R.  9897)  granting  an  increase  of  pen- 
sion to 

McCulloh,  Maria  L.    On  bill  (H.  R.  10572)  granting  a  pension  to.., 

McCusker,  James.     On  bill  (H.  R.  2066)  granting  a  pension  to 

McDaniel,  Grin  R.     On  bill  (8.  1518)  for  the  relief  of 
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Subject. 


McDonald,  Rebecca.     On  bill  (S.  1932)  granting  a  pension  to 

McDongall,  George.    On  bill  (S.  316)  for  the  relief  of  the  legal  represent- 
atives ol 

McDongall,  Caroline  M.     On  bill  (S.  3045)  for  the  relief  of..- .- 

McFarland,  John.    On  bill  (S.  2553)  to  remove  the  charge  of  desertion 

standing  against 

McFarUnd,  Robert    On  bill  (H.  R.  4272)  for  the  relief  of 

McGarrahan,  William.    On  bill  (S.  2599)  for  the  relief  of  -.. 

McGrievey,  Anastasia.     On  bill  (U.  R.  3256)  granting  a  pension  to 

McGnckian,  Joseph.     On  bill  (S.  713)  granting  a  pension  to 

McGarvey,  Michael.     On  bill  (S.  3196)  granting  an  increase  of  pension  to. 

Mclntire,  Clara  H.     On  bill  (S.  3448)  granting  a  pension  to 

Mcintosh,  Mary.    On  bill  (S.  3957)  granting  an  increase  of  pension  to  . . 

Mcllwain,  Martha.     On  bill  (U.  R.  4765)  granting  a  pension  to 

McKay,  Napoleon  B.     On  bill  (H.  R.  6871)  granting  a  pension  to 

McKay,  Nathaniel.     On  bill  (S.  846)  for  the  relief  of  the  executors  of 

Donald  McKay  and  of 

McKinney,  James  M.    On  bill  (S.  1269)  granting  a  pension  to 

McKinney,  ^James  M.     On  bill  (H.  R.  4094)  granting  a  pension  to 

McKinney,  John.    On  bill  (S.  1290)  forthe  relief  of. 

McKinney,  Richard  D.     On  bill  (ET.  R.  5205)  granting  a  pension  to 

McLaren,  John.     On  bill  (S.  2766)  granting  a  pension  to 

McLaughlin,  Augustine.     On  bill  (H.  R.  1558)  granting  a  pension  to 

McLean,  Sarah  K.     On  bill  (S.  395)  for  the  relief  of 

McLean,  Sarah  K.    On  bill  (S.  1284)  tor  the  relief  of.     (And  views  of  mi- 
nority)  

McMann,  Mrs.  Harriet     On  bill  (H.  R.  6402)  granting  a  pension  to 

McTavey,  Sarah.     On  bill  (H.  R.  2832)  granting  a  pension  to  _._ 

Mabb,  Albert     On  bill  (H.  R.  4152)  granting  an  increase  of  pension  to. . 

Macke,  Frederick  H.     On  bill  (S.  768)  granting  a  pension  to 

Mackey,  WUliam.     On  biU  (S.  338)  for  the  relief  of 

Macomb,  Annie  Rodgers.     On  bill  (S.  3101)  granting  a  pension  to 

Macon  City,  Mo.    On  bill  (S.  407)  for  the  relief  of  the  Catholic  church  at. 

Madden,  Barbara.     On  bill  (H.  R.  2046)  granting  a  pension  to 

Madden,  George  W.     On  bills  (S.  2079  and  S.  10153  to  remove  the  charge 

of  desertion  Irom  the  military  record  of 

Madden,  George  W.     On  bill  (H.  R.  1474)  to  remove  the  charge  of  de- 
sertion from  the  military  record  of 

Madden,  William  P.     On  bill  (S.  803)  granting  a  pension  to ^.. 

Madison,  Ind.     On  bill  (S.  1044)  for  the  erection  of  a  public  building  at.. 
Maginnis,  Martin.    On  re8olutions,memorials,etc, concerning  the  election 

as  a  Senator  of  the  United  States  from  Montauaof 

Mahony,  Daniel.    On  bill  (S.  2409)  to  remove  the  charge  oi  desertion 

against  the  record  of 

Mails.    On  bill  (8.  925)  to  extend  the  free  delivery  of 

Mail  lettings.    On  bill  (S.  13)  providing  that  preference  be  given  citizens 

of  States  and  localities  where  mails  are  to  be  carried  in  all 

Malin,  James.     On  bill  (S.  754)  granting  a  pension  to 

Manley,  Ira.     On  bill  (S.  1705)  granting  a  pension  to 

Maloney,  Ellen.    On  bill  (S.  1730)  granting  a  pension  to... 

Mann,  John.     On  bill  (H.  R.  3734)  granting  a  pension  to 

Mann,  Mary  J.     On  bill  (II.  R.  3588)  granting  a  pension  to 

Mansfield,  Betsey.     On  bill  (S.  1703)  granting  a  pension  to _. 

Marchand,  Margaret  D.    On  bill  (S.  3816)  granting  a  pension  to _, 

Marco  AureUa.     On  bill  (S.  4312)  to  provide  American  registers  for  the 

steamers  Stroma  and 

Marcy,  Eliza.     On  bill  (H.  R.  6875)  granting  a  pension  to— ..I-IIiril" 
Maricopa  County,  Arizona  Territory.     On  bill  (H.  R.  3934)  authorizing 

the  issuance  of  certain  bonds  by  the  supervisors  of 

Marine  Hospital  Reservation,  Detroit,  Mich.     On  bill  (S.  298)  to  provide 
for  the  erection  of  quarters  for  medical  officers  and  isolating  ward  ou-. 
Marine  Hospital  service.     On  bill  (S.  2483)  increasing  the  salary  of  the 
supervising  surgeon-general  of  the 
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XXVII 


Subject. 


IfEtnmoit.    On  bill  (S.4000)  to  provide  an  American  register  for  the 
steamer 

Marsball,  Delia  W.    On  bill  (U.  R.485o)  granting  a  pension  to 

Maraton,  8.  W.     On  bill  (S.  432)  to  settle  the  claims  of  the  legal  repre- 
sentatives of --- 

Martin,  Ida  L.     On  bill  (U.  R.  4866)  granting  a  pension  to 

Martin,  Leonard.     On  bill  (S.  3357)  for  the  relief  of 

Martin,  K.  C.     On  bill  (H.  R.6775)  granting  a  pension  to... 

Martin,  William.     On  bill  (S.  2552)  to  remove  the  charge  of  desertion 

from  the  record  of 

Martin,  WUliam  J.     On  bill  (S.  4064)  for  the  relief  of 

Martinsbnrgh,  W.  Ya.    On  bill  (S.  289)  for  the  relief  of  the  trustees  of 

the  German  Evangelical  Church  of - 

Martinsbnrgh,  W.  Ya.  *0n  bill  (S.  294)  for  the  relief  of  the  trustees  of 

Saint  Joseph's  Catholic  Church  of ._ 

Martinsbnrgh,  W.  Ya.    On  bill  (S.  3481)  for  the  relief  of  the  trustees  of 

the  Metiiodist  Episcopal  Church  of _ 

Maryland.    On  bill  (S.  315)  to  provide  for  paying  certain  advances  made 

to  the  United  States  by  the  State  of. 

Maryland.    On  bill  (S.  865)  to  provide  for  paying  certain  advances  made 

to  the  United  States  by  the  State  of... 

Marvin,  Jay.    On  bill  (H.  R.  7914)  granting  a  pension  to 

Mastin,  Claude  H.    On  bill  (S.  373)  for  the  relief  of 

Mates.     On  bill  (S.  303)  relating  to  the  pay  and  retirement  in  the  Navy  of- 

Matthews,  Emeline.     On  bill  (S.  1611)  granting  a  pension  to 

Mattose,  Margaret     On  bill  (S.  1731)  granting  a  pension  to 

Mauldlng,  Daniel  M.     On  bill  (H.  R.  3225)  granting  a  pension  to 

Maxwell,  Thomas  N.     On  bill  (H.  R.  4532)  granting  a  pension  to 

Mayberry,  Mary.    On  bill  H.  R.  4702)  granting  a  pension  to 

Maynadier.     On  biU  (S.  237)  for  the  relief  of  Maj.  William  M  - 

Mays,  William  H.    On  bill  (S.  788)  grantins;  a  pension  to 

Meade,  Elnathan.    On  bill  (S.  6001)  granting  an  increase  of  pension  to. . 

Meader,  Sarah.    On  bill  (H.  R.  1871)  granting  a  pension  to 

Meadows,  J.  W.    On  bill  (S.  809)  grantinga  pension  to 

Means,  James  H.    On  bill  (H.  R.  11543)  granting  a  pension  to 

Meat  products.     On  the  transportation  and  sale  of  (to  accompany  S.  3717, 

3718,  3719,  and  Senate  joint  resolution  78) 

Meat  products.    To  accompany  Senate  concurrent  resolution  authorizing 

Hie  printing  of  the  testimony  and  additional  copies  of  the  report  on 

Mefford,  John  R.    On  bill  (S.  4183)  to  remove  the  charge  of  desertion 

from  the  record  of -.. 

Melbourne  Industrial  Ehchibition  in  1888.    To  accompany  concurrent  res- 
olution authorizing  the  printing  of  the  reports  of  the  United  States 

commission  to  the 

Melbourne.     On  bill  (S.  3562)  authorizing  additional  compensation  to  the 

assistant  commissioners  to  the  industrial  exhibition  held  at 

Melville,  Chief  Engineer.     On  bill  (S.  728)  rewarding 

Melvine,  James.    On  bill  (S.  3414)  granting  an  increase  of  pension  to 

Meridian,  Miss.    On  bill  (S.  1977)  for  the  erection  of  a  public  building  at. 

Merrick,  Salina  B.     On  bill  (S.  3543)  granting  a  pension  to..  

Merri wether,  William  A.     On  bill  (H.  R.  4027)  granting  a  pension  to 

Meskell,  Michael.    On  bill  (H.  R.  17)  to  remove  charge  of  desertion  from 

record  of 

Metcalf,  T.  G.     On  bill  (H.  R.  8730)  granting  a  pension  to 

Metcalfe,  Nannie  W.    On  bill  (H.  R.  6415)  granting  a  pension  to 

Methodist  Episcopal  Church,  Martinsbnrgh,  W.  Ya.     On  bill  (S.  3461)  for 

therelief  of  the  trustees  of  the.— — 

Metropolitan  Southern  Railroad  Company.    On  bill  (S.  4119)  granting 

therightofway  to  the 

Mexican  War,  National  Association  Yeterans  of  the.     On  joint  resolntion 

(S.  R.  6)  in  relation  to  badges  adopted  by 

Mexico,  Republic  ot    On  bill  (S.  374)  to  amend  and  enlarge  the  act  to 

provide  for  the  distribntion  of  the  awards  made  under  the  convention 

between  the  United  States  of  America  and — - 
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Subject. 


Mexico.  On  bill  (S.  1757)  to  apply  to  commissioned  and  non-commissioned 
officers  the  provisions  of  the  act  of  Ck>ngre8S  entitled  '*An  act  for  the 
relief  of  certain  volunteer  and  regular  soldiers  of  the  late  war,  and  the 

war  with'*  ..^ 

Meyer,  Arnold.    On  bill  (H.  R.  1994)  granting  an  increase  of  pension  to.  - 

Mifuni  Indians  of  Indiana.    On  bill  (S.  4205)  to  reimburse  the 

Michaelis,  Kate  Woodbridge.  On  bill  (S.  3871)  granting  a  pension  to  .. 
Michler,  Mrs.  Sallie.    On  bill  (S.  1546)  granting  an  increase  of  pension  to 

Mickle,  John.     On  bills  (S.  1899  and  2300)  granting  a  pension  to 

Miles,  Evelyn  W.  On  bill  (S.  2390)  granting  an  increase  of  pension  to.. 
Miles,  Evelyn  W.  On  bill  (S.  1045)  granting  an  increase  of  pension  to. . 
Miles  City,  Mont.     On  bill  (H.  R.  529)  granting  certain  land  for  use  as 

a  public  park  to ^ 

Military  Academy.     On  bill  (S.  3097)  authorizing  the  appointment  of  an 

assistant  swordmaster  at  the 

Miller,  Adaline  L.     On  bill  (S.  3258}  granting  a  pension  to 

Miller,  Carrie  M.     On  bill  (B.  2423)  granting  a  pension  to 

Miller,  Daniel  M.     On  bill  (H.  R.  8928)  granting  a  pension  to 

MUler,  Ellen.    On  bill  (S.  2021)  granting  a  pension  to 

Miller,  Experience  S.     On  bill  (S.  1092)  granting  a  pension  to 

Miller,  John  A.     On  bill  (H.  R.  5444)  granting  a  pension  to 

Miller,  Mary  L.     On  bill  (S.  987)  granting  a  pension  to 

Miller,  Mary  S.     On  bill  (S.  3214)  granting  a  pension  to 

Mills,  Oscar  B.     On  bill  (H.  R.  5083)  granting  a  pension  to 

Miller,  Samuel.     On  bill  (S.  3145)  granting  a  pension  to 

Miller,  Thomas.     On  bill  (S.  136)  giving  a  military  record  to 

Millican,  William.    On  bill  (S.  537)  for  the  relief  of I.. 

Miller,  William  J.    To  accompany  petition  of  M.  L.  Ritchie  and  502  citi- 
zens of  Council  Grove,  Kaas.,  for  a  bill  granting  arrears  of  pension  to.. 
Milroy,  John.     On  bill  (H.  R.  1358)  to  remove  the  charge  of  desertion 

against 

Milroy,  Mary  J.     On  bill  (S.  3348)  granting  a  pension  to 

Milroy,  Robert  H.    On  bill  (S.  2389)  granting  an  increase  of  pension  to. . 

Miner,  Mrs.  Sallie  J.     On  bill  (H.  R.  8056)  granting  a  pension  to 

Minnix,  Henrietta  V.    On  bUl  (S.  2918)  for  the  relief  of 

Mint,  Director  of  the.  To  accompany  H.  R.  concurrent  resolution  author- 
izing the  printing  of  the  report  of  the 

Minteer,  Margaret  P.    On  bill  (H.  R.  1672)  granting  a  pension  to 

Mississippi  River.  To  accompany  Senate  resolution  to  print  1,000  copies 
of  the  pamphlet  entitled  the  Forty-four  Navigable  Tributaries  of  the.. 
Missouri.  On  bill  (S.  430)  authorizing  the  Secretary  of  the  Treasury  to 
cause  to  be  examined  certain  vouchers  filed  for  sums  claimed  to  be  due 
on  account  of  payments  madel)y,  since  April  22, 1882,  to  the  officers  and 
enlisted  men  of  her  militia  forces  for  military  services  rendered  to  the 

United  States  in  the  suppression  of  the  rebellion 

Mitchell,  David  H.     On  bill  (H.  R.  4367)  for  the  relief  of. 

Mitte,  Susanna.    On  bill  (H.  R.  2011)  granting  a  pension  to 

Mobile  Marine  Dock  Company.     On  bill  (S.  371)  for  the  relief  of  the 

Monroe,  James  M.    On  bill  (H.  R.  8923)  granting  a  pension  to 

Monroe,  Nelson.     On  bill  (S.  2560)  granting  an  increase  of  pension  to 

Montana,  Senators  from.  To  accompany  resolution  relating  to  the  elec- 
tion and  qualification  of 

Montana,  Senators  Irom.    On  resolution  of  the  Senate  relative  to  date 

when  salary  began 

Monterey;  Cal.  On  bill  (S.  4258)  releasing  the  right,  title,  and  interest  of 
the  United  States  to  the  piece  or  parcel  of  land  known  as  the  '*  CuarteP' 

lotto  the  city  of  _- 

Montgomery,  Robert  H.     On  bill  (S.  283)  for  the  relief  of 

Montgomery,  Pearson  C.     On  bill  (S.  153)  for  the  relief  of 

Moog,  Peter.  On  bill  (H.  R.  1104)  to  relieve  from  the  charge  of  desertion. 
Moore,  Charles  H.     On  bill  (H.  R.  2756)  granting  an  increase  of  pension 

to _ 

Moore,  Helen  A.    On  bill  (H.  R.  5081)  granting  a  pension  to 
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XXIX 


Subject. 


Moore,  Isaac.     On  bill  (H.  R.  6726)  granting  a  pension  to 

Morebead,  Abner.     On  bill  (H.  R.  8009)  to  restore  to  the  pension-roll  the 

name  of ' 

Morgan,  Henry  S.     On  bill  (H.  R.  4202)  granting  a  pension  to 

Morgan,  John.    On  bill  (S.  1706)  granting  a  pension  to 

Morgan,  Thomas  P.,  jr.    On  bill  fS.  312)  for  the  relief  of. _.. 

Morgan,  Wick.     On  bill  (S.  1480)  granting  a  pension  to 

Morris,  Allen.     On  bill  (H.  R.  6853)  granting  a  pension  to ■. 

Morris,  Cathenne.    On  bill  (S.  818)  granting  a  pension  to 

Morris,  Joseph.     On  bill  (H.  R.  6756;  granting  a  pension  to 

Morrison,  Belle.     On  bill  (H.  R.  7529)  granting  a  pension  to 

Morrison,  John  C.     On  bill  (H.  R.  2002)  granting  a  pension  to 

Morrison,  John  C.     On  bill  (S.  905)  granting  a  pension  to 

Morrison,  Thomas.     On  bill  (S.  3099)  for  the  relief  of- 

Morse,  Jerome  E.     On  bill  (8. 1089)  for  the  relief  of 

Moeer,  Levi.     On  bill  (S.  840)  granting  an  increase  of  pension  to 

MoflB,  William.     On  bill  (S.  681)  for  the  benefit  of  the  estate  of 

Morton,  T.  A.    On  bill  (S.  2813)  granting  a  pension  to 

Mower,  Betsey  A.     On  bill  (8. 1468)  granting  a  pension  to  .-. .._ 

Moy,  Nicholas.     Op  bill  (8.  784)  granting  a  i>ension  to 

Madgett,  Mrs.  Fannie  W.     On  bill  (H.  R.  6401 )  granting  a  pension  to . . 
Mnllan,  Dennis  W.     On  joint  resolntion  (S.  R.  66)  authorizing  the  accept- 
ance of  a  medal  presented  by  the  Chilian  Groyemment  to 

Mulvin,  Henry  L.     On  bill  (8.  3600)  for  the  relief  of 

Murdoch,  Lindsay.     On  bill  (8.  425)  for  the  relief  of 

Mnrphy,  Charles.     On  bill  (8.  1258)  for  the  relief  of 

Marphy,  Dennis.     On  bill  (8.  1244)  for  the  relief  of  the  sureties  of 

Murphy,  Mary.     On  bill  (8.  270)  granting  a  pension  to 

Murphy,  Mary.     On  bill  (H.  R.  1573)  granting  a  pension  to 

Murphy,  Robert  C.     On  bill  (8.  2355)  for  the  relief  of 

Mnrry,  George.     On  bill  (H.  R.  10083)  granting  an  increase  of  pension  to. 
Muskegon,  Mich.     On  bill  (8.  3034)  for  the  erection  of  a  public  building 
at  __. 


Muse,  Eben.    On  bill  (H.  R.  6338)  granting  a  pension  to 

Mussman,  Ann  £.    On  bill  (H.  R.  1246)  granting  a  pension  to 

Myers,  H.  A.    On  bill  (a  596)  for  the  relief  of. 

Myers,  James  A.     On  bill  (8. 1256)  granting  a  i>ension  to 

Myers,  Margaret.     On  bill  (8.  794)  granting  a  pension  to 

Myers,  William.     On  bill  (8.  1113)  granting  a  pension  to 

Mykins,  Mary  A.     On  bill  (8.  1236)  granting  a  pension  to 

My  rick,  Frank  C.     On  bill  (8.  4016)  granting  a  pension  to 


N. 

Nagle,  John.     On  bill  (H.  R.  1865)  granting  a  pension  to 

Naron,  Levi  H.     On  bill  (H.  R.  1906)  granting  a  pension  to 

Nash,  Mary  L.     On  bill  (H.  R.  10121)  granting  a  pension  to 

Nason,  Ralph  Waldo.    Oti  bill  (8.  398G)  granting  a  pension  to 

National  Academy  of  Sciences.  To  accompany  Senate  concurrent  resolu- 
tion authorizing  the  printing  of  350,000  additional  copies  of  the 

Naval  establishment  On  bill  (S.<305)  transferring  the  revenue  marine 
to  the 

Naval  Observatory.  On  bill  (8.  304)  defining  position  and  salaries  of  as- 
sistant astronomers  of — 

Navy.  On  bill  (8.  303)  relating  to  the  pay  and  retirement  of  mates  in 
the - --- 


Navy.     On  bill  (8. 2701)  concerning  the  rank  and  pay  of  certain  officers 
of  the - 

Neet,  jr..  .Tohn  8.     On  bill  (8. 2262)  for  the  relief  of 

Nelson,  Thomas.     On  the  bUl  (H.  R.  6084)  for  the  relief  of  ._ 

NeptunOf  steamer.     On  bill  (8. 4325)  to  provide  an  American  register  for. 
Neuninger,  Lena.     On  bill  (8. 2438)  granting  a  pension  to 
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Subject 


Nevada.    On  bill  (S.  2416)  to  reimburse,  for  moneys  expended  in  the  sup- 
pression of  the  rebellion 

Nevada.     On  bill  (S.  163)  to  reimburse  certain  persons  for  expenditures 

in  suppressing  Indian  hostilities  in  theState  of ^. — 

Nevada,  Mo.     On  bill  (S.  3893)  for  the  erection  of  a  public  building  at.  _ 

Newcomb,  Mary  A.     On  bill  (S.  2266)  granting  a  pension  to.-- 

New  Haven,  Conn.     On  bill  (S.  3172)  granting  the  use  of  certain  lands  to 

the  town  of 

Newhall,  Betsey  F.    On  bill  (H.  R.  2133)  granting  a  pension  to 

Newman,  Elizabeth  M.     On  bill  (S.  574)  granting  a  pension  to 

New  Mexica     On  bill  (S.  3832)  granting  lands  for  commoji  schools,  uni- 
versity, and  other  purposes  to  the  Territory  of 

New  York  Indian  lands.     On  bill  (1393)  providing  for  the  sale  in  Kansas 

of  certain -. 

New  York,  I^ake  Erie  and  Western  Railroad  Company.    On  bill  (S.  260) 

for  the  relief  of  the 

New  York  and  Pennsylvania.     On  bill  (H.  R.  7058)  to  confirm  an  agree- 
ment entered  into  by  commissioners  on  the  part  of  the  States  of 

Newton,  Charles  B.     On  bill  (S.  229)  for  the  relief  of — 

Nielsson,  Niel.    On  bill  (S.  3477)  granting  a  pension  to 

Nichols,  Alice.    On  bill  (S.  1282)  granting  a  pension  to 

Nicholson,  Mary  H.    On  bill  (S.  2583)  granting  an  increase  of  pension  to. 
Nicholson,  Mary  H.     On  bill  (S.  2583)  granting  an  increase  of  pension  to. 

Nicholson,  Mary  H.    On  bill  (S.  2583)  granting  a  pension  to 

Nicholson,  Mary  H.     On  bill  (H.  R.  6688)  granting  an  increase  of  pen- 
sion to ^ * 

Niles,  Thomas.     On  bill  (S.  181)  for  the  relief  of  the  estate  of 

Noble,  Samuel.     On  bill  (S.  1043)  for  the  relief  of -.. 

Noe,  Sarah  Ann.     On  bill  (H.  R.  8431)  granting  a  pension  to 

Noll,  Mary  E.     On  bill  (S.  807)  granting  a  pension  to 

Norfolk,  Nebr.     On  bill  (S.  222)  providing  for  the  erection  of  a  public 

building  at  the  city  of 

Norfolk  County  (Va.)  Ferry  Committee.     On  bill  (S.  47)  for  the  relief  of. 

Norman,  Lucy  A.  M.    On  bill  (H.  R.  3740)  granting  a  pension  to 

Noross,  Louis  P.     On  bill  (H.  R.  9245)  granting  a  pension  to 

North  Dakota.     On  bill  (S.  1405)  to  establish  a  penitentiary  in  the  State 

of. - 

North  Dakota,  Senators  from.     On  resolution  of  Senate  relative  to  date 

when  salary  began 

Norton,  Charles  A.    On  bill  (S.  2954)  granting  an  increase  of  pensions  to. 

Nottage,  Mary  J.    On  bill  ( U.  R.  359 1 )  granting  a  pension  to 

Nourse,  William  M.     On  bill  (H.  R.6519)  granting  a  pension  to 

Norwood,  William.     On  bill  (S.  4046)  granting  a  pension  to 

Noyes,  Evaline  A.     On  bill  (S.  1554)  granting  a  pension  to 

Nutting,    Newton  W.     On  joint  resolution  (H.  Res.  184)  to  print  10,000 
copies  of  the  eulogies  delivered  in  Congress  on  the  late 

O. 

O'Brien,  Henry  D.     On  bills  (S.  1078  and  2864)  for  the  relief  of 

O'Connor,  Mrs.  Margaret.     On  bill  (H.  R.  9236)  granting  a  pension  to 

O'Donnell,  James.     On  bilj  S.  7586)  granting  a  pension  to .: 

O'Leary.  Daniel  V.    On  bill  (H.  R.  23)  for  the  relief  of 

Oaths.    On  bill  (S.  1201)  in  relation  to  pension  and  other  cases  to 

Obrien,  W.  H.     On  bill  (H.  R.  5145)  granting  a  pension  to 

Obergfell,  George.     On  bill  (H.  R.  1187)  granting  a  pension  to 

Officers.     On  bill  (S.  2110)  concerning  rank  and  pay  of  soldiers  who  did 

duty  in  the  war  of  1861 

Ogden,  Elizabeth.     On  bill  (H.  R.  4359)  granting  a  pension  to .-, 

Ogden,  Utah.     On  bill  (S.  2839)  for  the  erection  of  a  public  bnilding  at.- 

Olive,  Minerva  Jane.    On  bill  (S.  982)  granting  a  pension  to 

Olmstead,  Lucy  R.    On  bill  (H.  R,  3382)  granting  a  pension  to ^. 
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XXXI 


Subject. 


OaiahA  military  depot,  Nebr.  On  bill  (S.  3060)  proyidinK  for  the  coDstnic- 
tion  of  m  military  store-hoase  and  ofBoes  for  army  purposes  at  the 

Omaba  tribe  of  lodiaiM,  Nebr.  On  bills  ( H.  R.  5974  and  S.  1101 )  extend- 
ing the  time  of  payment  to  purchasers  of  land  of  the 

Onderdonk,  Emily.     On  bill  (H.  R.  2428)  granting  a  pension  to 

Oregon.  On  bill  (S.  2416)  to  re-imbnrse  the  State  of,  for  money  expended 
in  the  suppression  of  the  rebellion 

Oregon  Paving  and  Contract  Company.     On  bill  (S.  633)  for  the  relief  of. 

Ormsby,George  F.   To  accompany  petition  of ^_ ._ 

Osbom,  Charles  £.  On  bill  (H.  R.  9270)  granting  an  increase  of  pension 
to 

Otis,  George  K.     On  bill  (S.  888)  for  the  relief  of. 

Otis,  George  K.  On  bill  (S.  3231)  for  the  relief  of  the  legal  representa- 
tives of 1 

Otis,  George  K.  To  accompany  amendment  proposing  to  insert  the  claim 
of  in  U.R.  11459— 

Otis,  Mrs.  Lillie^     On  bill  (H.  R.  7840)  granting  a  pension  to . 

Ottawa.    On  bill  (S.  3571)  to  provide  an  American  register  for  the  bark.  . 

Ottiwell,  Mary  £.  N.    On  bill  (S.  669)  granting  a  pension  to 

Owen,  Clara  M.     On  bill  (H.  R.  1116)  granting  a  pension  to 

Owen,  Lizzie  Wright    On  bill  (S.  2841)  granting  a  pension  to 

Owens,  Sampson  R.    On  bill  (S.  1209)  granting  a  pension  to 

P. 

Pacific  railroads.  On  bill  (S.  2680)  to  amend  the  act  to  aid  in  the  con- 
struction of  certain 

Padgett,  George  W.    On  bill  (S.  218)  granting  a  pension  to 

Padgett,  Mrs.  Olive.    On  bill  (H.  R.  2173)  granting  a  pension  to 

Page,  Alonzo  L.     On  bill  (H.  R.  6801)  granting  an  increase  of  pension  to. 

Pagosa  Springs  military  reservation.  On  bill  (S.  4136)  providing  for  the 
diapoeal  of  certain  lands  to  actual  settlers,  in  the  State  of  Colorado,  at 
the - -- 


No.      VoL 


Palestine,  Tex.     On  bill  (S.  3039)  for  the  erection  of  a  public  building  at. 

Palmer,  Jane  H.     On  bill  (S.  2933)  granting  a  pension  to 

Palmer,  Juliet  H.     On  bill  (S.  1929)  for  the  relief  of _ 

Palmer,  Juliet  H.     On  bill  (S.  1929)  for  ^he  relief  of  (part  2) _. 

Palmer,  Sarah  £.     On  bill  (H.  R.  1117)  granting  a  pension  to... 

Pardy,  John.     On  bill  (H.  R.  7638)  granting  an  increase  of  pension  to 

Parker,  Dwigh t     On  bill  ( H.  R.  9353)  granting  a  pension  to 

Parkhurst,  David  A.     On  bill  (S.  1456)  for  the  relief  of _ 

Parks,  Edwin  R.     On  bill  (S.  1020)  authorizing  the  President  to  restore 

to  former  rank  and  place  on  the  retired  list  the  name  of.- _. 

Parks,  Edvrin  R.    On  bill  (S.  1020)  to  place  on  the  retired  list  of  the 

Army  tlienameof.  -.. 

Pamell,  Delia  T.  S.     On  bill  (H.  R.  6291)  granting  a  pension  to 

Paris  Exposition,  Commissioners  of  the  United  States  to  the.  On  con- 
current resolution  of  the  Senate  to  print  extra  copies  of  the  report  of  _. 

Parrisb,  Daniel  W.    On  bill  (H.  R.  4024)  granting  a  pension  to 

Pathobiological  laboratory.     On  bill  (S.  996)  for  the  establishment  of  a 

national 

Patney,  Fanny  A.     On  bill  (H.  R.  9371)  granting  a  pension  to 

Patrick,  Jacob  C.     On  bill  (S.  913)  granting  a  pension  to 

Patten,  Elizabeth.     On  bill  (H.  R.  10350)  granting  a  pension  to 

Patterson,  Helen  A.    On  bill  (S.  4010)  granting  a  pension  to 

Patterson,  Sarah  L,    On  bill  (H.  R.  3958)  granting  a  pension  to 

Patterson,  F.  A.     On  bill  (S.  2644)  for  recognition  as  a  captain  of  the 

Third  Virginia  Cavalry  of 

Pawnee  Indian  Reservation,  Nebraska.  On  bill  (S.  211)  providing  for 
the  payment  or  forfeiture  of  lands  purchased,  not  patented  or  paid  for, 
of  the --,,-•  «.,«,..», .-. 
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Subject. 


Payne,  John  Howard.  On  bill  (S.  1193)  for  the  relief  of  the  heir  or  heisB 
of 

Peale,  James  T.  On  bill  (S.  1513)  to  place  on  the  retired-list  of  the  United 
States  Army 

Pearoe,  Francis.    On  bill  (S.  5868)  granting  a  pension  to 

Pease,  6.  L.    On  bill  (S.  3498)  granting  a  pension  to 

Pebin,  Fred.    On  bill  (S.  2627)  granting  a  pension  to . ^ 

Pendeigrass,  Moses.    On  bill  (S.  3513)  for  the  relief  of 

Penrod,  Henry  H.  On  bill  (S.  2017)  granting  an  increase  of  pension  to. 
Pensacola.  On  bill  (S.  249)  for  the  completion  of  the  public  building  at 
Pensaoola,  Fla.    On  bill  (S.  250)  for  the  construction  of  a  macadamized 

roadto  the  national  cemetery  near 

Pensaoola.  On  bill  (S.  1573)  to  relinquish  the  interest  of  the  United 
States  to  certain  land  in,  to  Escambia  Lodge,  No.  15,  Free  and  Ac- 
cepted Masons,  in  the  city  of 

Pensions.  On  bill  (S.  389)  granting  pensions  to  soldiers  and  sailors  in- 
capacitated for  labor,  and  providing  pensions  to  widows,  minor  cl^il- 

dren,  and  dependent  parents  .- -;.,_ 

Pension  certificates.  On  bill  (S.  216)  to  preTcnt  the  summary  cancella- 
tion of 

Pensions  to  widows,  minor  children,  and  dependent  parents.  To  accom- 
pany Senate  resolution  to  print  20,000  copies  of  Report  989  on  bill  S. 

389,  relative  to 

Pennsylvania.     On  bill  (S.  1634)  to  reimburse  moneys  advanced  to  the 

Government  for  war  purposes  by  the  State  of j 

Ferine,  Sarah  E.  E,    On  bill  (S.  828)  for  the  relief  of— 

Perkins,  Joseph.     On  bill  (H.  R.  7101 )  granting  a  pension  to   

Perry,  Charles  H.     On  bill  (H.  R.  3383)  granting  a  pension  to 

Personens,  Mary.     On  bill  (H.  R.  2015)  granting  a  pension  to 

Peters,  Zachariah.     On  bill  (S.  1578)  granting  a  pension  to 

PetersburghyVa.   On  bill  (S.  3073)  for  the  construction  of  a  macadamized 

road  from  the  city  of 

Peterson,  David.    On  bill  (S.  909)  granting  a  pension  to .._ 

Petrel.    On  bill  (S.  2916)  to  remit  the  penalties  of  gun-boat  No.  2,  known 

as  the 

Petrie,  John  R.    On  bill  (H.  R.  1678)  granting  a  pension  to __ 

Phelan,  Capt  Thomas.    On  bill  (S.  1484)  for  the  relief  of 

Phelps,  Hector  F.     On  bill  (S.  1761)  for  the  relief  of— 

Phillips,  Julia  E.     On  bill  (H.  R.  7685)  granting  a  pension  to 

Piatt,  Theodora  M.     On  bill  (S.  683)  granting  a  pension  to _.. 

Piatt,  Theodora  M.     On  the  bill  (H.  R.  1284)  granting  a  pension  to 

Pierce,  Joseph  B.    On  bill  (S.  2073)  granting  a  pension  to 

Pierce,  Margaret  E.  On  bill  (S.  3332)  granting  an  increase  of  pension  to 
Pitcher,  Samuel  D.    On  bill  (H.  R.  8822)  granting  an  increase  of  pension 

to _ 1 

Pitner,  George  W.     On  bill  (H.  R.  3034)  granting  a  pension  to >. 

Pitner,  Jacob.     On  bill  (S.  1675)  granting  a  pension  to 

Pittsburgh,  Pa,     On  bill  (H.  R.  753)  authorizing  and  directing  the  sale 

of  certain  property  belonging  to  the  United  States  situated  in 

Pittsburgh,  Pa.     On  bill  (S.  4290)  making  appropriations  for  the  public 

building  at 

Piatt,  Anna.    On  bill  (S.  1298)  granting  a  pension  to IIIIIIl 

Piatt,  Mrs,  Theodora  M.     On  bill  (S.  1184)  granting  a  pension  to... 

Platz,  Charles  A.     On  bill  (H.  R.  2824 )  granting  a  pension  to 

Plunkett,  Helen.     On  bill  (S.  1221)  granting  a  pension  to _ 

Poling,  Henry.    On  bill  (S.  1668)  granting  a  pension  to 

Pollock,  Mary.     On  bill  (S.  821)  granting  a  pension  to 

Pool,  Mariah  L.     On  bill  (S.  798)  granting  a  pension  to... _.. 

Portage  Lake,  Michigan.    On  bill  (H.  R.  7345)  authorizing  the  Secretary 

of  War  to  establish  new  harbor  lines  in 

Portage  Uke,  Michigan.  On  bill  (H.  R.  10813)  to  establish  new  harbor 
lines  in 
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Subject. 


Porter,  Harrison  &  Fish  back.  On  bill  (S.  325)  for  the  payment  for  legal 
services  of  Sewell  Coulson,  and._ _. 

Portland  Company,  Maine.     On  bill  (S.  473)  for  the  relief  of  the _„. 

Port  Hanson.     On  bill  (S.  548)  to  procure  suitable  medals  for  the  sur- 

Tivors  of  the  **forlom-hope  storming- party  "  of .__ 

Port  Hudson,  La.  On  bill  [H.  R.  389)  to  construct  a  road  to  the  national 
cemetery  at 

Port  Royal,  S.  C.  On  bill  (S.  3453)  providing  for  the  construction  of  a 
dry -dock  at — ' 

Port  Townsend  and  Cape  Flattery,  Washinjjton.  On  bill  (S.  2434)  mak- 
ing an  appropriation  for  the  survey,  building,  and  maintaining  of  a 
military  wagon-road  between ^. 

Port  Townsend  to  Cape  Flattery,  Washington.  To  accompany  the  me- 
morial of  the  legislature  of  NVashiugton  favoring  an  appropriation 
for  a  military  wagon-road  from^ — 

Post,  Asher.     On  bill  (H.  R.  6:i50)  granting  a  pension  to 

Postal  clerks.  On  bill  (S.  2508)  to  reclassify  and  fix  the  salaries  of  per- 
sons in  the  Railway  Mail  Service  known  as 

Postal  revenues.  On  bill  (S.  2817)  to  simplify  and  economize  the  collec- 
tioo  and  management  of  the 

Poetmaster-General,  Second  Asiaistant.     On  joint  resolution  (H.  Res.  128)' 
making  appropriations  for  the  office  of  the 

Post-Office  Department.  On  bill  (S.  4283)  providing  for  leaves  of  ab- 
sence to  employ^  of  the 

Poetmasters,  Presidential.     On  bill  (S.352)  relating  to 

Postmasters."  On  bill  (S.  3611)  to  amend  an  act  entitled  ''An  act  to  ad- 
just the  salaries  of.  __ 

Potomac  River,  fish  in  the.     On  bill  (S.  682)  to  protect,  etc.,  the  __ 

Pottowatomie  Indians  of  Michigan  and  Indiana.  On  bill  (8.  308)  to  as- 
certain amount  due  the 

Pottle,  Emily  T.     On  bill  (H.  R.  1045)  granting  a  pension  to 

Potter,  Henry  L.     On  bill  (H.  R.  7263)  granting  an  increase  of  pension  to. 

Potter,  Frances  McNeil.     On  bill  (S.  2505)  granting  a  pension  to  .... 

Potts,  Howard  D.     On  bill  (S.  129)  for  the  relief  of 

Potts,  Mrs.  Jane.     On  bill  (H.  R.  4247)  granting  .i  pension  to 

Powell,  John  M.     Heirs  of,  on  bill  (S.  817)  for  relief  of 

Powell,  Owen  C.     On  bill  (H.  R.  8485)  granting  an  increase  of  pension  to. 

Powell,  Sally.     On  bill  (H.  R  3224)  granting  a  pension  to 

PowelPs  Battalion  Missouri  Volunteers.  On  bill  (S.  1826)  granting  a 
pension  to  members  of 

Power,  lliomas  C.  On  resolutions,  memorials,  etc.,  concerning  the  elec- 
tion as  a  Senator  of  the  United  States  from  Montana  of 

Prator,  John  D.     On  bill  (S.  425)  granting  a  pension  to 

Pratt,  Margaret.     On  bill  fH.  R.  7964)  gnvnting  a  pension  to 

Pratt,  Norman  B.     On  bill  (H.  R.  7285)  granting  a  pension  to 

Preaase,  Joseph  La.     On  bill  (S.  3067)  granting  a  pension  to._, 

Pnetoo,  James  H.     On  bill  (S.  851)  granting  a  pension  td _. 

Price,  Rodman  M.     On  bill  (S.  2276)  for  the  relief  of 

Pride,  Dennis.     On  bUl  (S.  1052)  for  the  relief  of _ 

Probert,  Anna  A.     On  bill  (S.  511)  granting  a  pension  to 

Proctor,  Samnel  L.  M.  On  bill  (11.  R.  3227)  granting  an  increase  of  pen- 
sion to 

Public  acts  No.  214  and  No.  190  (the  anti-trust  bill).  On  Senate  order 
authorizing  the  printing  of  500  extra  copies  each  of 

Public  domain.  On  bttl  (8.  4156)  for  the  protection  of  trees  and  other 
growth  from  destmction  by  fireon  the 

Public  park.  On  bill  (S.  491)  to  amend  section  2475,  Revised  Statutes 
United  States,  setting  apart  certain  tract  of  hind  near  the  headwaters 
of  the  Yellowstone  River  as  a.-- - 

Public  park.  On  bill  (H.  R.  529)  granting  certain  land  to  Miles  City, 
Mont,  for  use  as  a. 

Pure  food  division.  On  bill  (S.  3991)  for  the  establishment  in  the  Agri- 
cultural Department  of  a 
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Subject. 


Pnrviance,  Elizabeth  R.    On  bill  (S.  291 7)  granting  a  pension  to 

Loyal  Legion,  Military  Order  of  the.    On  joint  resolution  (S.  R.  6)  rela- 
tive to  badges,  etc -- 


Q. 

Qaackenbnsh,  John  N.  On  bill  (S.  113)  authoriziug  the  President  to 
place  upon  the  Navy  Register  the  name  of .  — 

Quick,  George  C.     On  bill  (H.  R.  6146)  granting  a  pension  to — 

Quimby, William.     On  bill  (H.  R.  1569)  granting  a  pension  to.-.. 

Quinn,  Edward  P.     On  bill  (H.  R.  19)  granting  an  increase  of  pension  to. 

Quintard,  George  W.  On  bill  (S.  1160)  for  the  relief  of  George  E.  Weed 
and  of-— 


R. 


Radford,  Mary  L.     On  bill  (H.  R.  10122)  granting  a  pension  to 

RailrcMid  accounts.     On  bill  (S.  590)  to  create  an  auditor  of 

Railway  Mail  Service.    On  bill  (S.  2508)  to  reclassify  and  fix  the  salaries 

of  persons  in  the  .-_ 

Ralle,  Rudolph.    On  bill  (S.  122)  granting  a  pension  to 

Raucho  Punta  de  la  Lagiina  Mexican  land  grant,  California.    On  bill  (S. 

2212)  for  the  relict  of 

Randall,  Keziah.     On  bill  (H.  R.  6607)  grantiue  a  pension  to 

Randall,  Samuel  J.    On  joint  resolution  (H.  Res.  215)  to  print  25,000 

copies  of  the  eulogies  delivered  in  Congress  on  the  late 

Rasor,  Calvin.    On  bill  (H.  R.  10709)  granting  a  pension  to 

Rawlingson,  Lucinda.    On  bill  (H.  R.  10951)  granting  a  pension  to 

liay,  PhiUipi.     On  bill  (S.  992)  granting  a  pension  to.- 

Read,  Dr.  John  B.     On  bill  (S.  197)  for  the  relief  of. 

Reaney,  Son  and  Arehbold.     On  bill  (S.  125)  for  the  relief  of 

Rebellion,  the  war  of.    On  bill  (S.  2110)  concerning  rank  and  pay  of  sol- 
diers who  did  duty  as  officers  in  the 

Reddick,  Johnson.     On  bill  (H.  R  8087)  granting  a  pension  to 

Reddington,  Abbie  R.     On  bill  (S.  3232)  granting  a  pension  to 

Redfield,  Stephen  D.    On  bill  (S.  1304)  granting  an  increase  of  pension 

to _ 

Redmond,  Thomas.     On  bill  (S.  639)  granting  a  i>ension  to 

Redmond,  Thomas.     On  bill  (S.  933)  granting  a  pension  to 

Reed,  Catharine.     On  bill  (H.  R.  4967)  granting  a  pension  to 

Reed,  Clara.    On  bill  (H.  R.  10679)  granting  a  pension  to 

Reed,  James  B.     On  bill  (H.  R.  10036)  granting  a  a  pension  to 

Reed,  John  Green.     On  bill  (H.  R.  3543)  granting  a  pension  to 

Reed,  John  B.     On  bill  (H.  R.  8016)  granting  an  increase  of  pension  to.. 

Reed,  Thomas  J.     On  bill  (H.  R.  10458)  granting  a  pension  to 

Reed,  William  W.     On  bill  (H.  R.  9126)  granting  a  pension  to 

Reeder,  Edwin.     On  bill  (H.  R.  11171)  granting  an  increase  of  pension  to 

Reeves,  A.  B.     On  bill  (H.  R.  6755)  granting  a  pension  to.-_ 

Regan,  James,  first  lieutenant  U.  S.  Army.     On  bill  (228)  for  the  relief 

of - ..._ 

Revenue  marine.    On  bill  (S.  305)  transferring  to  the  Naval  Establish- 
ment the 

Revised  Statutes.    On  bill  (S.  567)  to  continue  the  publication  ot  the 

supplement  to  the 

Revised  Statutes.     On  bill  (S.  390)  to  amend  paragraph  3  of  section  4693 
of _ __ 


Revised  Statutes,    On  bill  (S.  175)  to  amend  section  4400,  title  52,  of... 

Revised  Statutes.     On  bill  (S.  232)  to  amend  title  60,  chapter  3,  of  the.. 

Revised  Statutes.  On  bill  (S.  1650)  to  repeal  so  much  of  section  3915  as 
permits  the  Postmaster-General  to  have  return  requests  printed  on  en- 
velopes  

Revised  Statutes.    On  bill  (S.  1520)  to  amend  section  1751  of  the 
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Subject. 


Revieed  Statutea.     On  bill  (S.  1395)  to  ameDd  sectioDS  2275  and  2276  of 
the 


Reyised  Statutes.     On  bill  (H.  R.  8101)  tc  amend  section  2166  of  the ._, . 
Revised  Statutes.    On  bills  (S.  231 1  and  2317)  to  amend  section  3354  and 

section  3441  of  the _-. 

ReTiaed  Statutes.    On  bill  (S.  3208)  to  amend  section  4787  of  the 

Revised  Stotutes.    On  bill  (H.  R.  949)  to  amend  section  4787  of  the 

Revised  Statute^     On  bill  (S.  3996)  to  repeal  sections  3952  and  3953  of 

the - 

Revised  Statutes.     On  bill  (S.  4039)  to  amend  sections  3834,  3836,  and 

38;{7ofthe - --- 

Revised  Statutes.     On  bill  (S.  4112)  to  amend  section  1225  of  the. 

Revised  Statutes.     On  bill  (S.  4323)  to  amend  certain  sections  relating  to 

lotteries 

Revised  Statutes.     On  bill  (S.  1893)  to  publish  the _.. 

Rejmert,  James  D.    On  bill  (S.  2310)  for  the  relief  of  M.  A.  Fulton,  Silas 

Staples,  and  the  other  official  sureties  upon  the  official  bond  of 

Reynolds,,  Jane.     On  bill  (H.  R.  6328)  granting  a  pension  to 

Reynolds,  John  W.     On  bill  (S.  448)  granting  a  pension  to 

Rice,  Agnes  R.     On  bill  (H.  R.  10398)  granting  a  pension  to _ 

Rice,  Julia  A.     On  bill  (S.2288)  to  pay  $5,000  to  Jennie  M.  Daisley, 

William  D.  Daisley,  and  _ 

Rich,  Nelson.     On  bill  (H.  R.  2414)  granting  an  increase  of  pension  to.  .- 

Richardson,  Eliza.     On  bill  (H.  R.  3531)  granting  a  pension  to 

Rrchardson,  Thomas.    On  bill  (S.  4416)  granting  a  pension  to 

Richardson,  William.     On  bill  (S.  2765)  granting  a  pension  to 

Richie,  Daniel  M.     To  accompany  petition  granting  a  pension  to 

Rickards,  Sallie  E.     On  bill  (S.  1609)  granting  a  pension  to _.. 

Riggs,  £.  Francis.     On  bill  (S.  458)  foj^the  relief  of  Mrs.  Selina  Bestor, 

Or8<Hi  H.  Bestor,  and 

Riley,  Thomas.     On  bill  (H.  R.  4495) granting  an  increase  of  pension  to.. 

Riley,  Thompson.     On  bill  (H.  R.  8473)  granting  a  pension  to 

Rio  Grande  Junction  Railway  Company.     On  bill  (S.  39.'^)  authoriziue 
the  Secretary  of  the  Interior  to  convey  certain  lands  in  the  State  of 

Colorado  to  the __ 

Rio  Grande  Southern  Railroad  Company.     On  bill  (S.  3596)  granting  the 
right  of  way  through  the  Fort  Lewis  military  reservation  in  Colorado, 

to  the — .— 

Riseden,  Isaac     On  bill  (H.  R.  10033)  granting  a  pension  to 

Ritter,  Isadore.     On  bill  (H.R.  11169)  granting  a  pension  to 

Rivers  and  harbors.     On  bill  CH.  R.  9486)  making  appropriations  for  the 

construction,  repair,  and  preservation  of 

Rives,  J.  Henry.     On  bill  (S.  868)  for  the  relief  of- 

Roach,  John.     To  accompany  substitute  for  bill  S.  270  for  the  relief  of 

assignees  of 

Roberts,  Broadus  G.     On  bill  (S.  441)  granting  a  pension  to 

Roberts,  Daniel  P.     On  bill  (H.  IL  10898)  granting  an  increase  of  pen- 
sion to 

Roberts.  George  F.     On  bill  (S.394)  for  the  relief  of 

Robertson,  Alico  E.    On  bill  (S.  680)  for  the  relief  of _ _ 

Robertson,  J.  W.     On  bilUH.  R.  10651)  granting  a  pension  to 

Robinson,  Polly.     On  bill  (H.  R.  5082)  granting  a  pension  to 

Robinson,  Thomas  F.     On  bill  (H.  R.  3739)  granting  a  pension  to 

RockeTeUow,  B.  F.     On  bill  (S.  1175)  for  the  relief  of — .. 

Rock  Island,  IlL     On  bill  (S.  3282)  for  the  erection  of  a  public  build- 
ing at 

Roderick,  Mrs.  Mary  L.     On  bill  (S.  438)  for  the  relief  of 

Rodman,  Daniel  C.     On  bill  (S.  383)  for  the  reliel  of 

Rogers,  Oscar  K.     On  bill  (S.  1527)  granting  a  pension  to .  _ . 

Roper,  .John  B.     On  bill  (H.  R.  11075)  granting  a  pension  to 

Rose,  David.     On  bill  (H.  R.  75tt8)  granting  a  pension  to .. 

Ross,  Mary  L.     On  bill  (S.  325)  for  the  relief  of 

Rother,  Frank,    Qn  bUl  (S.  3770)  for  the  r^li^f  of ,-. 
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Subject. 


Row,  John  R.     On  bill  (S.  771)  granting  a  pension  to 

Riickert,  Dr.  Carl.     On  bill  (H.  R.  6104)  for  the  relief  of 

Rudolph,  ArthnrF.    On  bill  (S.  3651)  granting  an  increase  of  pension  to  . 

Raffner,  Ann.     On  bill  (8. 1565)  granting  a  pension  to 

Rnffner,  Ann.    On  bill  (H.  R.  3458)  granting  a  pension  to 

Rnles  and  Articles  of  War.     On  bill  (S.  428)  to  amend  Article  103  of  the. . 
Rules  of  the  Senate.     To  accompany  Senate  resolution  to  print  5,000 

copies  of 

Rumsey,  Elizabeth.     On  bill  (S.  2238)  granting  a  pension  to 

Rundlett,  Howard  M.     On  bill  (S.  640)  granting  a  pension  to . 

Rnnyan,  John  W.    On  bill  (S.  1646)  to  amend  the  military  record  of 

Russell,  John  L.    On  bill  (S.  329)  granting  a  pension  to 

S. 

Sacramento,  Cal.  On  bill  (S.1477)  proposing  to  increase  the  limit  of  cost 
of  public  building  at 

Sacrobosco.  On  bill  (S.  3599)  to  provide  an  American  register  for  the 
steamer 

Sailors.  On  bill  (S.  381)  for  the  relief  of,  who  enlisted  and  served  under 
assumed  names 

Sain,  Lucy  A.    On  bill  (S.  1674)  granting  a  pension  to .  >. 

Saint  Ausrustine,  Fla.    On  bill  (S.  376)  authorizing  the  Secretary  of  War 

to  purchase  a  lot  in  the  city  of ._ 

Saint  Augustine,  Fla.    On  bill  (S.  20)  granting  right  of  way  across  United 

States  lands  in 

Saint  Augustine,  Fla.  On  bill  [8.  2865)  granting  to  the  Jacksonville, 
Saint  Augustine  and  Halifax  River  Railway  Company  a  right  of  way 

across  the  United  States  military  reservation  at 

Saint  Cecelia's  Academy.     On  bill  (S.  1619)  for  the  relief  of  .-_ 

Saint  Joseph's  Catholic  Church,  Martinsbnrgh,  W.  Va.     On  bill  (S.  294) 

for  the  relief  of  the  trustees  of 

Sanborn,  Lucian  L.     On  bill  (H.  R.  4422)  granting  a  pension  to 

Sanders,  (Jeorge  L.     On  bill  (S.  772)  granting  a  pension  to 

Sanders,  Mary  J.     On  bill  (H.  R.  6148)  granting  a  pension  to 

Sanders,  Wilbur  F.     On  resolutions,  memormls,  etc.,  concerning  the 

election,  as  a  Senator  of  the  United  States  from  Montana,  of 

San  Francisco,  Cal.  On  bill  (S.  1263)  to  increase  the  appropriation  for 
the  purchase  of  a  site  for  a  building  for  a  post-office,  court-house,  and 

other  offices  in 

San  Francisco.    On  bill  (S.  2296)  for  the  relief  of  the  Union  lion  Works  of. 

Sapp,  Catharine.    On  bill  (H.  R.  5849)  granting  a  pension  to 

Sargent,  George  H.     On  bill  (S.  3506)  granting  a  pension  to _.. 

Sattle,  Catherine.     On  bill  (H.  R  8603)  granting  a  pension  to_ 

Sawtelle,  Lieut.  Col.  Charles  G.     On  bill  (S.  1350)  for  the  relief  of 

Sayre,  Lydia  W.     On  bill  (H.  R.  3379)  granting  a  pension  to 

Schaumburg,  James  W.     On  bill  (S.  986)  ior  the  relief  of _ 

Schiedel,  Stephen.     On  bill  (S.  813)  granting  a  pension  to 

Schimmelfennig,  Sophia.    On  bill  (H.  R.  5739)  granting  an  increase  of 

pension  to 

Schirye,  Mary  Ann.    On  bill  (H.  R.  1832)  granting  a  pension  to 

Schley,  Winfield  Scott.    On  bill  (S.  733)  for  the  presentation  of  badges 

to  the  officers  and  men  of  the  Greely  Relief  Expedition 

Schmidt,  Frederick  A.  On  petition  of  Frederick  A.  Schmidt  for  the  re- 
lief of 

Schnappinger,  Barbara.     On  bill  (H.  R.  4482)  granting  a  pension  to 

Schneider,  Christiana.     On  bill  (H.  R.  2738)  granting  a  pension  to 

Bcoopmire,  Joseph  H.     On  bill  (S.3194)  granting  a  pension  to 

Scott,  Charles  E.     On  bill  (S.  2590)  granting  a  pension  to 

Scott,  George  W.     On  bill  (il.  R.  8109)  granting  a  pension  to 

Scudder,  John.     On  bill  (H.  K.  9302)  gnwiting  a  pension  to 

Scurlock,  William  R.     On  bill  (H.  R.  5162)  granting  a  pension  to 

Seamens,  Andrns.    On  bill  (S.  2010)  granting  an  increase  of  pension  to.. 
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Subject 


Sechler,  John.     On  bill  (S.  1607)  to  correct  the  patent  to  certain  lands 

in  BentCJounty,  Colorado,  to 

Second  Regiment  Kansas  Volanteers  Infantry.    On  bill  (S.  1008)  grant- 

ing  a  bounty  of  |100  to  the 

Sedgwick,  Irving  M.     On  bill  (S.  1536)  granting  a  pension  to 

Seely,  W.  W.     On  bill  (H.  R.  8163)  granting  a  pension  to._- 

Seiter,  August     On  bill  (H.  R.  6721)  granting  a  pension  to . 

Selbacb,  Mary  A.     On  bill  (H.  R.  3362)  granting  a  pension  to 

Seldon,  Louise.     On  bill  (S.  1552)  granting  a  pension  to 

Selfridge,  Emma  L,     On  bill  ^S.  2195)  granting  a  pension  to 

Selleck,  Daniel  W.   On  bill  (H.  R.  2106)  to  remove  the  charge  of  desertion 

against 

Sellers,  Joseph  B.     On  bill  (S.  3988)  granting  a  pension  to ^ 

Sells,  Frederick  B.     On  bjll  (H.  R.  7959)  granting  a  pension  to 

Senate  Rules  and  Manual.   To  accompany  Senate  resolution  to  print  15,000 

copies  of  the . 

Seneca  Nation  of  New  York  Indians.    On  the  bill  (S.  4297)  authorizing 

the,  to  lease  certain  lands 

Seyfibrth,  Mrs.  Caroline  G.     On  bill  (S.  2103)  granting  a  pension  to 

Shafer.  Smith  J.     On  bill  (S.  2892)  granting  an  increase  of  pension  to.  _. 

Shaffer,  CM.     On  bill  (S.  292)for  the  relief  of . 

Sbacdal,  Theodore  J.     On  bill  (H.  R.  3056)  granting  a  pension  to 

Sfaang,  Bennetts.     On  bill  (H.  R.  2005)  granting  an  increase  of  pension 


to 


Shannon,  Thomas.     On  bill  (H.  R.  7008)  granting  a  pension  to 

Shans,  William.     On  bill  (S.  164)  for  the  relief  of _-. 

Shaw,  Thomas  B.     On  bill  (S.  3723)  granting  an  increase  of  pension  to.  . 
Shawnee  tribal  fund.     On  the  bills  (8.  2:^21,  S.  2322,  and  S.  4005)  rela- 

tiye  to — 

Shea,  Ellen.'   On  bill  (H.R.  2051)  granting  a  pension  to 

Shears,  Ellen.     On  bill  (H.  R  3956)  granting  a  pension  to 

Sbeld,  Johanna.    On  bill  (H.  R.  7614)  granting  a  pension  to 

Sheldon,  Sarah.     On  bill  (H.  R.  5632)  granting  a  pension  to 

Shell,  Alfred.     On  bill  (S.  3191)  for  the  relief  of. 

Shepherd,  Hannah  B.     On  bill  (H.  R.  12012)  granting  a  pension  to 

Sherwin  Thomas..   On  bill  (S.  4164}  for  the  relief  of  Samuel  Sherwin,  ad- 
ministrator of 

Shiidey,  H.  W.     On  bill  (S.  1495)  for  the  relief  of 

Shipley,  E.  R.     On  bill  (S.  410)  lor  the  relief  of ._ 

Shipping  iCk>mmis8ioners.     On  bill.(S.  3787)  to  amend  the  laws  relative 


to 


Shi veley,  David.     On  bill  ( S.  2201 )  granting  a  pension  to 

Sbively,  David.     On  bill  (H.  R.  5628)  granting  a  pension  to... 

Shivers,  William  H.      On  bill  (S.  444)  granting  a  peusion  to 

Sholl,  Louisa  M.     On  bill  (S.  1673)  granting  a  pension  to 

Shong,  Michael.    On  bill  (S.  1247)  granting  a  pension  to 

Short,  Washington  F.     On  bill  (H.  R.  7414  j  granting  a  pension  to 

Showalter,  James  H.     On  bill  (8.355)  granting  an  increase  of  pension  to. 

Shrake,  Adam.     On  bill  (H.  R.  2007)  granting  a  pension  to 

Shumate,  Dr.  Baily.     On  bill  (8.  2520)  for  the  relief  of  the  estate  of 

Shnmway,  Mre.  Mary.     On  bill  (H.  R,  4869)  granting  a  pension  to 

Shartleff,  Roswell  M.     On  bill  (S.  3436)  to  correct  the  military  record  of. 
Sibley,  Henry  H.     On  bill  (S.  46)  for  the  relief  of  the  legal  representa- 
tives of ^ -- -- 

Signal  Corps  of  the  Army.     On  bill  (S.  1454)  to  transfer  the  Weather 
Service  to  the  Department  of  Agriculture  and  increase  the  efficiency 

and  reduce  the  expenses  of  the - 

Silver,  Angelina.    On  bill  ( H.  R.  8865)  granting  a  pension  to 

8immonds«  Catharine.    On  bill  (S.  647)  granting  a  pension  to 

Sinnon,  John.     On  bill  (8.  2833)  g^^ting  a  pension  to  

Simon,  Rebecca  E.    On  bill  (H.  R.  8211)  granting  an  increase  of  pen- 
sion to — 

Smnott,  P.  B.     On  bill  (a  632)  for  the  relief  of 
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Vol. 


Bippell,  Lonisa  M.     On  bill  (H.  K.  7338)  granting  a. pension  to 

Bisseton  and  Wahpeton  bands  of  Dakota  or  Sioux  Indiana     On  bill  (S. 

3216)  to  ratify  and  confirm  an  agreement  with  the 

Slater,  Anna.     On  bill  (S.  1299)  granting  a  pension  to 

Small,  Sarah  A.    On  bill  (H.  R.  5345)  granting  a  pension  to 

Small,  Charlotte.     On  bill  (U.  K.  2295)  granting  a  nension  to 

Small,  Michael  P.     On  bill  (^.861)  for  the  relief  of. ..- 

Sroallej,  Mary  W.     On  bill  (H.  R.  2424)  granting  a  pension  to 

Smith, benjamin  F.     On  bill  (H.  R.  2511)  for  relief  from  the  charge  of 

desertion  of 

Smith,  Charles  B.    On  bill  (S.  230)  for  the  relief  of  the  heirs  of — 

Smith,  Douglass.     On  bill  (H.  R.  6915)  granting  a  pension  to 

Smith,  Elien  EL     On  bill  (H.  R.  9424)  granting  a  pension  to ^ 

Smith,  Francis  C    On  bill  (S.  2571)  granting  a  pension  to^ 

Smith,  Francis  E.     On  bill  (S.  445)  granting  a  pension  to 

Smith,  George  B.     Ou  bill  (S.  1983)  granting  a  pension  to  ._• 

Smith,  Ira  E.     On  bill  (H.  R.  1456)  granting  a  pension  to 

Smith,  James  H.     Ou  bill  (S.  139)  lor  the  relief  of 

Smith,  James  S.     On  bill  (H.  R.  6663)  granting  a  pension  to 

Smith,  John  N.     On  bill  (S.  442)  granting  a  pension  to 

Smith,  Levi  B.     On  bill  (S.  1211)  granting  a  pension  to 

Smith,  Margaret  F.     On  bill  (S.  3325)  granting  a  pension  to 

Smith,  Mary  L.     On  bill  (S.  2976)  granting  a  i)ensiou  to 

Smith,  Nancy.     On  bill  (8. 1374)  granting  an  increase  of  pension  to 

Smith,  Stephen  D.     On  bill  (S.  4313)  granting  an  increase  of  pension  to 

Smith,  William.     On  bill  (S.  2373)  granting  a  pension  to 

Smith,  William.     On  bill  (S.  3130)  to  correct  the  military  record  of  ... 

Smith,  William,  and  others.    On  bUl  (S.  3054)  for  the  relief  of _.  _ 

Smithsonian  Institution.     To  accompany  House  concurrent  resolution 

authorizing  the  printing  of  sundry  reports  of  the 

Smyth,  Mrs.  Amanda  M.     On  bill  (S.  3183)  granting  a  pension  to 

Snead,  Mary.     On  bill  (H.  R.  6349)  increasing  the  pension  to 

Snell,  Lloyd  H.     On  bill  (S.  1048)  granting  a  pension  to 

Sniffins,  Walter.     On  bill  (S.  1420)  to  remove  the  charge  of  desertion  from 

the  military  record  of . 

Snow,  Elmer  A.     On  bill  (S.  2391)  granting  an  increase  of  pension  to 

Snowdon  &  Mason.     On  bill  (S.  1195)  for  the  relief  of 

Snyder,  James  W.     On  bill  (S.  748)  for  the  relief  of 

Sober,  Daniel.     On  bill  (H.  R.  5585)  granting  a  pension  to 

Society  of  the  Cincinnati.     On  joint  resolution  S.  R.  6.     (See  Badges)  .. 
Soldiers.     On  bill  (S.  381)  for  the  relief  of,  who  enlisted  and  served  under 

assumed  names 

Solles,  Maria.    On  bill  fH.  R.  5619)  granting  a  pension  to 

Solomon,  Lewis.     On  bill  (H.  R.  889(»)  granting  an  increase  of  pension  to. 

Soly,  Peter  J.     On  bill  (S.  3100)  for  the  relief  of _ 

Sonne,  Mrs,  Catharine.     On  bill  (H.  R.  7719)  granting  a  pension  to 

Sommers,  Henry.     On  bill  (S.  1994)  granting  a  pension  to 

Sons  of  the  American  Revolution.     On  bill  (S.  3471 )  to  incorporate  the 

society  of  the 

Sorter,  Hayden.     On  bill  (H.  R.  6305)  granting  a  pension  to 

South  Dakota,  Senators  from.     Ou  resolution  of  Senate  relative  to  date 

when  salary  began 1 

Southern  Exposition,  at  Louisville,  Ky.     On  bill  (H.  R.  13067 for  the  re- 

liefof __     __     . 


Southern  mail  contractors.  On  joint  resolution  (S.  R.  12)  for  an  appro* 
priation  to  pay  certain 

Spain,  Richard  W.  On  bill  (H.  R.  5456)  granting  an  increase  of  pension 
to 


Speech,  John.     On  bill  (S.  1677)  granting  a  pension  to 

Spencer,  Clinton.     On  bill  (H.  R.  8910)  granting  annncrease  of  pension  to. 

Spencer,  Thomas  J.     On  bills  (S.  1214  and  1215)  for  the  relief  of 

Spicer,  John.     On  bill  (S.  335)  for  the  relief  of 

Spielman,  John  A.     On  bill  (S.  2890)  for  the  relief  of. __. 
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Sabject. 


Spotswood,  Edraaud  T.    On  bill  (S.  2144)  granting  a  pension  to 

Spngoe,  Henry.     On  bill  (B.  2719)  granting  an  increase  of  pension  to 

Spring,  Hdea  S.     On  bill  (U.  R.  2132)  granting  a  pension  to 

Spoigeon,  Adelaide  K    On  bill  (S.  1308)  granting  a  pension  to 

Sqnire,  William  P.     On  bill  (H.  R.  8429)  granting  an  incre:i«e  of  pension  to. 

Snrgeons,  assistant.     On  |>ill8  (S.  1096  and  1292)  to  fi^  the  status  of. 

Staflord,  Mrs.  Emma  A.    On  bill  (H.  R.  8059)  granting  a  pension  to 

Stanley,  Cornelia  A.    On  bill  (S.  563)  granting  an  increase  of  pension  to. 

Stanton,  Eliza.     On  bill  (U.  R.  1482)  granting  a  pension  to... 

Stark,  General  John.    On  bill  (S.  619)  for  the  erection  of  a  monument 

to  the  memory  of , 

Statham,  Thompson  N.    On  bill  (H.  R.  7578)  granting  a  pension  to 

Statistical  Abstract  of  the  United  States  for  1889.'  On  joint  resolution 
(S.  B.  84  and  House  concurrent  resolution)  to  print  the  twelfth  num- 
ber of  tbe..^ — 

Statntefl  at  Large,  United  States.  On  bill  (H.  R.  8394)  to  amend  chap- 
ter 67,  volume  23,  of  the r- .-_.  ..-- 

StanflTer,  Maggie.     On  bill  (S.  796)  granting  a  pension  to... 

Staunton,  Va.     On  bill  (S.  2082)  for  the  erection  of  Or  public  building  at. 

Strayer,  Joseph  B.    On  resolution  authorizing  employment  of 

Steam-Teasels.  On  bill  (S.  175)  an  act  to  amend  section  4400,  title  52,  Re- 
vised Statutes  United  States,  concerning  regulation  of 

Stenger,  Charlotte.    Oik  bill  (S.  1724)  granting  a  pension  to 

Stephens,  Gabriel.     On  bill  (H.  R.  4853)  grating  a  pension  to 

Sterling,  Samuel.     On  bill  (H.  R.  3983)  granting  a  pension  to 

Stevens,  Caroline  Baker,    On  bill  (S.  2859)  granting  a  pension  to 

Stevens,  J.  M.    On  bill  (S.  1735)  granting  a  pension  to___ 

Stewart,  Clark.     On  bill  (H.  R.  10G34)  granting  a  pension  to _. 

Stewart,  Elizabeth.     On  bill  (S.  3450)  granting  a  pension  to 

Stewart,  Margaret.    On  bill  (H.  R.  4134)  granting  a  pension  to 

Stewart,  Robert     On  bil  1  (S.  930)  granti  ng  a  pension  to 

Stewart  Robert  H.    On  bill  (S.  1 1 03)  granting  a  pension  to 

Stewart,  Sarah  E.    On  bill  (S.  338)  granting  a  pension  to 

Stidger,  Mary  B.     On  bill  (H.  R.  7078)  granting  a  pension  to 

Stimple,^  Isabella  B.    On  bill  (H.  R.  4205)  granting  a  pension  to  

Stivers,  Chns.  B.    On  joint  resolution  (S.  R.  94)  to  place  on  the  retired 

list  the  name  of 

Stockbridge  tribe  of  Indians  in  the  State  of  Wisconsin.     On  bill  (S.  712) 

for  the  relief  of  the - _. 

Stocking,  Braddock  F.     On  bill  (H.  R.  2110)  granting  a  pension  to 

Stockwell,  David.    On  bill  (H.  R.  9084)  granting  a  pension  to 

Stokes,  William  B.    On  bill  (S.  607)  for  the  relief  of  executors  of 

Stover,  William.    On  bill  (H.  R.  9935)  granting  a  pension  to 

Strawbridge,  Henry.     On  bill  (S.  2143)  granting  an  increase  of  pension  to. 

Starickland,  Jesse  H.    On  bill  (S.  2832)  granting  a  pension  to 

Stroma  and  Marco  Anrelia.  On  bill  (S.  4312)  to  provide  American  regis- 
ters for  the  steamers -- 

Stomph,  Henry.     On  bill  (H.  R.  6863)  granting  a  pension  to 

Stoart  (Stewart),  Robert  A.     On  bill  (S.  1140)  granting  a  pension  to 

Sngar  beet.     On  bills  (S.  941, 942  and  3242)  for  the  encouragement  and  the 

cultivation  of  the 

Sonday-rest  bill.    To  accompany  resolution  authorizing  the  piinting  of 

500  copies  of  the  ../. 

Sundry  civil  expenses.     On  bill  (H.  R.  10884)  making  appropriations  of 

the  Government  for  the  fiscal  year  1891  for 

Sullivan,  John.     On  tfiU  (S.744)  for  the  relief  of 

Surgeons,  assistant.     On  bill  (S.  80)   authorizing  promotion  in  the  Army 

of  certain .-_ — — _ 

Swamp  lands  in  Florida.     To  accompany  resolution  relating  to 

Swain,  E.  R.     On  Ijill  (S.  1053)  for  the  relief  of _- 

Sweden  and  Norway.  On  bill  (S.  4102)  to  give  effect  to  the  eighth  article 
of  the  treaty  of  commerce  and  navigation  with 
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Switzerland.  To  accompaDy  ameudiuent  to  diplomatic  and  consular  ap- 
propriation bill  for  fiscal  year  ending  June  30, 1890,  increasing  salary  to 

17,500  of  envoy  extraordinary  and  minister  plenipotentiary  to 

Swan,  Irene  D.     On  bill  (H.  R.  7878)  granting  a  pension  to. 

Swearer,  John.    On  bill  (S.  2403)  granting  a  pension  to 

Symonds,  Smith  A.     On  bill  (S.  1630)  granting  an  increase  of  pension  to. 

T. 

Taappee,  John  F.     On  bill  (H.  R.  3438)  granting  an  increase  of  pension  to. 

Tabler,  Mr8.£ngenia  B.     On  bill  (S.  2411)  granting  a  pension  to 

Taber,  H.  A.  W.    On  bill  (S.  1173)  forthe  relief  of 

Tafle,  Mary.     On  bill  (S.  2142)  graAtiuga  pension  to.. - 

TatTe,  Mary.     On  bill  (H.  R.  5010)granting  a  pension  to 

Talbott,  Eliza  A.     On  bill  (S.  810)  granting  a  pension  to 

Talkington,  Catharine.     On  bill  (H.  R.  6288)  granting  a  pension  to 

Talkington,  Isaac  W.    On  bill  (S.  583)  for  the  payment  to  the  estate  of.. 
Tampa,  Fla;     On  bill  (H.  R.  248)  for  the  erection  of  a  public  building  at. 

Tate,  Joseph  D.    On  bill  (S.  1697)  granting  a  pension  to 

Tate,  Samuel.     On  bill  (S.  152)  for  the  relief  of •, 

Taylor,  Mrs.  Anna  S.     On  bill  (S.  2216)  granting  a  pension  to 

Taylor,  George  E.     On  bill  (H.  R.  9232)  granting  a  pension  to 

Taylor,  John.     On  bill  (H.  R.  2767)  granting  an  increase  of  peasion  to... 

Taylor,  Mrs.  Kate  H.     On  bill  (S.  2223)  granting  a  pension  to -__ 

Taylor,  Leonard.  On  bill  (S.  61 1)  for  the  relief  of  Milton  J.  Durham,  ad- 
ministrator of .- 

Taylor,  Richard  H.    On  bill  (S.  2053)  granting  a  pension  to .-_ 

Taylor,  Wesley  W.     On  bill  (H.  R.  441 4)  granting  a  pension  to 

Teal,  Anna.     On  bill  (S.  1725)  granting  a  pension  to 

Tebbe,  Dr.  A.  Sidney.     On  bill  (S.243)  for  the  relief  of. 

Terrell,  James  A.     On  bill  (S.  405)  for  the  relief  of 

Terry,  Jane  N.     On  bill  ( H.  R.  8861 )  granting  a  pension  to 

Tew,  Ann  E.     On  bill  (^S.  1239)  granting  a  pension  to ^ 

Thatcher,  Miss  Frances.     On  bill  (H.  R.  5521)  granting  a  pension  to 

Thebant,  Bartola.     On  bill  (S.  19)  granting  a  pension  to 

Third  Virginia  Cavalry.  On  bill  (S.  2644)  tor  recognition  of  F.  A.  Patter- 
son as  a  captain  of  the '. 

Thomas,  Charles  W.     On  bill  (S.  3334)  authorizing  the  Secretary  of  War 

to  deliver  two  James  rifled  cannon  to 

Thomas,  jr.,  Lorenzo.     On  bill  (S.  1695)  for  the  relief  of 

Thomas,  William  A.     On  bill  (S.  3970)  granting  an  increase  ot  pension  to. 

Thompson,  Alexander.     On  bill  (H.  R.  5798)  granting  a  pension  to 

Thompson,  Mary  P.     On  bill  (S.  7857)  granting  a  pension  to 

Thompson,  William.     On  bill  (H.  R.  4987)  granting  a  pension  to 

Thornton,  Mrs.  Ellen  W.  On  bill  (S.  3158)  granting  an  increase  of  pen- 
sion to 

Thornton,  Nancy  A.     On  bill  (S.  1732)  granting  a  pension  to 

Three-Mile  Rapids.  On  bill  (S.  2785)  making  an  appropriation  forthe 
construction  of  a  boat-railway  at  The  Dalles  and  Celilo  Falls  and  Ten- 
Mile  Rapids  of  the  Columbia  River,  and  for  the  improvement  of 

Tioe,  Isaac.    On  bill  (S.  2268)  forthe  relief  of  the  administrators  of  the 

estate  of I 

Tipton,  Mary  E.    On  bill  (H.  R.  3574)  granting  a  pension  to 

Tittle,  Mrs.  Catharine.     On  bill  (S,  609)  granting  a  pension  to 

Tobey,  Almon  R.    On  bill  (S.  2750)  to  remove  the  charge  of  desertion 

from  the  military  record  of 

Todd,  Thomas.     On  bill  (S.  843)  granting  a  pension  to 

Tole,  Bridget.     On  bill  (H.  R.  2481)  granting  a  pension  to 

ToKree,  James  E.     On  bill  (S.  2775)  for  the  relief  of •.... 

ToUe,  William.     On  bill  (H.  R.  10031)  granting  a  pension  to 

Torre,  Frank  Delia.  On  bill  (S.  243)  for  the  relief  of  Susan  F.  Delia  Torre 
and  of 
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No.      Vol. 


Torre,  Susan  F.  Bella.    On  bill  (S.  243)  for  the  reliel  of  Frank  Delia 
Torre  and  of 

Toi»l  disability.     On  bill  CS.  835)  granting  increase  of  pension  to  persons 
laboring  nnder 

Towle,  J.  A.     On  bill  (S.  747)  for  the  relief  of 

Townea,  Kate  L.     On  bill  (H.  R.  7422)  grantioj;  a  pension  to 

Towusend's  Library  of  National,  State,  and  Individual  Records.     On  bill 

(S.  2672)  antborizing  the  Librarian  of  Congress  to  purchase _  . . 

Townsbend,  Richard  W.     On  joint  resolution  (H^  Res.  134)  providing  for 

the  printing  and  binding  of  25,000  copies  of  the  eulogies  upon  the  late. 

Trainor,  Mary  Ann.     On  bill  (H.  R.  2722)  granting  a  pension  to 

Trask,  Mrs.  E.    On  bill  (S.739)  for  the  relief  ol__ 

Traynor,  Frank.     On  bill  (H.  R.  6078)  granting  an  increase  of  pension  to- 
Treasnrj  Department.    To  accompany^ letter  iroin  the  Secretary  of  the 

Treaanry  transri^iting  list  of  employes  at  the 

Treasnryf  First  Comptroller  of.     To' accompany  letter  from  the  Treasurer 

United  States  to  priu  t  roannscrtpt  of  the  accou  nts  of  the 

Treasury,  Secretary  of  the.     On  bill  (8. 246)  authorizing  the,  to  restate, 

settle,  and  pay  to  the  owners  of  private  dies  the  balance  of  commissions 

dne  th^m 

Trefethen,  D.  F.     On  bill  (S.270«)for  the  relief  of  .._ 

Trtbble,  Joel  B.     Onbill(H.  R.  :i582)  granting  a  pension  to 

Triece,  W.  G.     On  bill  (H.  R.  10557)  granting  a  pension  to 

Tripler,  Eunice.     On  bill  (S.5(52)  for  the  reliefof 

Trnese,  David  K     On  bill  (H.  R.  5107)  granting  a  pension  to 

Tryon,  Harrison.     On  bill  (H.  R.  5719)  granting  a  pension  to 

Tryon,  Sarah  A.'   On  bill  (H.  R.  1598)  granting  a  pension  to 

Tnlly,  John  J.     On  bill  (H.  R.  6676)  granting  a  pension  to 

Tnmer,  Asenath.     On  bill  (H.  R.  8381 )  granting  increase  of  pensiou  to. . . 

Turner,  Joanna  W.    On  bill  (8.-1339)  granting  a  pension  to 

Tnmer,  Sophy.     On  bill  (8. 701)  granting  a  pension  to 

Tuaaey,  Rebecca.     On  bill  (H.  R.  9580)  granting  a  pension  to 

Tottle,  Cyrus.     On  bill  (S.  806)  granting  a  pension  to 

Tuttle,  Miss  Elizabeth  A.     On  bill  (S.  801 )  granting  a  pension  to 

Tyner,  E.  S.     On  bill  (8. 1754)  for  the  relief  of._ 

Tyson,  Bryan.     On  bill  (S.  3462)  for  the  relief  of _ 

U. 

Uhl,  George.     On  bill  (H.  R.  6089)  granting  an  increase  of  pension  to 

Union  Iron  Works,  San  Francisco.     On  bill  (S.  2296)  for  the  relief  of 

Union  liailway  Company,  Chattanooga,  Tenn.     On  bill  (If.  R.  4635) 

granting  certain  privileges  to  the .'.. 

United  States  Map.     On  joint  resolution  (8.  R.  82)  concerning  the  polv 

lication  of  the : 

Upton,  Marv  C.     On  bill  (H.  R.  4180)  granting  a  pension  to 

Utt,  Leri  H.    On  bill  (H.  R.  6726)  granting  a  pension  to _ 

V. 

Van  Bnren,  Barent  8.     On  bill  (H.  R.  2057)  granting  a  pension  to 

Van  Cleve,  Horatio  Phillips.     On  bill  (S.  2107)  for  the  relief  of 

Van  Cleve,  Horatio  Phillips.     On  bill  (S.  826)  for  the  relief  of_._ 

Van  Etten,  Mary  A.     On  bill  (H.  R.  1041)  granting  a  pension  to 

Van  Wicklin,  Daniel.     On  bill  (S.  1720)  to  remove  the  charge  of  de- 
sertion from  the  record  of 

Vaille,  Bfaryeit     On  bill  (H.  R.  7815)  granting  a  pension  to._ 

Venezuela  Steam  Transportation  Company.     On  joint  resolution  (S.  R. 

28)  for  the  relief  of 

Venter,  Enoch.     On  bill  (H.  R.  8363)  for  relief  from  the  charge  of  deser- 
tion  - 

Vetter,  Agnes.     On  bill  (S.  4028)  granting  a  pension  to.. 

Vile,  John  B.     Qn  bill  (H.  R.  6833)  granting  an  increase  of  pension  to .. . 
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Virginia.  On  bill  (S.  865)  pFOvidiDg  for  the  paymeDt  of  certain  advances 
made  to  the  United  States  by  the  State  of 

Vogdes,  Georgiana  W.    On  bill  (8.  3532)  granting  a  pension  to 

Volunteers  of  the  late  war  with  Mexico.  Oh  bill  (S.  1757}  fdr  the  relief 
of  certain  soldiers  and  officers  of . I 

Volunteer  Army.  On  bill  (S.  1965)  allowing  certain  pay  to  the  officers  of 
the-- - . , -  — 

Vosbnrgh,  James  H.    On  bill  (H.  R.  10710)  granting  a  pension  to 

^ 

"Wagner,  Harrison.    On  bill  (S.  645)  granting  a  pension  to. 

Walber,  Delphina  P.    On  bill  (H.  R.  1568)  granting  a  pension  to  I 

Wallace,  Mrs»  Elijsa.     On  bill  (S.  4254)  granting  a. pension  to-   -- -. 

Wallen,  Laura  L.     On  bill  [H.R.  4461)  granting  an  increase  of  pension  to. 

Walsh,  James  W.    On  bill  (S.  3061)  for  the  relief  ot 

Walsh,  Mary^.     On  bill  (H.  R.  7728)  granting  a  pension  to _ 

Walter,  Amanda  6.     On  bill  (S.  837)  for  the  relief  of  the  executrix  of 

Thomas  U.  Wajter,  deceased,  and  of . 

Walter,  James  E.    On  bill  (S.  1376)  for  the  relief  of... _ 

Walter,  Seth  M.     On  bill  (H.  R.  3969)  granting  a  pension  to 

Walton,  Eli  C.     On  bill  (S.  3634)  granting  an  increase  of  pension  to. 

Walton,  John  E.     On  bill  (S.  2076}  granting  a  pension  to 

War,  an  Assistant  Secretary  of.     On  bill  (S.  1359)  providing  for 

War,  Articlesof.    On  bill  (H.  R.  8201)  to  amend  the ._ 

War,  Secretary  of.    On  bill  (S.  3344)  authorizing  the  delivery  of  two  James 

rifled  cannon  to  Charles  W.  Thomas  by  the . 

Ward,  Hannah.    On  bill  (H.  R.  5626)  granting  a  pension  to 

Ward.  Sallie  T.     On  bill  (H.  R.  1622)  granting  a  pension  to..- 

Ward,  Thomas.     On  bill  (H.  R.  2469)  granting  an  increase  of  pension  to 

Ward,  W.  H.     On  bill  (S.  949)  for  the  relief  of 

Warfield,  Marie  E.     On  bill  (S.  1122)  for  the  relief  of _ 

Warren,  Emily  P.  On  bill  (S.  1812)  granting  an  increase  of  pension  to. 
Warren,  George  L.  On  bill  (S.  179)  granting  an  increase  of  pension  to. 
Wash,  John  T.    On  bill  (to  accompany  petition  of  John  T.  Wash)  lor  a 

pension  to ^ 

Washburn,  Daniel  B.     On  bUl  (S.  671)  for  the  relief  of- 

Washington,  Senators  from.    On  resolution  of  Senate  relative  to  date  when 

salary  of,  began 

Washington,  D.  C.     On  bill  (H.  R.  407)  for  the  erection  of  apostrofficeat. 
Washington  and  Cnmberland  Railroad  Company.    On  bill  (8. 4310}  author- 
izing the,  to  extend  its  tracks  into  the  District  of  Columbia 

Washington  Iron  Works.    On  bill  (S.  1187)  for  the  relief  of __ 

Washington  Iron  Works.    On  bill  (S.  1187)  for  the  relief  of 

Washington,  Lewis  W.  On  hill  (S.  287)  for  the  relief  of  the  legal  repre- 
sentatives of  . ^ 

Washington  navy-yard.  To  accompany  Senate  concurrent  resolution  au- 
thorizing the  printing  of  4,000  copies  of  the  history  of  the _ 

Waters,  Thomas.     On  bill  (S.  607)  for  the  relief  of  William  B.  Stokes,  M. 

M.  Brien,  William  T.  Haskins,  and._ 

Watson,  John.     On  bill  (S.  800)  granting  a  pension  to-.. 

Weather  Service.  On  bill  (S.  1454)  to  increase  the  efficiency  and  reduce 
expenses  of  the  Signal  Corps  ot  theArmy,  and  transfer  to  the  Agricult- 
ural Department  the _. 

Webb,  William  W.    On  bill  (S.  1808)  for  the  relief  of.. 

Webb,  William  W.     On  bill  (S.  1808)  for  the  relief  of 

Webster,  Martha  F.     On  bill  (S.  763)  granting  a  pension  to.- 

Webster,  Mary.     On  bill  (H.  R.  8532)  granting  a  pension  to 

Wedekind,  Elizabeth.     On  hill  (S.  917)  granting  a  pension  to 

Weed,  George  E.     On  bill  (S.  1160)  for  the  relief  of  George  W.  Quintard 

and  of. _ _ __. 

Weil.  On  bill  (S.  375)  in  relation  to  the  claim  against  Mexico  of  Benja- 
min (and  views  of  minority) 
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Welch,  Mary.     On  bill  (H.  R.  5309)  granting  a  pension  to 

Welch,  Mary  J.     On  bill  (S.  1740)  granting  a  pension  to 

Welsh,  Mary,     On  bill  (H.  R.  6032)  granting  a  pension  to 

Welter,  Everhard.     On  bill  (H.  R.  4895)  granting  a  pension  to... 

Wentworth,  Isabella.    On  bill  (H.  R.  6995)  granting  a  pension  to 

Werden,  Hepza  Hobeon.     On  bill  (S.  665)  granting  a  pension  to 

WemitBch,  Angnstns  J.  On  bill  (S.  2749j  granting  an  increase  of  pen- 
sion to 

Wemitsch,  Augustus  J.  On  bill  (S.  2749)  granting  an  increase  of  pen- 
sion to - 1 

West,Blufbrd.  OnbillsCS.  2530andH.R.8947)fortheyeliefofthee8tateol. 

West,  Sarah  N.     On  bill  (H.  R.  2838)  granting  a  pension  to 

West  Virginia.  On  bill  (S.  288)  to  refVmd  to  the  State  of,  money  paid  to 
officers  of  the  One  hundred  and  thirty-third  Regiment  Militia  .._.:-. 

Wetmore,  Almon.    On  bill  (S.  3560)  granting  an  honorable  discharge  to. 

Wetzel,  William.     On  bill  (H.  R.  3968)  granting  a  pension  to 

Wham,  Joseph  W.    On  bill  (S.  1759)  for  the  relief  of 

Wheaton,  William  R.  On  bill  (S.  286)  for  the  relief  of  Charles  H.  Cham- 
berlain and  of - 

Whelan,  Adeline.  On  bill  (H.  R.  7999)  granting  an  increase  of  pension 
to _ 


Wheeler,  George  M.     On  bill  (S.  1689)  for  the  relief  of_ 

Whi taker,  Mrs.  I^enrietta  O.    On  bill  (H.  R.  1296)  granting  an  increase 

of  pension  to .'__. 

Whitall,  Mrs.  Catharine  E.     On  bill  (S.  3551)  for  the  relief  of.. 

Whitcorob,  John  A.     On  bill  (H.  R.  6647)  granting  a  pension  to 

White,  Bridget.     On  bill  (S.  2064)  graotiug  a  pension  to 

White,  Harriet  B.    On  bill  (H.  R.  6914)  granting  a  pension  to 

White,  Caroline  Huddell.    On  bill  (S.  2971)  granting  an  increase  of  pen- 
sion to 

White,  George  F.     On  bill  (H.  R.  1884)  granting  a  pension  to 

White,  George  W.     On  "bill  (H.  R.  5031)  granting  a  pension  to 

White,  Jeremiah.    On  bill  (S.  254)  granting  a  pension  to 

White,  Lydia  K.    On  bill  (S.  147)  granting  a  pension  to 

White,  Mary.     On  bill  (S.  1541)  granting  a  pension  to 

White,  Susan  C.    On  bill  (S.  2972)  granting  a  pension  to 

White,  Willord.    On  bill  (S.  30)  granting  a  pension  to 

White,  William.     On  bill  (H.  R.  8221)  granting  a  pension  to 

Whiteibrd,  Lorenzo  D.    On  bill  (H.  R.  4167)  granting  a  pension  to 

Whitford,  Lorenzo  D.    On  bill  (H.  R.  41 67)  granting  a  pension  to  (part  2) . 

Whitmore,  Joseph.     On  bill  (H.  R.  7972)  granting  a  pension  to 

Wiatt,  Parish.    On  bill  (H.  R.  10334)  granting  a  pension  to 

Wilber,  David.    On  joint  resolution  (H.  Res.  170)  to  print  10,000  copies  of 

the  eulogies  delivered  in  Congress  on  the  late 

Wilbur,  Hiram.  On  bill  (H.  R.  16)  granting  a  pension  to 

Wiley,  Cornelius  J.    On  bill  (H.  R.  7076)  granting  a  pension  to... 

Wilkerson,  Thomas  H.     On  bill  (S.  1040)  granting  a  pension  to 

Wilkes-Barre,  Pa.     On  bill  (S.  2738)  for  the  erection  of  a  public  building 
at - — .- , 


Wilkinson,  Susan  C.    On  bill  (S.  1393)  granting  a  pension  to 

Willbur.  James  M.    On  bill  (8. 3888i  forAe  relief  of 

Williams,  Hobart.  On  bill  (S.  213)  for  the  relief  of  John  Little  and 

Williams,  James  M.     On  bill  (8. 1037)  authorizing  the  placing  on  the  re- 
tired-list of  the  U.  S.  Army  the  name  of 

Williams,  John  S.     On  bill  ^S.  2641)  granting  a  pension  to 

Williams,  Mary  C.    On  bill  (S.  1855)  granting  a  pension  to 

Williams,  Mary  E.     On  bill  (S.  626)  granting  a  pension  to 

WiUiams,  Mary  8.    On  bill  (S.  4228)  granting  a  pension  to 

Williams,  Rhoda.    On  bill  (H.  R.  4127)  granting  a  pension  to 

WlDiams,  Samantha.    On  bill  (H.  R.  6296)  granting  a  pension  to 

Williams,  Sarah  M.    On  bill  (H.  R.  7367)  granting  a  pension  to 

Williamson,  Joseph  D.    On  bill  (H.  R.  6603)  granting  a  pension  to. 

Willoth,  Johanna.    On  bill  (S.  3586)  granting  a  pension  to 
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XLIV 


INDEX   TO    SP:NATE   REPORTS. 


Subject 


WiltningtoD,  Del.     Od  bill  (H.  R.  164)  to  increase  theappropriafioD  for 

the  erection  of  a  pnblic  building  at  — -. 

Wilson,  Elizabeth.     On  bill  (8. 144n)  granting  a  pension  to  — 

Wilson,  Ezra  A.     On  bill  (8.702)  for  the  relief  of. 

Wilson,  John  W.    On  bill  (8. 331)  to  provide  for  increased  compensation 

to  be  paid  to 

Wilson,  Joseph  M.    On  bill  (H.  R.  9565)  granting  a  pension  to 

Wilson,  SallieH.     On  bill  (tt.  R.  8560)  granting  a  pension  to 

Wilson,  8aninel.     On  bill  (H.  R.  1564)  granting  a  pension  to 

Wilson,  William  F.     On  bill  (S.  293)  for  the  relief  of _--.. 

Wincbell,  William.     On  bill  (8. 2526)  to  remove  the  cbai^ge  of  desertion 

from  the  record  of — 

Wtnney,  Hannah  E.    On  bill  (H.  R.  7149)  granting  a  pension  to 

Winslow,  Mary  C;  *On  bill  (S.  3«08)  granting  a  pension  to 

Winters,  Gtwton.    On  bill  (Q.  1778)  granting  a  pension  to 

Wirtx,  Carrie  B.     On  bill  (H.  R.  4865)  granting  an  increase  of  pension  to. 

Wisner,  Mrs.  Amanda  L.     On  bill  (8. 1303)  granting  a  pension  to ^ 

Witford,  Lorenzo  D.    On  bill  (H.  R.  4167)  granting  a  pension  to  (part  2). 

Wo<)d,  Jane.     On  bill  (S.  2420)  granting  a  pension  to _ 

Woo<l,  Mary  A.    On  bill  (H.  R.  6825)  granting  a  pension  to 

Wood,  Sarah  ir.     On  bill  (8. 1016)  for  the  relief  of..  _ 

Woodall,  Mrs.  Adelaide.     On  bill  (8. 2245)  granting  an  increa.se  of  pen- 
sion to  .-- 1 

Woodbridge,  8arah  A.  '  On  bill  (S.  1665)  granting  restoration  of  pension  to_ 
Woodbridge,  William  E.     On  bill  (8.  235)  for  compensation  for  the  use 

by  the  United  States  of  his  invention  relating  to  projectiles 

Woodbridge,  William  E.     On  bill  (8.4141)  for  the  relief  of. -_ 

Woodbury,  Fannie  E.    On  bill  (H.  R.  4424)  granting  a  pension  to 

.Woods,  Cecilia  I.     On  bill  (H.  R.  11417)  granting  a  pension  to 

Worcester,  Alfred  J.     On  bill  (8.  431 )  to  correct  the  muster-roll  of 

Worcester,  Frank  D.     On  bill  (8.  400)  granting  a  i>ension  to 

Worcester,  Mass.     On  bill  (8.  3062)  for  the  erection  of  a  public  build- 
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Vol. 


ing  at 


Wonlen,  L.  J.     On  bill  (8.502)  for  Uie  relief  of .._ 

Worth,  Miss  Margaret  Stafford.     On  bill  (8. 1203)  granting  a  pension  to. 

Wright,  George  R.     On  bill  (H,  R.  663r>)  granting  a  pension  to  .  _  ^ 

Wright,  Gunicn  I>.     On  bill  (8.  4243)  granting  an  increase  of  pension  to- 

Wrights  liovlna.     On  bill  (11.  R.  1873)  gmnting  a  pension  to 

Wright>  Thomas,  and  John  Jjimb.     On  bill  (8.  :«0)  for  the  relief  of. 

Wright,  William.     On  bill  (8.2149)  for  the  relief  of 

Wa.Hhington«  State  of.     On  bill  (&  3629)  granting  a  section  of  land  for  a 

soldiers*  home  in 

Wyoming.    On  bill  (8.  8iM)  for  ad  minion  into  the  I'nion  of  the  8ute  oK 
Wyrick,  Samnel.     On  bill  (11.  R.  :C>8;>)  gninting  a  pension  to 

Y. 

Yfttnel I .  Zi l^A.     On  bil I  ( S.  2 1 97 )  gr.m  t i  ng  an  i  noreixse  of  pension  to 

Yate;^  Mw.  iX^wthea  1>.    On  bill  vH.  K.  t».V>:i-  gniiuin*:  an  increase  of 

|>etvMoii  to 

Yeatman^  Thomas  1?,    On  petition  of  Fntxledok  A.  Schmidt  for  the  relief 

of  t're^Wriok  .\.  Si»hmidt,  .^dministnitor  o<^ie  es(;ito  of 

Yellowstone  River.    On  bill  ^^  45M  ^  to  .•«meod  section  2475  Revise*!  Stat- 
ute* TnittHl  8tat«>*,  s<»tting  aivirt  cenam  tract  o:  land  for  a  park  near 

the  lu\idwitier»  of  the _ 

Yt^len  i^itlxarine  A     t  >n  hi  1 1  <  S.  1  rH>;>^  c wni i ns;  a  pen5ii>n  to 

Yohe^  W.  8.     t>n  bill  sH.  K,  2X0   cr.uitiii^  a  pension  to, _ 

York,  l\u     On  biU  Jl.  K.  749  for  the  erw  uon  or  .^  jniMic  Inuiaini:  at 
Younj:,  Harri$v>u  IV  >\     On  biU  ^Sv.  OtJU>'  s^^^^^^^i^-in  incnn\i5^^o;  pt'n>i< 

to _ 

YtMintt,  N.  U     1>I^  bill    8  *>^10'  s:m«tii>i:  s  ]V'j<';on  lo 

Y<HUic»  Kt*bee«L     t>n  hir.  ,H   K.  1«>:U    -raiiii-c  a  jvusuxa  u> 

YoWil|i»  Kolvrt*     i'ki  biU  ^S.  1  .%7  S    »: r:4iu ,  a j; .-»  |*e : *s ion  lo .  _ 
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XLV 


Subject. 


YouDgbeim,  Eli  J.     Oo  bill  (H.  R.  4821)  gi|iotiDg  a  pension  to 

Yoartee,  Laura  A.    On  bill  (H.  R.  1471)  granting  a  pension  to 

Z. 

Zell,  Henry.     On  bill  (S.  2095)  to  place  on  tbe  retired-list  of  tbe  Army 
the  name  of -.. 

Zimmerman,  Abraham.    On  bill  (H.  R.  3796)  granting  a  pension  to 

Zimmerman,  Peter.    On  bill  (S.  3680)  granting  a  pension  to 

Zeatmeyer,  Christiana  Frederika.     On  bill  [H.  R.  1824)  granting  a  pen- 
sion to J 

Zoological  Park  Com mispion.    To  accompany  House  concnrreu  t  resoln  tion 
aatborizing  the  printing  of  1,000  extra  copies  of  the  report  of  the 


OF  THE 


REPORTS  MADE  BY  THE  COMMriTEES 


FOB  THE 


FIRST  SESSION  OF  THE  FIPTYFIRST  CONGRESS. 


Subject. 


Vol. 


COMMITTEE  ON  AQRICULTUBE  AND  FOBESTBY. 

On  bill  (S.  996)  for  the  establishment  of  a  national  pathobiological  labora- 


tory. 


On  bills  (S.  941,  942,  and  3242)  for  the  encouragement  and  the  cultivation 
of  the  sugar  beet ,. 

On  bill  (8. 3213)  transferring  to  the  Department  of  Agriculture  the  Fish 
Commission 

On  bill  (S.  3991)  for  the  establishment  of  a  pure-food  division  in  the  De^ 
partment  of  Agriculture 

On  bill  (S.  4156)  for  the  protection  of  treesand  other  growth  from  destruc- 
tion bjr  fire  on  the  public  domain . 


COMMITTEE  ON  APPROPKIATIONa 

On  bill  (H.  B.  8391)  making  appropriations  for  works  of  defense  and  for 
fortifications 

On  bill  (H.  R.  10884)  making  appropriations  for  sundry  civil  expenses  of 
the  Government  for  the  fiscal  year  1891 

On  bill  (H.  K.  10726)  making  appropriations  for  the  Indian  Department.. 

On  bill  (H.  R.  11459)  making  appropriations  to  supply  deficiencies  in  the 
appropriations  for  the  fiscal  year  ending  June  30,  1890,  and  for  prior 
years,  and  for  other  purposes -  — 

On  resolution  of  the  Senate  relative  to  the  amount  of  appropriations  made 
during  the  first  session  of  Filty-first  Congress 


^  COMMITTEB  ON  THE  CENSUS. 

On  bill  (S.  1417)  to  provide  for  taking  the  Eleventh  and  subsequent  cen- 
suses  


COMMITTEE  ON  CLAIMS. 


On  bill  (S.  962)  for  the  relief  of  Samuel  Hein 

On  bill  (S.  288)  to  refund  money  paid  to  officers  One  hundred  and  thirty- 
third  Regiment  Militia  of  West  Virginia 

On  bill  (8. 292)  for  the  relief  of  C.  M.  Shaffer _. 

On  biU  (S.  990)  for  the  relief  of  the  heirs  of  Maurice  Grivot. 

On  bill  (S.  287)  for  the  relief  of  the  legal  representatives  of  Lewis  W. 
Washington 

On  bill  (S.  325)  for  payment  legal  services  of  Sewell,  Coulson  &  Porter 
and  Harrison  &  Fishbach . 

On  bill  (S.  3888)  for  the  relief  of  James  M.  Wilbur 
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XLVIII 


INDEX    TO    SENATE    REPORTS. 


Subject. 


COMMITTEE  ON  CLAIMS — CODtilllted. 

» 

On  bill  (8.394)  for  the  relief  of  George  F.  Roberts 

On  bill  (S.986)  for  the  relief  of  Jaraes  W.  Schauinbnrg 

On  bill  (S.  289)  for  the  relief  of  the  trustees  of  the  German  Evangelical 

Church  of  MartinsbnrgbyW.  Va 

On  biU(S.  153)  for  the  relief  of  Pearson  C.  Montgomery ._. 

On  bill  (S.150)  for  the  relief  of  William  Clift 

On  bill  (S.  1024)  conferring  jarisdiction  upon  the  Court  of  Claims  to  finally 

determine  the  claim  of  Charles  E.  Creecy , 

On  bill  (S.  636)  for  the  relief  of  L.  A.  Davis. 

On  bill  (S.  583)  for  the  payment  to  the  estate  of  Isaac  W.  Talkington 

On  bill  (S.  1381)  for  the  relief  of  Jacob  I.  Cohen  and  J.  Randolph  Mor- 

On  bill  (s!  1016)  for  theVelief  of  Sarah' H.  Wood  'I*III"riIIIIIIIIim" 

On  bill  (S.  680)  for  the  relief  of  Alice  E.  Robertson 

On  bill  (8.607)  for  the  relief  of  executors  of  William  B.  Stokes : 

On  bill  (8. 181)  for  the  relief  of  the  csUte  of  Thomas  Niles 

On  bill  (S.  1616)  for  the  relief  of  Charles  Adams 

On  bill  (S.  555)  for  the  relief  of  James  W.  Harvey 

On  bill  (8.1034)  for  the  relief  of  Nancy  E.  Day 

On  bill  (8.  316)  for  the  relief  of  the  legal  representatives  of  George  Mc- 

Dougall - 

On  bill  (8.948)  for  the  relief  of  Laban,  Heath  &Co-_ 

On  bill  (8. 246)  authorizing  the  Secretary  of  the  Treasury  to  restate,  set- 
tle, and  pay  to  the  owners  of  private  dies  the  balance  of  commissions 

due  them 

On  bill  (S.  1376)  for  the  relief  of  James  E.Walter __. 

On  bill  (8.  145)  for  the  relief  of  the  legal  representatives  of  Henry  8. 

French __ 

On  bill  (8. 1495)  for  the  relief  of  H.  W.  Shipley 

On  bill  (8.  294)  for  the  relief  of  the  trustees  of  St.  Joseph's  Catholic  Church, 

Martinsburgh,  W.  Va _  

On  bill  (8.  846)  for  the  relief  of  the  executors  of  Donald  McKay  and  of 

Nathaniel  McKay 

On  bill  (8.  2058)  for  the  relief  of  Isabella  Hance.. 

On  bill  (S.  868)  for  the  relief  of  J.  Henry  Rives 

On  bill  (8.  193)  directing  the  Secretary  of  the  Treasury  to  reexamine  and 

resettletheaccountsof  thecity  of  Baltimore  arising  out  of  the  war  of  1812. 

On  bill  (8. 1127)  for  the  relief  of  Emma  8.  Cameron.  .__ 

On  bill  (8.  371)  for  the  relief  of  the  Mobile  Marine  Ij)ock  Company 

On  bill  (8.  2931)  granting  jurisdiction  to  the  Court  of  Claims,  notwith* 

standing  any  statutory  bar,  of  the  claims  of  J.  F.  Bailey  &  Co 

On  bill  (S.  632j  for  the  relief  of  P.  B.  Sinnott _...  . 

On  bill  (S.  245)  for  the  relief  of  Albert  H.  Emery... 

On  bill  (S.  243)  for  the  relief  of  Susan  F.  Delia  Torre  and  Frank  Delia 

Torre _ 

On  bill  (S.  681)  for  the  benefit  of  the  estate  of  William  Moss 

On  bill  (8.  164)  for  the  relief  of  William  Shaus 

On  bill  (S.  1258)  for  the  relief  of  Charles  Murphy 

On  bill  (S.  1028)  for  the  relief  of  William  Bushby. 

On  bill  (S.  405)  for  the  relief  of  James  A.  Terrell 

On  bill  (S.  1618)  for  the  relief  of  Margaret  Kennedy 

On  petition  of  Frederick  A.  Schmidt  for  the  relief  of  Frederick  A.  Schmidt, 

administrator  of  the  estate  of  Thomas  H.  Yeatman 

On  bill  (8.152)  for  the  relief  of  Samuel  Tate..  - _.. 

On  bill  (S.  633)  for  the  relief  of  Oregon  Paving  and  Contract  Company. .. 

On  bill  (S.293)  for  the  relief  of  William  F.  Wilson 

On  bill  (S.  170)  for  the  relief  of  the  late  Alexander  W.  Baldwin 

On  bill  (8. 1160)  for  the  relief  of  George  W.  Quintard  and  George  E, 

Weed _.. 

On  bill  (S.  182)  for  the  relief  of  First  National  Bank,  Newton,  Mass . ._.. 
On  bill  {8. 47)  for  the  relief  of  Norfolk  County  (Va.)  ferry  committee 


No. 

Vol. 

94 

- 

95 

97 

100 

118 

144 

145 

170 

197 

198 

1 

201 

202 

203 

271 

!■• 

272 

318 

2 

319 

o 

320 

2 

321 

2 

371 

2 

375 

2 

400 

2 

409 

2 

444 

450 

2 

451 

2 

456 

2 

487 

2 

488 

2 

489 

2 

490 

2 

491 

2 

4«5 

2 

496 

o 

532 

2 

539 

2 

540 

2 

541 

2 

543 

2 

546 

3 

560 

2 

589 

2 

592 

2 

595 

2 

596 

2 

597 

2 

602 

2 

INDEX  TO  SENATE  REPORTS. 


XLIX 


Subject 


COMMITTEE  ON  CLAIMS — COntiDUed. 

On  bill  (S.  1666)  for  the  relief  of  the  legnxl  representatives  of  John  H. 

Jones  and  Thomas  D.  Harris __ 

On  bill  (S.  336)  for  the  relief  of  Daniel  N.  Bash 

On  bill  (S.2355)  for  the  relief  of  Koljcrt  C.  Murphy __ 

On  bill  (S.  2546)  for  the  relief  of  the  board  of  the  commissioners  of  the 

sinking  fund  of  the  city  of  Louisville,  Ky 

On  bill  (S.  1244)  for  the  relief  of  the  sureties  of  Dennis  Murphy 

On  bill  (S.  1193)  for  the  relief  of  the  heir  or  heirs  of  John  Howard  Payne. 

On  biU  (S.  2700)  for  the  relief  of  Albert  Blaisdell ^ 

On  bill  (S.  2288)  to  pay  $5,000  to  Jennie  M.  Daisley,  Julia  A.Rice,  and 

William  D.  Daisley 

On  bill  (S.  1661)  for  the  relief  of  George  A.  Barnes — 

On  bill  (S.  1641)  authorizing  Robert  Adger  and  James  Marsh  to  bring 

suit  in  the  Court  of  Claims  for  the  relief  of  the  estate  of  Mitchell  Eiug. 

On  bill  (S.  1249)  for  the  relief  of  M.  E.  Haldeman 

On  bQl  (S.  828)  for  the  relief  of  Sarah  E.E.  Perine-_- 

On  bill  (8.  407)  for  the  relief  of  the  Catholic  Church  at  Macon  City,  Mo. 

On  bill  (8. 1187)  for  the  relief  of  Washington  Iron  Works 

On  bill  (8. 46)  for  the  relief  of  the  legal  representatives  of  Henry  H.  Sibley . 

On  bill  (8. 1418)  for  the  relief  of  DwightHall — 

On  bill  8.  3078)  for  the  relief  of  James  H.  Dennis 

On  bill  (8. 2310)  for  the  relief  of  M.  A.  Fulton,  Silas  Staples,  and  the  other 

sureties  upon  the  official  bond  of  James  D.  Keymert 

On  bill  (8. 1759)  for  therelief  of  Joseph  W.  Wham 

On  bill  (8. 707)  for  the  relief  of  George  Brown  .— 

On  bill  (8.3752)  for  the  relief  of  Israel  Kimball - 

On  bill(8.3006)  for  the  relief  of  James  Caler — 

On  bill  (8.  3f?3)  for  therelief  of  Daniel  C.  Rodman 

On  bill  (8.  922)  for  the  relief  of  G.  M.  Hazen 

On  bill  (8. 312)  for  therelief  of  Thomas  P.  Morgan,  jr _ 

On  bill  (S.  1659)  for  the  relief  of  the  estate  of  A.  H.  Herr 

On  bill  (8.  923)  for  the  relief  of  Dickson  David  and  others 

Oo  bill  (8. 2268)  for  therelief  of  the  administrators  of  the  estate  of  Isaac  Tice 

On  bill  (8. 921)  forthereliefof  John  Finn _. 

On  bill  (8. 151)  for  the  relief  of  I.  L.  Cain _ _._ 

On  bill  (8.335)  for  the  relief  of  John  Spicer 

On  bill  S.611)  for  the  relief  of  Milton  J.  Durham 

On  bill  (8. 1195)  for  the  relief  of  Snowdon  P.  Mason  ._ 

On  bill  (8.  2313)  for  relief  of  SUas  F.  Field  (and  views  of  the  minority).. 

OnbiU  (8.1043)  for  the  relief  of  Samuel  Noble ._ 

On  bill  (8. 2428)  for  the  relief  of  Andrew  J.  Callahan 


No. 


Vol. 


On  bill  (8. 1369)  for  the  relief  of  £.  G.  Carter 

On  bill  (8.1122)  for  the  relief  of  Marie  E.  Warfield. 

On  bill  (8. 315)  to  provide  for  paying  certain  advances  made  to  the  United 

States  by  the  State  of  Maryland 

On  bill  (8.2368)  for  the  relief  of  James  Grace... 

On  bill  (8. 1910)  for  the  allowance  of  certain  awards  made  by  a  board  of 

claims  to  certain  citizens  of  Jefferson  County,  Kentucky 

On  bill  (8. 163)  to  reimburse  certain  persons  for  expenditures  in  suppress- 
ing Indian  hostilities  in  the  State  of  Nevada.. 

OnbiU  (8.1496)  for  the  relief  of  W.  L.  Adams... , 

On  bUl  (8.  2538)  for  the  relief  of  Nicholas  J.  Bigley , 

On  bill  (8. 420)  for  the  relief  of  Calvin  Gunn _.. 

On  bill  (H.R.  4367)  for  the  relief  of  David  H.  Mitchell 

On  bill  (8. 1619)  for  the  relief  of  St.  Cecelia's  Academy  .   

On  bill  (8.  473)  for  the  relief  of  the  Portland  Company,  Maine™ 

On  bill  (8.  2306)  for  the  relief  of  8.  H.  Brooks.. 

On  bill  (H.R.  5674)  forthereliefof  Frank  A.  Lee... 

On  bill  (8.  865)  to  provide  for  paying  certain  advances  made  to  the  United 
States  by  the  State  of  Maiyland 
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S.  Rep. 


INDE\    TO    SENATE    REPORTS. 


Subject, 


coMMirrKK  ox  CLAIMS — Continued, 

On  bill  (S.  8G5)  providing  for  the  payment  of  certain  advances  made  to 
the  United  States  bv  the  State  of  Virginia 

On  bill  (S.  2474}  for  the  relief  of  Charles  N.  Felton 

On  bill  (S.  4004)  for  the  relief  of  AVilliuni  .1.  Martin — __. 

On  ])ill  (S.  409G)  for  the  relief  of  William  W.  Burns. 

On  bill  (S.  373)  for  the  relief  of  Claude  H.  Martin 

On  bill  (S.  1187j  for  the  relief  of  Washington  Iron  Works 

On  bill  (S.  41G4)  for  the  relief  of  Samuel  Sherwin,  administrator  of 
Thomas  Sherwin 

On  bill  (S.  1284}  for  the  relief  of  Sarah  K.  Mcl.*ean  (and  views  of  the 
minority)  __, ^ . 

On  bill  (S.  125)  for  the  relief  of  Reaney,  Son  &  Archbold 

On  bill  (S.  2520)  for  the  relief  of  estate  of  Dr.  Baily  Shumate 

OnbilUB.  1G88)  for  the  relief  of  Jacob  Kern-- __. 

To  accompany  substitute  for  bill  S.  270,  for  the  relief  of  assignees  of 
John  Hoach _ _. 

On  bill  {S.  34G1)  for  the  relief  of  the  trustees  of  the  Methodist  Episcopal 
Church  of  Martinsburgh,  W.  Va. . 

On  bill  (S.  30.^9)  for  the  relief  of  Thomas  Morrison 

On  bill  (S.  837)  for  the  relief  of  the  executrix  of  Thomas  U.  Walter,  de- 
ceased, and  of- Amanda  G.  Walter 

On  bill(S.  4141}  for  the  relief  of  William  R  Woodbridge 

On  bill  (S.  2591)  for  the  relief  of  Chesapeake  Female  College.. __. 

On  bill  (S.  3044)  to  pay  certain  money  due  to  the  State  of  Florida 

On  bill  (S.  1857)  for  the  relief  of  Charles  P.  Choulep.u.— 

On  bill  (S.  968)  for  the  relief  of  Larrabee  &  Allen.. _ ^ 

On  bill  (S.  3269)  for  the  relief  of  the  administratrix  of  the  estate  of 
George  W.  Lawrence  _ _ __ 

On  bill  (S.  3270)  for  the  relief  of  the  administratrix  of  George  W.  Law- 
rence  

COMMiriEK  ON  COMMKKCE. 

On  bill  (S.  175)  an  act  to  amend  section  4400,  Title  LII,  Revised  Stat- 
utes United  States,  concerning  regulation  of  steam-vessels 

On  bQl  (S.  1093)  to  provide  an  American  register  for  the  steamer  Jamaica 
On  bill  (S.  2483)  increasing  the  siU a ry  o(  the  Supervising  Surgeon-General 

of  the  Marine-Hospitiil  Service ._ . 

On  joint  resolution  (S.  R.  43)  in  regard  to  a  bridge  across  the  Ohio  River 

at  Louisville,  Ky 

On  bill  (S.  3131)  for  the  registry  and  enrollment  of  the  barges  Ayosiino  C. 

and  Ho'dis ^ 1 

On  bill  (S.  3401)  to  provide  for  an  Americau  register  for  the  steamer  .4 k^- 

tralia 

On  bill  (S.  274)  authorizing  the  establishment  of  fifty-one  diOerent  aids 

to  navigation  on  the  Great  Lakes 

On  bill  (S.  3599)  to  provide  an  American  register  for  the  steamer  Sacra- 

hosco  

On  bill  (S.  3571)  to  provide  an  American  register  for  the  bark  Ottawa 

0»  bill  (11.  R.  7345)  authorizing  the  Secretary  of  War  to  establish  new 

harbor  lines  in  Portage  Lake,  Michigan 

On  bill  (8.  3787)  to  amend  the  laws  relative  to  shipping  commissioners - 
On  bill  (H.  R.  10813)  authorizing  and  directing  the  Secretary  of  W^ar  to 
establish  new  harbor  lines  in  Portage  Lake,  Houghton  County,  Michi- 
gan  _ 

On  bill  (HL.  R.  9486)  making  appropriations  for  the  construction,  repair, 

and  preservation  of  rivers  and  harbors 

On  bill  (S.  4074)  to  provide  an  American  register  for  the  bark  Campanero 
On  bill  (S.  4000)  to  provide  an  American  register  for  the  steamer  JVarnJion 

On  bill  (S.  4213)  granting  an  American  register  to  the  steamer  Italia 

On  bill  fS.  4312)  to  provide  American  registers  for  the  steamers  Stroma 
and  Marco  Aurdia - . . ... . .. 
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INDEX  TO  SENATE  REPORTS. 


LI 


S  abject. 


C03IMI1TEE  om  C0MMEBC£ — Continued. 

• 

On  bill  (S.  4325)  to  provide  an  American  register  for  the  steamer  NqiitDw. 

On  bill  (iS.  4375)  to  provide  an  American  register  for  the  steam-ship  G.  W, 
Jones 

On  bill  (S.  4403)  to  provide  an  American  register  for  the  steamer  Joseph 
(Xerif  jr .^ 

On  bill  (8.  2192)  to  make  the  Lake  Borgne  outlet  and  to  improve  the  low- 
water  channel  of  tiie  Lower  Missi^ippi  iiiver  (views  of  the  minority)  .. 

COMMITTEE  ON  THE  DISTUrCT  OP  COLUMBIA. 

On  bill  (S.  157)  to  amend  the  charter  of  the  Eckington  and  Soldiers^  Home 
Railway  Company,  District  of  Columbia • 

On  bill  (S.  296)  vesting  in  vestry  of  Christ  Church,  Washington  Parish, 
District  of  Cblumbia,  all  right,  etc.,  of  United  States  in  and  to  square 
south  of  square  1092  in  city  of  Washington . 

Od  bill  ($.  281)  to  validate  acknowledgments  taken  before  United  States 
commissioners  appointed  by  the  circuit  courts  of  the  United  States  or 
by  the  supreme  court  ot  deeds  recorded  in  District  of  the  Columbia 

On  bill  (S.  173)  to  shorten  the  terms  of  imprisonment  in  the  jail  and  work- 
house of  the  District  01  Columbia 1 

On  bill  (8.884)  to  incorporate  the  King  Theological  Hall _'.. 

On  bill  (S.  1566)  to  prevent  the  desecration  of  graves  in  the  District  of 
Columbia,  and  for  promotion  of  anatomical  science 

On  bin  (S.  8061)  lor  the  relief  of  James  W.  Walsh __. 

On  bill  (S.  2630)  for  the  relief  of  the  holders  of  special-assessment  certiO- 
catesof  the  District  of  Columbia 

On  bill  (S.  2660)  to  provide  for  opening  alleys  and  constructing  .sewers  in 
the  District  of  Columbia. 

On  bill  (S.2918)  for  the  relief  of  Henrietta  V.  Minnix 

On  bill  (S.  3106)  for  improving  the  public  road  connecting  the  Chain, 
Acyiednct,  and  Long  Bridge,  Alexandria  County,  Va 

On  bill  (S.  ^83)  creating  the  office  of  inspector  ot  hay,  straw,  grain,  and 
feed  in  and  for  the  District  of  Columbia _. 

On  bill  (S.  2651)  for  the  relief  of  Esther  A.  Keyser.. 

On  bill  (S.  3441)  supplementary  to  the  act  authorizing  the  construction  of 
the  Baltimore  and  Potomac  Kailroad  in  the  District  of  Columbia 

On  bill  (S.  4021)  to  annul  and  cancel  the  subdivision  of  part  of  s<|uare 
112,  known  as  Cooke  Park 

On  bill  (S.  4119)  granting  the  right  of  way  to  the  Metropolitan  Southern 
Railroad  Company  through  the  property  of  the  United  States  in  Mont- 
gomery Ck)unty,  Md 

On  bill  (S.  4310)  authorizina  the  Washington  and  Cumberland  Railroad 
Company  to  extend  its  tracks  into  the  District  of  Columbia 

COMMIITEK'ON  EDUCATION  AND  LABOR. 

On  bill  (8. 185)  to  aid  in  the  establishment  and  temporary  support  of 
common  schools 

On  bill  (S.  3714)  to  establish  an  educational  fund,  and  apply  the  pro- 
ceeds of  the  public  lands  and  the  receipts  from  certain  laud-grant  rail- 
road companies  to  the  more  complete  endowment  and  support  of 
colleges  for  the  advancement  of  scientific  aud  industrial  education 

On  bill  (8. 185)  providing  for  the  adjustment  of  the  accounts  of  laborers, 
workmen,  and  mechanics  arising  under  the  eight-hour  law 

On  bill  (S.  186)  providing  for  a  commission  upon  the  alcoholic  liquor 
traffic 
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On  bill  (S.  3832)  granting  lands  for  common  schools,  university,  and  other 
purposes,  to  the  Territory  of  New  Mexico 

On  joint  resolution  (S.  R.  2)  proposing  an  amendment  to  ConRtitution  of 
the  Cnitefl  SUites  in  relanon  to  the  manufacture,  iaiporiatioo,  cxporta* 
tion,  transportation,  and  sale  of  alcoholic  1  i quors 
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INDEX   TO   SENATE   REPORTS. 


Sabject. 


No.     Vol. 


COMMITTEE  ON    FINANCE. 

On  bill  (8. 5)  for  the  relief  of  Bessie  S.  Gilmore 

On  bill  (S.  425)  for  the  relief  of  Lindsay  Murdock -^ 

On  bill  (8. 1136)  for  the  relief  of  Orville  Horwitz 

On  bill  (S.  258)  for  the  relief  of  Bette,  Nichols  &  Co 

On  bill  (S.  3359)  to  compensate  the  heirs  of  Joseph  Henry 

On  bill  (S.  1367)  for  the  relief  of  the  heirs  and  legal  representatives  of 

James  C.  Booth 

On  bill  (H.  R.  1306)  for  the  relief  of  Southern  Exposition  atLoaisvil]e,Ky. 
On  bills  (S.  2311  and  2317)  to  amend  section  3354  and  section  3441  of  the 

Kevised  Statutes — 

On  bill  (H.  R.  2361)  for  the  relief  of  Asa  Ellis 

On  bUl  (H.  R.  6104)  for  the  relief  of  Dr.  Carl  Riickert ,. 

COMMITTEE  ON  THE  FISHEBIES. 

On  bill  (S.  682)  to  protect,  etc.,  the  fish  in  the  Potomac  River 

COMMITTEE  ON  FOREIQN  RELATIONS. 

On  joint  resolution  (S.  R.  28)  for  the  relief  of  Venezuela  Steam  Trans- 
portation Company . 

On  bill  (S.  374)  to  amend  and  enlarge  the  act  to  provide  for  thedistribu- 
tion  of  the  awards  made  under  the  convention  between  the  United 
States  of  Americi^and  Republic  of  Mexico.. 

On  bill  (S.  375)  in  relation  to  the  claim  against  Mexico  of  Benjamin  Weil 
(and  views  of  minority) ,. 

on  bill  (S.  1*296)  for  the  relief  of  owner,  officers,  and  crew  of  British 
bark  Ouince 

On  bill  (S.  1544)  for  the  relief  of  Edwin  De  Leon 

Amendment  to  accompany  diplomatic  and  consular  appropriation  bill  for 
fiscal  year  ending  June  30,1890,  increasingsalary  to$7,5U0  of  envoy  ex- 
traordinary and  minister  plenipotentiary  to  Switzerland 

On  bill  (S.  «{562)  authorizing  addition,  compensation  to  the  assistantcom* 
missioner  to  the  industrial  exhibition  held  at  Melbourne.. _. . 

To  accompany  S.  R.  80,  authorizing  the  acceptance  of  two  vases  pre- 
sented by  the  Government  of  Japan  to  J.  B.  Bemadou 

To  accompany  S.  Joint  Res.  66„authorizing  the  acceptance  of  a  medal  pre- 
sented by  the  Chilian' Government  to  Dennis  W.  Mul Ian 

On  bill  (S.  4102)  to  give  effect  to  the  eighth  article  of  the  treaty  of  com- 
merce and  navigation  with  Sweden  and  Norway  -. 

On  joint  resolution  (S.  R.  95)  relative  to  certain  bonds,  drafts,  and  other 
papers  in  the  Department  of  State ' 

COMMITTEE  ON  IMMIGRATION. 

On  concurrent  resolution  to  investigate  expenditures  and  administration 
of  the  immigration  laws 

To  accompany  S.  R.  69,  for  the  improvement  and  use  of  Bedloe's  Island, 
New  York  Harbor _ 

To  accompany  concarrent  resolution  of  March  12,1890,  to  investigate  mat- 
ters pertaining  to  immigration  and  naturalization 

COMMITTEE  ON  INDIAN  AFFAIRS. 

On  bill  (S.  432)  to  settle  the  claims  of  the  legal  representatives  of  S.  W. 
Marston 

On  bill  (8.  308)  to  ascertain  amount  due  the  Pottawatomie  Indians  of 
Michigan  and  Indiana _. 

On  bill  (S.  597)  authorizing  oonveynnce  of  certain  Absentee  Shawnee  In- 
dian lands  in  Kansas 
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Subject. 


COMMITTEE  ON  INDIAN  AFFAIRS — Continued. 

On  bill  (H.  R.  346)  granting  the  right  of  way  through  the  Indian  Territory 
to  the  Kansas  City  and  Pacific  Railroad  Company 

On  bill  (S.  211)  providing  for*the  payment  or  forfeiture  of  lands  purchased 
not  patented  or  paid  for,  of  the  Pawnee  Indian  Reservation,  Nebraska  ._ 

On  bill  (S.  3216)  to  ratify  andoouiirm  an  agreement  with  the  Sisseton  and 
Wahpeton  bands  of  Dakotas  or  Sioux  Indians -! 

On  bills  (H.  R.  5974  and  S.  1101}  extending  the  time  of  payment  to  pur- 
chasers of  land  of  the  Omaha  tribe  of  Indians,  Nebraska 

On  bill  (S.  497)  providing  for  the  sale  of  certain  New  York  Indian  lands 
in  Kansas . 

On  bill  (S. )  for  the  relief  of  the  estate  of  Bluford  West 


To  accompany  amendment  to  U.  R.  10726,  making  appropriations  for  the 
current  and  contingent  expenses  of  the  Indian  Department 

On  bill  (S.  4207)  extending  the  time  of  payment  to.purchasers  of  land  of 
the  Omaha  tribe  of  Indians 

On  the  bUls  (S.  2321,  S.  2322,  and  S.  4005)  relative  to  the  Shawnee  tribal 
fund -— 

On  bill  (S.  4297)  aathorizing  the  Secretary  of  the  Interior  to  lease  cer- 
tain lands  of  the  Seneca  Nation  of  New  York  Indians 

On  bill  (S.712)  for  the  relief  of  the  Stockbridge  tribeof  Indiansin  the  State 
of  Wisconsin 

On  bill  (8. 4205)  to  reimburse  the  Miami  Indians  of  Indiana. . 


OOMHITTEB  ON  INTERSTATE  COMMERCE. 

To  accompany  Senate  resolutions  of  August  3  and  December  13,  1888, 
anUiorizing  investigation  of  t)ie  Canadian  Pacific  Railway  Company — 

COMMITTEE  ON  THE  JUDICIARY. 

On  bill  (S.  398)  subjecting  to  the  provisions  of  the  laws  of  the.  several 
Statesliquors  imported  (and  vfews  of  minority) 

On  bill  (H.  R.  9014)  to  define  and  regulate  the  jurisdiction  of  the  courts 
of  the  United  States  (views  of  the  minority) 

Od  bill  (H.  R.  7058)  to  confirm  an  agreement  entered  into  by  commis- 
sioners on  the  part  of  the  States  of  N'ew  York  and  Pennsylvania 

COMMITTEE  ON  THE  LIBRARY. 

On  bill  (S.  321)  providing  for  the  purchase  of  the  Capron  collection  of 
Japanese  works  of  art . 

On  bill  (S.  3471)  to  incorporate  the  Society  of  the  Sons  of  the  American 
Revolution 

On  bill  (S.  2672)  authorizing  the  purchase  of  Townsend's  Records  of  Na- 
tional, State,  and  Individual  Kecordsand  of  Townsend*s  Library 

To  accompany  Senate  resolution  regarding  selection  of  a  site  for  the  pro- 
posed monument  to  General  Lafayette 

On  bill  (S.  4059)  for  the  establishment  in  the  Government  Printing  Office 
of  a  library .^ 

On  bill  (S.  4087)  proposing  the  purchase  of  the  manuscript  papers  and 
correspondence  of  Thomas  Jefferson 

COM>nTTEE  ON   MILITARY  AFFAIRS. 

On  bill  (S.  430)  to  authorize  the  Secretary  of  the  Treasury  to  cause  to  be 
examined  certain  vouchers  tiled,  or  to  be  filed,  by  the  State  of  Mis- 
souri, or  her  agent  or  agents,  lor  sums  claimed  to  be  due  from  the  Gov- 
ernment of  the  United  States  on  account  of  payments  made  by  said 
State  since  April  22,  1882,  to  the  officers  and  enlisted  men  of  her  mili- 
tia forces  for  military  services  rendered  to  the  United  States  in  the  sup-* 
prMsUm  of  the  rebellion 
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INDEX    TO    SENATE    REPORTS. 


Subject. 


CX)MMnTEE  ON  HILITABT  AFFATBS — COntioned. ' 

On  bill  (S.  428)  toamend  article  103  of  the  Rules  and  Articles  of  War... 

On  bill  (S.  117)  for  the  relief  of  Edward  II.  Leib -. 

On  bill  (S,  358)  to  remove  the  charge  of  desertion  from  the  military  rec- 
ord of  Lorin  W.  Hastings . _* 

On  bill  (S.  548)  authorizing  the  Secretary  of  War  to  procure  and  present 
suitable  medals  to  the  survivors  of  the  *' forlorn-hope  storming  party 
of  Port  Hudson" 

On  bill  (S.  135)  to  perfect  the  military  record  of  John  C.  Green 

On  bill  (S.237J  for  the  relief  of  Maj.  William  M.  Maynadier_ 

On  bill  (S.  197)  for  the  relief  of  Dr.  John  N.  B.  Read... — . 

On  bill  (S.  378)  to  amend  act  of  March  1,  1887,  relating  to  Haspital  Corps 
of  the  Army 

On  bill  (S.  619)  for  the  Erection  of  a  monument  to  the  memory  of  Genenil 
John  Stark 

On  bill  (S.  209)  toautbori^  the  Secretary  of  War  to  cause  lobe  mustered 
William  P.  At  well  ._ .._. 

On  bill  (S.230)  for  the  relief  of  the  heirs  of  Charles  li.  Smith.- 

On  bill  (S.  66)  to  increase  pay  of  chaplains  United  States  Array 

On  bill  (8. 1359)  providing  for  an  Assistant  Secretary  of  War 

On  bill  (S.  421)  to  correct  the  muster  roll  of  Alfred  J.  Worcester »_. 

On  bill  (S.395)  for  the  relief  ofSarah  K.  McLean 

On  bill  (S.750)  for  the  relief  of  Christian  Frederickson _ 

On  bill  (S.  596)  for  the  rllief  o(  H.  A.  Meyers. 


t> 


On  bill  (S.  381)  for  the  relief  of  soldiers  and  sailors  who  enlisted  and 
served  under  assumed  names __ 

On  bill  (S.  1007)  authorizing  and  directing  accounting  officers.  Treasury 
Department,  to  settle  and  close  accounts  of  Col.  Daniel  McClure 

On  bill  (S.  570)  for  the  relief  oi"  Enoch  Davis ." 

On  bill(S.  137)  for  the  relief  of  E.  B.  Crozier 

On  bill  (S.  1217)  toamend  military  record  of  Francis  J.  Conlan 

On  bill  (S.745)  for  the  relief  of  Henry  G.  Healy _ 

On  bill  (S.  998)  to  remove  the  chargeof  desertion  liom  the  record  of  Will- 
iam H.  Fenton 

On  bill  (S.  2079  and  S.  1015)  to  remove  the  charge  of  desertion  from  the 
military  record  of  George  W.  Madden . 

On  bill  (S.  1074)  for  the  relief  of  John  Hollins  McBlair ., 

On  bill  (S.  735)  for  the  relief  of  the  heirs  or  legal  representatives  of  Robert 
J.  Baugness--- 

On  bill  (S.  226)  to  authorize  the  President  to  confer  brevet  rank  on  officers 
of  the  United  States  Army  for  gallant  services  in  Indian  campaigns 

On  joint  resolution  (S.  R.  G)  granting  permission  to  officers  and  enlisted 
men  of  the  Army  of  the  United  Stat^,  members  of  the  Society  of  the 
Cincinoati,  the  Aztec  Society,  the  National  Association  of  Vet-erans  of 
the  Mexican  War,  the  Military  Order  of  the  I^yal  Legion  of  the  United 
States,  and  of  the  Grand  Army  of  the  Republic  to  wear  the  badges 
adopted  bv  those  orders 

On  bill  (S.8'()2)  for  the  relief  of  John  W.  Gurarao _ 

On  bill  (S.  1513)  to  place  on  the  retired-list  of  the  United  States  Army 
James  T   I'^eale 

On  bill  (S.746)  for  the  reUef  of  David' Allen  .11^111^ 

On  bill  (S.  213)  fbr  the  relief  of  John  Little  and  Hobart  Williams,  of  Omaha 

On  bill  (S.  73)  for  the  relief  of  A.  D.  Babcock  and  wife... 

On  bill  (8.  2492)  for  the  relief  of  Napoleon  B.  Giddings 

On  bill  (S.2262)  for  the  relief  of  John  S.  Neet.  jr 

On  bill  IS.  2412)  for  the  relief  of  Joseph  W.  Carraack  ._...>_ 

On  bill  (S.  571)  to  remove  the  charge  of  desertion  from  the  record  of  David 
I>asnre 

On  bill  (S.744)  for  the  relief  of  John  Snnivan... I-_iririlIIir~' 

On  bill  (S.  243)  for  the  relief  of  Dr.  A.  Sidney  Teblw 

On  bill  (S.702)  for  the  relief  of  Ezra  A.  Wilson _. 

On  bill  (S.  1471)  to  remove  the  charge  of  desertion  against  Levi  Beer 
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LV 


Subject 


No. 


Vol. 


COMMITTER  ON  MILITAUY  AFFAIRS— COHtinueil. 

On  hill  (8.958)  for  the  relief  of  Mary  J.  Dorr 

Oo  bill  (S.  1645)  proTidin^  for  the  sale  of  site,  etc.,  and  for  construction 

of  sQit;ible  bmldin^  at  Fort  Bliss,  Tex 

On  bill  (S.  562)  for  the  relief  of  Eunice  Tripler.. _. 

On  bill  (S.  2-29)  for  the  relief  of  Charles  B.  Newton 

On  bill  (»S.  670)  authorizing  the  President  to  confer  the  commission  of 

brevet  lieutenant-colonel  on  Augustus  P.  Clarke _. 

To  accompany  petition  for  correcting  military  record  of  Peleg  T.  Griffith 
On  bill  (8. 1020)  authorizing  the  President  to  restore  to  former  rank  and 

place  on  the  retired-list  the  name  of  Edwin  R.  Parks 

On  bill  (S.  1052)  for  the  relief  of  Dennis.  Pride 

On  bill  (S.  743)  authorizing  the  President  to  place  on  the  retired-list  of 

the  Army  the  name  of  Capt.  William  H.  Hamner 

On  hill  (S.  748)  for  the  relief  of  James  W.  Snyder 

On  bill  (S.  1350}  for  the  relief  of  Lieut.  Col.  Charles  G.  Sawtelle 

On  hill  (S.283)  for  the  relief  of  Robert  If.  Montgomery 

On  bill  (S.  83)  to  amend  the  act  approved  Februiiiy  25,  1885,  entitled 

*'An  act  to  authorize  a  retired-list  for  privates  and  non-commissioned 

'  officers  of  the  United  States  Army  who  have  served  for  a  period  of 

thirty  years  or  upward  '* -^ _ 

To  accompany  petitions  from  officers  and  enlisted  men  to  amend  the  act 
approved  February  25,  1885,  entitled  "xVn  act  to  authorize  a  retired- 
list  for  privates  and  non*commissioned  ofilcers  of  the  United  States 

Army  who  have  served  for  a  period  of  thirty  years  or  upward" 

On  hill  (S.  569)  for  the  relief  of  the  volunteers  of  the  Fourth  Regiment 

of  Iowa  Infantry.- 

On  bill  (S.  826)  for  the  relief  of  Horatio  Phillips  Van  Cleve 

On  bill  (S.  2107)  for  the  lelief  of  Horatio  Phillips  Van  Cleve 

On  bill  (S.1293)  for  the  relief  of  Charles  F.  Bowers 

On  bill  (S.  1455)  to  construct  a  road  to  the  national  cemetery  at  Dover, 
Tenn--_ 


On  bil I  (S.  1252)  for  the  relief  of  Maj.  James  r»el.!;or 

On  bill  (S.  331)  to  provide  for  increased  compensation  to  be  paid  to  John 

W.Wilson 

On  bill  (S.  1560)for  the  relief  of  John  A.  Baker _ 

On  bill  (S.  1005)  authorizing  the  Secretary  of  War  to  place  on  file  in  the 
War  Department  the  names  of  the  officer  and  members  of  the  Fron- 
tier Guards ^ 

On  bill  (S.  338)  for  the  relief  of  William  Mackey_. 

On  bill  (S.  1854)  for  the  relief  of  James  H.  Bacon  

On  bill  (S.  1520)  to  amend  section  1754  of  the  Revised  Statutes  

On  bill  (S.  2597)  U)  remove  the  charge  of  desertion  against  William  S. 

Bennett __ 

On  bill  (S.  1454)  to  increase  the  efficiency  and  red  nee  the  expenses  of  the 
Signal  Corps  of  the  Array,  and  to  transfer  the  Weather  Service  to  the 

Department  of  Agriculture 

On  hill  (S.  1646)  to  amend  the  military  record  of  John  W.  Kunyan 

On  bill  (S.  136)  giving  a  military  record  to  Thomas  Miller 

On  bill  (S.  1053)  for  the  relier  of  E.  R.  Swain   

On  bill  (S.  1050)  for  the  relief  of  the  heirs  of  Levi  Hill  

On  bill  (S.  2644)  for  recognition  of  F.  A.  Patterson  as  a  captain  of  the 

Third  Virginia  Cavalry 

On  bill  (S.  1102)  for  the  relief  of  Wells  C.  McCool  

On  bill  (S.  228)  for  the  relief  of  First  Lieut.  James  Kegan,United  States 

Army 

On  bill  (S.  1808)  for  the  relief  of  William  W.  Webb 

On  bill  (S.  1757)  to  apply  to  commissioned  and  non-commissioned  oflicers 
the  proYisions  of  the  act  of  Congress  entitled  "An  act  for  the  relief  of 
certain  volunteer  and  regular  soldiers  of  the  late  war  and  tlie  war  with 
Mexico,"  approved  March  2, 1889..- 
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INDEX   TO    SENATE    REPORTS. 


Subject. 


COMMITTEB  ON  MILITARY  AFFAIRS — continued. 

On  bill  (S.  2455)  making  appropriation  for  tbe  improvement  of  the  mili- 
tary reservation  known  as  Fort  Walla  Walla 

On  bill  (8.  3080)  providing  for  tbe  construction  of  a  military  storehouse 
and  offices  for  Army  purposes  at  the  Omaha  military  depot,  Nebraska.. 

On  bill  (S.  1406)  making  appropriation  for  extending  and  repairing  mil- 
itary quarters  at  Fort  Abraham  Lincoln.  North  Ihakota 

On  bill  (S.  3191)  for  the  relief  of  Alfred  Shell 

On  bills  (S.  1214  and  1215)  for  the  relief  of  Thomas  J.  Spencer _, 

On  bill  (H.  R.  2849)  authorizing  the  President  to  appoint  and  retire  as  a 
major-general  in  the  United  States  Army  John  C.  Frumont. 

On  bUl  (S.  1456)  for  the  relief  of  David  A.  Parkhurst .— -. 

On  bill  (S.  376)  authorizing  the  Secretary  of  War  to  purchase  a  lot  in  the 
city  of  St.  Aufpistine,  Fla -._ _. 

On  bill  (S.  20)  granting  right  of  way  across  United  States  lands  in  St 
Augustine,  Fla — 

On  bill  (S.  2400)  to  provide  two  captured  cannon  for  the  use  of  Crippled 
Union  Soldiers'  Association. -_ 

On  bill  (S.  2648)  granting  the  right  of  way  to  the  Junction  City  and  Fort 
Riley  Street  Railway  Company  into  and  upon  the  Fort  Riley  military 

On  bill  (S.  merfoVthe  reUe'f  ©rorin  R^M^ 

On  bill  (H.  R.389)  to  construct  a  road  to  the  national  cemetery  at  Port 
Hudson,  La .-_ 

On  bill  (S.  3050)  to  provide  for  the  purchase  of  a  site  for  a  military  post 
near  EiH^le  Pass,  Tex , — ^ 

On  bill  (S.  943)  making  an  appropriation  for  a  military  post  in  the  inte- 
rior of  Alaska 

On  bill  (S.  2553)  to  remove  the  chaise  of  desertion  standing  against  John 
McFarland 

On  bill  (S.  3532)  for  the  relief  of  William  H.  Atkins  — 

On  bill  (S.  1051)  for  the  relief  of  John  Fuller 

On  bill  (S.  80)  authorizing  the  promotion  of  certain  assistant  surgeons  of 
the  Army 

On  bill  (S.  1506)  for  the  relief  of  Samuel  D.  Harper 

On  bill  (S.  1761)  for  the  relief  of  Hector  F.  Phelps — 

On  bill  (H.  R.  753)  authorizing  and  directing  the  sale  of  certain  property 
belonging  to  the  United  States  situated  in  Pittsburgh^  Pa 

On  joint  resolution  (H.  Res.  14)  authorizing  the  use  and  improvement  of 
C^tle  Island,  Boston  Harbor .._. 

On  bill  (S.  1852)  for  the  relief  of  Sidney  J.  Hare 

On  bill  (S.  2794)  for  the  relief  of  Royal  E.  Dake - 

On  bill  (S.  1696)  for  the  relief  of  Asher  W.  Foster _ _. 

On  bill  (S.  2086)  to  correct  the  military  record  of  John  Hinsman 

On  bill  (S.  2416)  to  reimburse  the  States  of  California,  Oregon,  and  Ne- 
vada for  moneys  by  them  expended  in  the  suppression  of  the  rebellion 

On  bill  (S.  1457)  for  the  relief  of  Maggie  B.  Chapman _ _. 

On  bill  (S.  1853)  for  the  relief  of  Ransom  L.  Harris 

On  bill  (S.  1584)  to  establish  the  rank  of  Arza  B.  Gilson.-_. 

On  bill  (S.  1723)  for  the  relief  of  William  W.  Bnrrett.. 

On  bill  (S.  1993)  to  give  an  honorable  discharge  to  Henry  K.  Cady 

On  bill  (S.  1965)  allowing  certain  pay  to  the  officers  of  the  Volunteer 
Army 

On  bill  (S.861)  for  the  relief  of  Michael  P.  Small 

On  bill  (S.  830)  for  the  relief  of  the  legal  representatives  of  Miy.  Wil- 
liam Kendall . ^ * 

On  bill  (S.  1971)  for  the  relief  of  William  Clawson 

On  bill  (S.  2152)  for  the  relief  of  Joseph  W.  McCiUl  .— 

On  bill  (S.3357)  for  the  relief  of  Leonard  Martin _ 

On  bill  (S.  2552)  to  remove  the  charge  of  desertion  from  the  record  of  Will- 
iam Martin  .••.—.... ..... 
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LVII 


Subject. 


COMMITTEE  ON  MILITABY  AFFAIRS — Continued. 

On  billii  (S.  1966,  3156,  3161,  andH.  R.  8325Xto  prevent  desertions  from 

the  Army 

On  bill  (B.  2690)  for  the  conslinction  of  two  wagon  roads  through  the 

military  reaerration  of  Fort  Canby , 

On  joint  resolatioD  (S.  R.  76)  authorizing  the  nQceptance  of  a  position 
nnder  the  Republic  of  Colombia  by  Lieut.  Henry  R.  Lemly,  U.  S.  A.- 
On  bill  (S.  3172)  granting  the  use  of  certain  lands  to  the  town  of  New 
Hayen,  Conn 

On  bill  (S.2243)  for  the  relief  of  William  II.  Brown 

On  bill  (S.  3051)  for  the  relief  of  Samuel  Burrell 

On  joint  resolution  (H.  Res.  12)  authorizing  the  use  and  improvement  of 
Fort  Sewell,  Mass 

On  bill  (S.  3716)  to  provide  for  the  examination  of  certaiu  officers  of  the 
Army 

On  bill  (S.  2865)  granting  to  the  Jacksonville,  St  Augustine  and  Halifax 
River  Railway  Company  the  right  of  way  across  the  United  States  mili- 
tary reservation  at  St.  Augustine,  Fla... 

On  bill  (S.  3057)  for  the  relief  of  William  W.  S.  Davis 

On  bill  (S.2398)  for  the  relief  of  Milton  Fuson 

On  bill  (U.  R.  7856)  granting  the  right  of  way  across  Fort  Pembina  mili- 
tary reservation  in  North  Dakota  to  the  Dulutli  and  Manitoba  Railroad 
Company _ >-».-_ - 

On  bill  (S.  2750)  to  remove  the  charge  of  desertion  from  the  military  rec- 
ord of  Almon  R.  Tobey 

On  bill  (S.  2005)  to  remove  the  charge  of  desertion  from  the  military  record 
of  George  W.  Hardwick 

On  bill  (S.2277)  for  the  relief  of  Andrew  C.  Adams :_ 

On  bill  (S.  641)  for  the  relief  of  Henry  Judge 

On  bill  (H.  R.  4553)  authorizing  tbe  Secretary  of  War  to  deliver  to  the 
State  of  Colorado  the  flags  carried  by  tbe  Colorado  troops 

On  bill  (S.  1689)  for  the  relief  of  George  M.  Wheeler-. 

On  bill  (S.  2095)  to  place  on  retired  list  of  the  Army  the  name  of  Henry 
Zell - - 


Vol. 


On  bills  (S.  1096  and  1292)  to  fix  the  status  of  surgeons'  assistants 

On  bill  (H.  R.  887)  authorizing  the  erection  of  a  hotel  upon  the  Govern- 
ment reservation  at  Fortress  Monroe 

OnbUl  (S.  2228)  for  the  relief  of  John  W.  Blake 

On  bill  (H.  R, )  to  relieve  from  the  charge  of  desertion  Peter  Moog_. 

On  bill  (H.  R.  4635)  granting  certaiu  piivileges  to  the  Union  Railway 
Company,  Chattanooga,  Tenn , 

On  bill  (S.  1037)  authorizing  the  placing  on  the  retired  list  of  the  United 
States  Army  the  name  of  James  M.  Williams 

On  bill  (S.  1636)  for  tbe  relief  of  certaiu  officers  on  the  retired  list  of  the 


Army 


On  bill  (8.  3095)  ibr  the  relief  ot  Joseph  C.  Grissom 

On  bill  (S.  3840)  to  remove  the  charge  of  desertion  against  George  Fet< 

terman : 

On  bill  (S.  3521)  for  the  relief  of  Timothy  Hennessy 

On  bill  (S.  2080)  authorizing  the  restoratiou  on  tbe  rolls  of  the  Army  the 

name  of  Thomas  H.  Carpenter 

On  bill  (S.  3130)  to  correct  the  military  record  of  William  Smith 

On  bill  (8. 3097)  authorizing  the  appointment  of  an  assistant  sword  master 

at  tbe  Military  Academy 

On  bill  (S.  2471)  for  the  relief  of  certain  officers  and  enlisted  men  of  the 

First  Kansas  Colored  Volunteers 

On  bill  (S.  3560)  granting  an  honorable  discharge  to  Almon  Welmore 

On  bill  (S.  2056)  for  the  relief  of  Monroe  Blackburn  _ 

On  bill  (H.  R.  4711)  for  tbe  relief  of  Nathauiel  Crano _ _ 

On  bill  H.  R.  8363)  for  the  relief  from  the  charge  of  desertion  of  Enoch 

Venter . 
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INbEX   TO    SENATE    REPORTS. 


Buhject. 


CX)MMITTEK  ON  Mn^TTARY  AFFATES— COUtintied. 

On  bill  (S.  H.  R.  2511)  for  the  relief  from  the  charge  of  desertion  of  Ben- 
jamin F.  Smith , ' -. 

On  bill  (H.  R.  4909)  to  correct  the  military  record  of  Henry  East 

On  bill  (s.  250)  for  the  conslrnction  of  a  macadamized  road  tothenafion.nl 

cemetery  near  Pensacola,  Fla 

On  bill  (S.  3073)  for  the  oonstrnction^of  a  macadamized  road  from  the  city 

of  Petersbnrgh,  Va 

On  bill  (S.330)  for  the  relief  of  John  Lamb  and  Thomas  Wright 

On  bill  (S.3054)  for  the  relief  of  William  Smith  and  others 

On  bill  (H.  R.  3107)  for  the  relief  of  Col.  James  Lindsay, _• 

On  bill  (S.  3596)  granting  the  right  of  way  through  the  Fort  Lewis  mili- 
tary reservation  in  Ck)lorado,  to  the  Rio  Qrande  Southern  Railroad  Ck)m- 


paiiy. 


On  bill  (S.2855)  for  the  relief  of  Matthew  W.  Berryman... 

On  bill  (F[.  R.  6454)  to  establish  a  national  military  park  at  the  battle- 
field of  Chickamauga - 

On  bill  [H.  n.  G143)  for  the  relief  of  Albert  McConnell _.. 

On  bill  (S.  1999)  to  place  certain  person  upon  the  retired  list  of  the  Aimy. 

On  bill  (S.  3208)  to  amend  section  4787  of  the  Revised  Statutes. -. 

On  bill  (H.  R.  949)  to  amend  section  4787  of  the  Revised  Statutes 

On  bill  (S.  2434)  making  an  appropriation  for  the  survey,  building^  and 
roaintaiuing  of  a  military  wagon  road  between  PortTownsend  and  Cape 
P'lattery,  Washington •._ 

To  accompany  the  memorial  of  the  legislature  of  Washington  favoring 
an  appropriation  for  a  military  wagon  road  from  Port  Townsend  to 
Cane  Flatterv,  Wai*hington » 

On  bUl  (S.  355*1)  for  the  relief  of  Mrs.  Catherine  E.  Whitall 

On  bill  (S.  3205)  for  the  relief  of  Harrison  Flora _>. 

On  bill  (S.  2374)  for  the  relief  ot  Charles  Banzhap^ 

On  bill  (S.  3463)  for  the  relief  of  John  A.  Lynch _. 

On  bill  (S.  1634)  to  reimburse  for  moneys  advanced  to  the  Government 
for  war  purposes  by  the  State  of  Pennsylvania 

On  bill  (S.  1563)  to  remove  the  charge  of  desertion  against  Horace  E.  Ball. 

On  bill  (S.  1837)  to  remove  the  charge  of  desertion  against  Harlem  Brewer. 

On  bills  (S.  1378  and  H.  R.  1268)  for  the  relief  of  James  T.  Hughes 

On  bill  (H.  R.  1474)  to  remove  the  charge  of  desertion  from  the  military 
record  of  George  W.  Madden _ 

On  bill  (H.  R.  1788)  to  remove  certain  charges  from  the  military  record 
of  William  Dawson 

On  bill  (H.  R.  8394)  to  amend  chapter  67,  volume  23,  of  the  United 
States  Statutes  at  Large • ._ 

On  bill  (H.  R.  5067  with  an  amendment  in  the  nature  of  a  substitute)  for 
the  relief  of  Archibald  Hunley , 

On  bill  (S.3658)  for  the  relief  of  Edmund  C.  Bailey. 

On  bill  (S.  1004)  granting  a  bounty  of  $100  to  the  Second  Regiment  of 
Kansas  Volunteer  Infantry 

On  bill  (S.  118)  to  remove  the  charge  of  desertion  from  the  military  rec- 
ord of  George  S.  Ackerson 

On  bill  (S.  1124)  for  the  relief  of  Daniel  W.  Bontwell 

On  bill  (S.  3455)  to  restore  to  the  rank  of  second  lieutenant  the  name  of 
Henry  S.  Cohn 

On  bill  (S.  3436)  to  correct  the  military  record  of  Roswell  M.  Shurtleff. . 

On  bill  (H.  R.  1358)  to  remove  the  charge  of  desertion  against  John  Milroy. 

On  bill  (H.  R.  8201)  to  amend  the  Articles  of  War  relative  to  the  punish- 
ment on  conviction  by  courts-martial 

On  bill  (S.  3557)  for  the  relief  of  Thomas  B.  Dicken 

On  bill  (S.  2409)  to  remove  the  charge  of  desertion  against  the  record  of 
Daniel  Mahony 

On  bill  (S.  1020)  to  place  on  the  retired  list  of  the  Army  the  name  of  Edwin 
R.  Parks _..'. 

On  bill  {H.  R.  3G78)  to  grant  an  honorable  discharge  to  N.  Parker  Doe  .. 
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INDEX   TO    SENATE   REPORTS. 


LIX 


Subject, 


CX)M»nTTKE  ON  IfTLITABY  AFFAIRS— continued. 

ODbill(H.  R.  7756)  to  construct  a  road  to  the  national  military  cemetery, 
from  the  town  of  Culpeper,  Va' 

On  bill  (H.  R.  529)  granting  certain  lands  to  Miles  City,  Mont.,  for  nseas 
a  public  park 

On  bill  (S.  2045)  for  the  relief  of  Francisco  V.  De  Coster 

On  bill  (8.  2110)  concerning  rank  and  pay  of  soldiers  who  did  duty  as  offi- 
cers in  the  war  of  1861 ^ 

On  bill  (8.  2051)  proYldingfor  the  promotion,  payment,  and  retirement  of 
John  A.  Lynch . 

On  bill  (S.  1335)  for  thereHef  of  D»vid  A.  Hawk... _ 

On  bill  (S.  1420)  to  remove  the  charge  of  desertion  from  the  military 
recond  of  Walter  Sniffins 

On  tnll  (S.  3106)  improving  the  public  road  connecting  the  Chain,  Aque- 
duct, and  Long  Bridges,  and  running  in  front  of  the  Arlington  National 
Cemetery 

On  bill  (8.  4112)  to  amend  section  l'>25  of  the  Revised  Statutes... 

On  bill  (S.  3334)  authorizing  the  Secretary  of  War  to  deliver  two  James 

rifled  cannon  to  Charles  W;  Thomas - - 

*On  joint  resolution  (S.  R.  92)  directing  that  names  of  sharpshooters  and 
military  service  institution  medalists  shall  be  inscribed  in  the  Army 
Register w 

On  joint  resolution  (S.  Res.  94)  to  place  th^  name  of  Capt.  Chiis.  B.  Stivers 
on  the  retired-list  of  the  Army t- 

On  bill  (H.  R.  7666)  making  an  appropriation  for  the  construction  of  a 
road  from  the  city  of  Alexandria,  Va 

On  bill  (S.  3966)  to  remove  the  charge  of  desertion  against  George  A. 
Je'ffords . 

On  bill  (S.  2187)  to  remove  the  charge  of  desertion  from  the  military  rec- 
ord of  John  Lewis 

On  bill  (S.  2527)  to  remove  the  charge  of  desertion  from  the  military  rec- 
ord of  Manns  Hanbelt - 

On  bill  (S.  52526)  to  remove  the  charge  of  desertion  from  the  record  of 
William  Winchell - ^ 

On  biU  (S.  1290)  for  relief  of  John  McKimmy 

On  bill  (S.  1720)  to  remove  the  charge  of  desertion  from  the  record  of 
Daniel  Van  Wicklin 

On  bill  (S.  4183)  to  remove  thechargeof  desertion  from  the  record  of  John 
R.  Mefibrd 

To  accompany  peti tion  for  the  relief  of  Isaac  A.  Kase 

On  biU  (S.  3600)  for  the  relief  of  Henry  L,  Mulvin 

On  bill  (S.  3100)  for  the  relief  of  Peter  J.  Soly - 

On  bill  (S.  537)  for  the  relief  of  William  Millican 

Oa  bill  (S.  1010)  for  the  relief  of  James  Boyle. 

On  bill  (8.  3263)  for  the  relief  of  Lewis  G.  La  Tour _ 

On  bill  (S.  2890)  for  the  relief  of  John  A.  Spielman 

On  bill  (H.  R.  4272)  for  the  relief  of  Robert  McFarland „ 

On  bill  (S.  1695)  for  the  relief  of  Lorenzo  Thomas,  jr 

On  bill  (S.3001)  for  the  relief  of  James  S.  Jonett 

To  accompany  petition  to  place  on  the  retired-list  with  the  rank  of  c.ip- 
tain  the  name  of  H.  H.  Bellas . 

To  accompany  petition  to  place  on  the  retired-list  with  the  rank  of  cap- 
tain the  name  of  George  W.  Kinscbury 

On  bill  (S.  1808)  for  the  relief  of  William  W.  Webb 

On  bill  (S.1561)  for  the  relief  of  Patrick  L.  Dun 

On  bill  (H.  R«  21i  6)  to  remove  the  charge  of  desertion  against  Daniel  W. 
Selleck— - 

On  hill  (S.  4229)  granting  a  right  of  way  on  Fort  Douglas  reservation,  in 
the  Territory  of  Utah ..-_ 

On  bill  (H.  R.  3857)  to  provide  for  the  disposal  of  a  portion  of  the  United 
States  military  reservation  at  Baton  Rouge,  La 

On  bill  (H.  R.  2174)  to  remove  charge  of  desertion  from  EUery  C.  Folgcr.. 
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INDEX   TO   SENATE   REPORTS. 


Subject 


COMMITTEK  ON  MILITABY   AFFAIRS — continued. 

On  bill  (H.  R.  8950)  to  anthorize  tbe  Haines'  Bracket,  Fort  Clark  and 
the  Rio  Grand  Railro^  Company  to  construct  and  operate  a  railway 
throngh  the  Fort  Clark  military  reservation  in  Texas 

On  joint  resolution  (H.  Res.  169)  anthorizing  the  use  for  a  public  park  by 
the  city  of  Chattanooga,  Tenn.,  of  a  portion  of  the  military  reservation 
at  Chattanooga,  Tenn 

On  bill  (S.  4341)  granting  right  of  way  across  the  Fort  Assinniboine  mili- 
tary reservation  to  theGreat  Northern  Railway 

On  resolution  relative  to  Fort  Brown  military,  reservation 

COMHITTBB  ON   MINES  AND  MINING. 

On  bill  (S.  2599)  for  tbe  relief  of  William  McGarrahan  - 

COMMITTBB  ON  NAVAL  AFFAIRS. 

To  accompany  petition  of  George  F.  Ormsby 

On  bill  (S.  129)  for  the  relief  of  Howard  D.  Potts.. _- 

On  bill  (S.  304)  defining  position  and  salaries  of  assistant  astronomers  of 

Naval  Observatory 

On  bill  (S.  733)  for  the  presentation  of  badges  to  the  officers  and  men  of 

the  Greely  Relief  Expedition • 

On  bill  (S.  128)  for  the  relief  of  Frederick  N.  Kress 

On  bill  (S.  131)  for  the  relief  of  Jabez  Bnrchard , 

On  bill  (8, 582)  for  the  relief  of  Marian  F.  Haynie 

On  bill(S.  538)  for  the  construction  of  ocean-going  battle  sbips  (views  of 

the  minority) 

On  bill  (S.  134)  for  the  relief  of  Rear- Admiral  8.  P.  Carter 

On  bill  (S.  113)  authorizing  the  President  to  place  upon  the  Navy  Register 

the  nameof  JohnN.  Qnackenbush * 

On  bill  (S.  388)  to  remove  the  charge  of  desertion  from  tbe  record  of  Noyes 

Barber - 

On  bill  (S.  305)  transferring  to  the  Naval  Establishment  the  revenue  ma- 
rine    r 

On  bill  (S.  727)  providing  for  the  issue  of  a  commission  as  a  rear-admiral 

in  the  United  States  Navy  to  Philip  C.  Johnson J^- 

On  bill  (;S.  2296)  for  the  relief  of  the  Union  Iron  Works 

On  bill  (S.  1089)  for  the  relief  of  Jerome  E.  Morse 

On  bill  (2776)  for  the  relief  of  Charles  Blake 

On  bill  (S.  2775)  for  the  relief  of  James  E.  Tolfree 

On  joint  resolution  (S.  R.  51)  anthorizing  the  President  to  appoint  as  an 

ensign  of  the  Navy  Richard  H.  Jackson 

On  bUl  (S.  2639)  for  the  relief  of  Mrs.  Selina  Bestor,  E.  Francis  Riggs,  and 

Orson  H.  Bestor 

On  bill  (B.  303)  relating  to  tbe  pay  and  retirement  of  mates  in  tbe  Navy. 

Onbill  (S.  3418)  for  the  relief  of  James  E.  Jouett.. 

On  bill  (S.3261)  for  the  relief  of  G.  C.  Goodloe _. 

On  bill  (S.  2706)  for  the  relief  of  D.  F.  Trefethen 

On  bill  (8. 2149)  for  the  relief  of  William  Wright 

On  bill  (S.  3045)  for  the  relief  of  Caroline  M.  McDougal .._ '. 

On  bill(H.  R.  8104)  to  amend  section  2166  of  the  Revised  Statutes 

On  bill  (S.  1929)  for  the  relief  of  Juliet  H.  Palmer 

On  bill  (S.  3453)  providing  for  the  construction  of  a  dry-dock  at  Port 

Royal,  S.  C — ', 

On  bill  (S.728)  rewarding  Chief  Engineer  Melville- _ 

On  bill  (S.  2701)  concerning  the  rank  and  pay  of  certain  officers  of  the 

Navy 

On  bill  (S.  200)  for  the  establishment  of  a  navy-yard  and  dry-dock  near 

Algiers,  I^a    _ _ _. 

On  bill  (S.2276)  for  the  relief  of  Rodman  M.  Price 

On  biU  (S.  2669)  for  the  lelief  of  Thomaa  G.  Corbin 
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LXI 


Subject 


OOMMITTBB  ON  NAVAL  AFFAIRS — COntinaed. 

On  bill  (8. 3409)  to  remove  the  charge  of  desertion  against  Daniel  Mahony 

On  bill  (S.  2916)  to  remit  the  penalties  of  the  gun-boat  Pctrd.^. 

On  bill  (S.  1531)  for  the  relief  of  the  estate  of  John  Ericsson __ 

On  bill  (H.  R.  17)  to  remove' charge  of  desertion  from  record  of  Michael 
Meskell -..-  ; - 

COMMITTEE  ON  PATENTS. 

On  bill  (S.242)  for  the  relief  of  Mrs.  Sarah  Elizabeth  Holroyd 

On  bill  (S.  235)  for  compensation  for  the  nse  by  the  United  States,  of  the 

invention  of  William  E.  Woodbridge  relating  to  projectiles 

On  bill  (S.  949)  for  the  relief  of  W.  H.  Ward __ 

On  bill  (8. 232)  to  amend  Title  LX,  chapter  3,  of  the  Revised  Statutes. 

On  bills  (S,  970  and  S.  2222)  for  the  relief  of  William  C.  Dodge 

On  bill  (S.  1024)  relative  to  the  claims  of  John  J.  Shillington 

On  bill  (S.  1205)  for  the  relief  of  Hy land  C.  Kirk 

On  bill  (8. 4141)  for  relief  of  William  E.  Woodbridge 

COMMITTEE  ON  PENSIONS 

On.  bill  (8. 247)  granting  a  pension  to  Minnie  A.  Bailey 

On  bill  (8. 835)  granting  increase  of  pension  to  persons  lal)oring  under 
total  disability _ -- — 

On  bill  (8.817)  for  relief  of  heirs  of  John  M.  Powell ,. 

On  Mil  (8. 803)  granting  a  pension  to  William  P.  Madden 

On  bill  (8.  801)  granting  a  pension  to  Misa  Elizabeth  A«  Tuttle _ 

On  bill  (a  806)  granting  a  pension  to  Cyrus  Tattle ,.-. 

On  bill  (8.  807)  granting  a  pension  to  Mary  £.  Noll _ 

On  bill  (8.  809)  icranting  a  pension  to  J.  W.  Meadows... 

On  bill  (8.  810)  granting  a  pension  to  Eliza  A.  Talbott ._ 

On  bill  (8.  811^  granting  a  pension  to  Zephaniah  H.  Bones 

On  bill  (8.  813)  granting  a  pension  to  Stephen  Schiedel 

On  bill  {B.  30)  granting  a  pension  to  Wilford  White 

On  bill  (8.  772)  granting  a  pension  to  George  L.  Sanders 

On  bill  (8.  802)  granting  a  pension  to  Oliver  H.  Judd _ 

On  bill  (8.  783)  granting  a  pension  to  Easter  A.  Jackson 

On  bill  (8.  64^)  granting  a  pension  to  Harrison  Wagner 

On  bill  (8.  909)  granting  a  pension  to  David  Peterson.. 

On  bill  (8.  283)  granting  a  pension  to  M.  J.Fogg 

On  bill  (8.  284)  granting  a  pension  to  David  H.  Lutroan  ..- 

On  bill  (8.  390)  to  amend  paragraph  3  of  section  4693  of  Hevised  Statutes. 

On  bill  (8.  1201)  in  relation  to  oaths  in  pension  and  other  cases.. 

On  bill  (S.  1213)  granting  a  pension  to  Catharine  M.  Lee 

On  bill  (8.  19)  granting  a  pension  to  Bartola  Tbebant... 

On  bill  (8.  578)  granting  a  pension  to  Emma  Dill 

On  bill  (S.  133)  granting  an  increase  of  pension  to  Chapman  Thomas... 

On  bill  (8.  252)  granting  a  pension  to  John  Gallagher. 

On  bill  (8. 123)  granting  an  increase  of  pension  to  John  F.  Ballier 

On  bill  (8.  982)  granting  a  pension  to  Minerva  Jane  Olive 

On  bill  (8.  1983)  granting  a  pension  to  George  B.  Smith... 

On  bUl  (8.  609)  granting  a  pension  to  Mrs.  Catharine  Tittle 

On  bill  (8.  784)  granting  a  pension  to  Nicholas  Moy 

On  bill  (8.  765)  granting  a  pension  to  Daniel  A.  Cnl  man 

On  bill  (8.  398)  granting  pensions  to  soldiers  and  sailors  incapacitated 
for  labor,  and  providing  pensions  to  widows,  minor  children,  and  de- 
pendent parents 

On  bill  (8.  1022)  granting  an  increase  of  pension  to  Margaret  T.  Baker. . 

On  bill  (S.  509)  granting  a  pension  to  Eliza  Crewson.. 

On  bill  (a  438)  for  the  relief  of  Mrs.  Mary  Roderick _ 

On  bill  (8.  755)  granting  a  pension  to  George  Fitzclarenoe . 

On  bill  (8.  767)  granting  a  pension  to  Thomas  Dennis 


Vol. 


1412 
1545 
1763 

1821 


116 

117 
119 
142 
143 
144 
745 
1484 


9 
21 
22 
23 
24 
25 
26 
27 
28 
29 
30 
40 
41 
42 
46 
47 
4S 
49 
50 
51 
70 
71 
72 
73 
74 
79 
80 
81 
82 

&r> 

86 


90 
91 
101 
102 
103 
104 


8 
9 
9 

9 


3 
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INDEX    TO   SENATE   REPORTS. 


Sabject. 


COMMITTEE  ON  pKNSiONS—continued. 


On  bill  (S. 
On  bill  (S. 
On  bill  (S. 
On  bill  (S. 
On  bill  (S. 
On  bill  (S. 
On  bill  (S. 
On  bill  (S. 
On  bill  (S. 
On  bill  (S. 
On  bill  (S. 
On  bill  (S. 
On  bill  (S. 
On  bill  (S. 
On  bill  (S. 
Ou  bill  (S. 
On  bill  (S. 
On  bill  (S. 
On  bill  (S. 
On  bill  (S. 
On  bill  (S. 
Ou  bill  (S. 
On  bill  (S. 
On  bill  (8. 
On  bill  (S. 
On  bill  (S. 
On  bill  (S. 
On  bill  (S. 
On  bill  (S. 
On  bill  (S. 
On  bill  (S. 
On  bill  (S. 
On  bill  (S. 
On  bill  (S. 
On  bill  (S. 
On  bill  (S. 
On  bill  (S. 
On  bill  (S. 
On  bill  (S. 
Ou  bill  (S. 
Ou  bill  (S. 
Ou  bill  (S. 
On  bill  (S. 
Ou  bill  (S. 
On  bill  (S. 

Patcliin 
Ou  bill  (S. 
Ou  bill  (S. 
On  bill  (to 

T.  Wash 
On  bill  (S, 
On  bill  (S. 
On  bill  (S. 
On  bill  (S. 
On  bill  (S. 
On  bill  (S. 
On  bill  (8. 
On  bill  (S. 
On  bill  (S. 
Ou  bill  (S. 
On  bill  (8. 


760)  granting  a  pension  to  Jonathan  Hayes 

758)  granttu|i;  a  pension  to  M.  Cornelia  Brown ^ 

818)  granting  a  pension  to  Catharine  Morris ,__ 

282)  granting  a  pension  to  Caroline  F.  Deganno 

120)  granting  a  pension  to  Angelina  Keefei 

441)  icrantlng  a  pension  to  Broad ns  G-.  Koberta 

218)  granting  a  pension  to  George  W.  Padgett. 

812)  granting  a  pension  to  Robert  A  Bride 

782)  granting  a  pension  to  liachcl  Diseon 

137)  granting  a  pension  to  John  Black 

848)  granting  a  pension  to  Mary  J  Eadie  ... _-. 

701)  granting  a  pension  to  Sophy  Turner 

917)  granting  a  pension  to  Elizabeth  Wedekiud . 

146)  granting  a  pension  to  Ellen  White  Dowliug 

147)  granting  a  pension  to  Lydia  K.  White  .  

148)  granting  a  pension  to  LonLsa  V.  Kilpatrick 

111)  granting  a  pension  to  Robert  Theodore  Howard 

779)  granting  a  pension  to  Mary  J.  Foster 

778)  granting  a  jiension  to  William  Church 

776)  granting  a  peusion  to  John  K.  Evans ' 

2223)  granting  a  peusion  to  Mrs.  Kate  H.  Taylor 

1073)  providing  a  peusion  for  Matilda  C.  Kins; 

119)  lor  the  relief  of  the  legal  representatives  of  Peter  Lylc-.. 

1239)  granting  a  pension  to  Ann  E.  Tew 

1150)  granting  a  pension  to  Adrain  C.  Dodge 

617)  granting  a  pension  to  Hannah  R.  Langdou _ 

647)  granting  a  pension  to  Catharine  Simmonds 

1221)  granting  a  pension  to  Helen  Plunkett 

800)  granting  a  peusion  to  John  Watson  -. 

2022)  granting  a  pension  to  Sarah  J.  Hurl  but 

177)  granting  a  pension  to  John  C.  Abbott 

1300)  granting  a  pension  to  Alice  Kelly 

179)  granting  an  increase  of  pension  to  George  L.  Warren 

2195)  granting  a  pension  to  Emma  L.  Selfridge 

443)  granting  a  pension  to  William  T.  Hutton 

444)  granting  a  pension  to  William  H.  Shivers 

234)  for  an  increase  of  pension  to  George  W.  Boy  lea 

2064)  granting  a  pension  to  Bridget  White 

1509)  granting  a  pension  to  Cathariue  Z.  Yoder 

1527)  granting  a  pension  to  Oscar  K.  Rogers 

959)  granting  a  peusion  to  Jacob  Bickle 

905)  granting  a  pension  to  John  C.  Morrison 

930)  granting  a  pension  to  Robert  Steward 

913)  granting  a  pension  to  Jacob  C.  Patrick 

850)  granting  a  pension  to  Mrs.  Lucy  Fales,  formerly  Mrs.  Lucy 


No. 


Vol. 


650)  granting  a  pension  to  William  H.  Cummings  ._. 

511)  granting  a  pension  to  Anna  A.  Probert 

accompany  petition  of  John  T.  Wash)  for  a  pension 


to  John 


973)  granting  an  increase  of  pension  to  Virginia  L.  M.  Ewiug. 

2137)  granting  a  pension  to  David  C.  BuUiird.  .^ 

2283)  granting  an  increase  of  pension  to  W,  H.  H.  Bailey 

2290)  granting  a  pension  to  Olina  Hanson .  

211)  granting  a  pension  to  Ellen  G.  Kiug _ 

442)  granting  a  pension  to  John  N.  Smith 

1058)  granting  a  pension  to  Sedgwick  H.  Gold __. 

1 026 )  granti  ng  a  pension  to  Hattie  M.  Carrol !._ 

1060)  granting  a  pension  to  Martin  Bear... 

907)  granting  a  pension  to  Mrs.  Mary  L.  Bradford  . . .  _ 

340)  granting  a  pension  to  Geoige  Foul k 
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Sabjecfc. 


COMMITTEB  ON  PENSIONS— continued. 

Go  bill  (S.  338)  granting  a  pension  to  Sarah  E.  Stewart 

On  bill  (S.  177)  gianting  a  pension  to  Macy  McCowan 

Oq  bill  (S.  1008)  granting  a  pension  to  McAlister 

On  bill  (s.  788)  granting  a  pension  to  William  H.  Mays _ - . 

Un  bill  (8,775)  granting  a  pension  to  Andrew  J.  Foust 

On  bill  is.  805)  granting  a  pension  to  William  N.  Cline ^ 

On  bill  (S.  1368)  granting  a  pension  to  Mary  H.  Casler 

On  bill  (8. 1237)  granting  a  pension  to  Mary  E.  Crimniins 

On  bill  (8. 1339)  granting  a  pension  to  Joanna  W^.  Turner 

On  bill  (8. 1812)  granting  an  increase  of  pension  to  Emily  F.  Wairen 

On  bill  (8. 1813)  granting  an  increase  of  pension  to  Florida  G.  Casey 

On  bill  (8. 1203)  granting  a  pension  to  Miss  Margaret  Stailbrd  Woi  th 

On  bill  (8. 1362)  granting  an  increase  of  pension  to  Mary  13.  Hook 

On  bill  (S.  1082)  granting  a  pension  to  Frederick  Kidwiler 

On  bill  (S.  27)  granting  a  pension  to  Samuel  B.  Hurlbnrt .. 

On  bill  (8. 122)  granting  a  pension  to  Rudolph  Rallo .,-_ 

On  bill  (8. 2076)  granting  a  pension  to  John  E.  Walton  ._. 

On  bill  (8.763)  granting  a  pension  to  Martha  F.  Webster -.. 

On  bill  (S.  254)  granting  a  pension  to  Jeremiah  White 

On  bill  (8.771)  granting  a  pension  to  John  R.  Row _ 

On  bill  (8.840)  granting  an  increase  of  pension  to  Levi  Moser 

On  bill  (S.  906)  restoring  to  the  pension-roll  the  name  Mrs.  E.  L.  Cooke  __ 

On  bill  (S.  1092)  granting  a  pension  to  Experience  S.  Miller 

On  bill  (S.  1062)  granting  a  pension  to  Sarah  Hunt 

On  bill  (S.  2391)  granting  an  increase  of  pension  to  Elmer  A.  Snow^ 

On  bill  (S.  1209)  granting  a  pension  to  Sampson  U.  Owens 

On  bill  (8. 1256)  granting  a  pension  to  James  A.  Myers 

On  bill  (S.  1269)  granting  a  pension  to  James  M.  McKiuney 

On  bill  (8.  2389)  granting  an  increase^f  pension  to  Robert  H.  Milroy 

On  bill  (S.  773)  granting  a  pension  to  James  E.  Kabler 

On  bill  (S.  1151)  granting  a  pension  to  Robert  Foss 

On  bill  (S.  1247)  granting  a  pension  to  Michael  Shong 

On  bill  (S.  270)  granting  a  pension  to  Mary  Mnrphy 

On  bill  (8. 1732)  granting  a  pension  to  Nancy  A.  Thornton 

On  bill  (S.  2369)  granting  a  pension  to  Oscar  8.  Collins  — 

On  bill  (S.  1152)  granting  a  pension  to  Mary  O.  Hall _ 

On  bill  (S.  2245)  granting  an  increase  of  pension  to  Mrs.  Adelaide  Wood* 

all - - - 

On  bill  (S.  916)  granting  a  pension  to  Mary  E.  Harney 

On  bill  (S.  2285)  granting  a  pension  to  Haunnh  Leo 

On  bill  (S.  1665)  granting  restoration  of  pension  to  Sarah  A.  Woudbridge. 

On  bill  (1484)  for  the  relief  of  Capt.  Thomas  Phelan 

On  bill  (S.  1393)  granting  a  pension  to  Susan  C.  Wilkinson 

On  bill  (S.  2103)  granting  a  pension  to  Mrs.  Caroline  G.  Seyfforth 

On  bill  (S.  2066)  granting  a  pension  to  Elizabeth  Domm 

On  bill  (B.  1502)  granting  a  pension  to  Mary  Ellen  Fitzgerald 

On  bill  (S.  1154}  granting  a  pension  to  James  Johnston -.- 

On  bill  (8.  2451)  granting  an  increase  of  pension  to  Juliet  Opie  H.  Ayers. 
On  bill  fS.  2598)  granting  an  increase  of  pension  to  Walter  P.  Harrison  .. 
On  bill  (8.  2505)  granting  an.increaseof  pension  to  Frances  McNeil  Potter 

On  bill  (8. 2531)  granting  a  pension  to  Benjamin  T.  Baker 

On  bill  (S.  2611)  granting  a  pension  to  James  Andersou 

On  bill  (S.  1468)  granting  a  pension  to  Betsey  A.  Mower 

On  bill  (S.  976)  granting  a  pension  to  Edward  M.  Lees 

On  bin  (8. 1117)  granting  a  pension  to  Celestia  Bennett 

On  bill  (S.  1113)  granting  a  pension  to  William  Myers 

On  bill  (S.669)  granting  a  pension  to  Mary  E.  N.  Ottiwell 

On  bill  (S.  945)  for  the  relief  of  women  enrolled  as  army  nurses 

On  bill  (S.  1730)  granting  a  pension  to  Betsey  Mansfield __ 

On  bill  (8. 713)  granting  a  pension  to  Joseph  McGuckian . -. 

On  bill  (S.  1702)  granting  a  pension  to  Rozalia  Junk .._.. 
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Subject. 


COMMITTEE  ON   PENSIONS — CODtlnued. 

On  billXS.  2036)  grantiD^  an  increase  of  pension  to  Mrs.  Selina  Buchanan 

On  bill  (H.  R.  :$592)  granting  a  pension  to  Anna  Biitterfield 

On  bill  (H.  R.  1927)  };;ranting  an  increase  of  pension  to  George  Col  well. .. 
On  bill  (S.  2583)  granting  an  increase  of  pension  to  Mary  H«  Nicholson  .. 

On  bill  (S.  786)  granting  a  pension  to  Mrs.  M.  A.  Hooper  _ _- 

On  bill  (S.  1374)  granting  an  increase  of  pension  to  Nancy  Smith 

On  bill  (S.  1294)  to  increase  the  pension  of  James  Coey 

On  bill  (S.  1356)  to  increase  the  pension  of  Daniel  U.  Kent. ._ 

On  bill  (S.  1304)  granting  an  increase  of  pension  to  Stephen  D.  Keilfield.. 
On  bill  (S.  355)  granting  an  increase  of  pension  to  James  H.  Showalter  .. 

On  bai  (S.  168)  granting  a  pension  to  William  Gardner _. 

On  bill  (8. 1103)  granting  a  pension  to  Robert  H.  Stewart : 

On  bill  (S.  798)  granting  a  pension  to  Mariah  L.  Pool -_ 

On  bill  (S.  820)  granting  a  pension  to  Mary  Kinney 

On  bill  (S.  796)  granting  a  pension  to  Maggie  StaufFer 

On  bill  (S.  1729)  granting  a  pension  to  Lucy  A.  Coffield _ 

On  bill  (S.  797)  granting  a  pension  to  Lucy  L  Bissell 

On  bill  (S.  770)  granting  a  pension  to  Sarah  E.  Casey 

On  bill  (S.  1576)  granting  a  pension  to  Robert  Young 

On  bill  (S.  2144)  granting  a  pension  to  Edmund  T.  Spotswood 

On  bill  (H.  R.  63^)  granting  a  pension  to  Jane  Reynolds . 

To  accompany  petition  for  an  increase  of  pension  to  William  Davenport-  _ 

On  bill  .(S.  2698)  granting  a  pension  to  Johanna  Loewinger 

On  bill  (s.  2863)  for  increase  of  pension  to  Andrew  J.  Konkie 

On  bill  (S.  1314)  granting  a  pension  to  Davis  Foster.. 

On  bill  (S.  791)  granting  a  pension  to  William  Brockelsby ..... 

On  bill  (S.  1578)  granting  a  pension  to  Zachariah  Peters , 

On  bill  (S.  893)  granting  a  pension  to  Mary  Anna  Egan  ._ 

On  bill  (S.  513)  granting  a  pension  to  Alfred  Denny 

On  bill  (S.  2733J  granting  a  pension  to  Thodore  Gardner 

On  bill  (S.  1735)  granting  a  pension  to  J.  M.  Stevens 

On  bill  (S.  2833)  granting  a  peusion  to  JohnSinnon 

On  bill  (S.  2734)  granting  a  pension  to  Ada  Johnson 

On  bill  (S.  640)  granting  a  pension  to  Howard  M.  Rundlett 

On  bill  (S.  2366)  granting  a  pension  to  Florida  Kennerly '... 

On  bill  (H.  R.  5162)  granting  a  pension  to  William  R.  Scurlock 

On  bill  (S.  2142)  granting  a  pension  to  Mary  Taffe ^ 

On  bill  (S.  1697)  granting  a  peusion  to  Joseph  D.  Tate 

On  bill  (S.  314)  granting  a  pension  to  Mary  B.  Le  Roy 

On  bill  (S.  1902)  granting  a  pension  to  Sarah  C.  Anderson 

On  bill  (S.  717)  to  increase  the  rate  of  pension  for  certain  cases  of  deafness 

On  bill  (H.  R.  4420)  granting  a  pension  to  Abbie  D.  Johnson 

On  bill  (H.  R.  442)  granting  an  increase  of  pension  to  Horace  B.  Lewis.  _ . 

On  bill  (H.  R.  4904)  granting  a  pension  to  George  Faulk 

On  bill  (H.  R.  1043)  granting  a  pension  to  Theresa  Herbst 

On  bill  (H.  R.  3955)  granting  a  pension  to  Ann  Ford 

On  bill  (H.  R.  4749)  granting  a  pension  to  Elizabeth  O.  Gibson ._ 

On  bill  (H.  R.  3956)  granting  a  p>ension  to  Ellen  Shears 

On  bill  (S.  1827)  granting  a  pension  to  Wesley  Blackman 

On  bill  (S.  1717)  granting  a  pension  to  Mrs.  Harriet  Dada  Emeus 

On  bill  (S.  1446)  granting  a  pension  to  Elizabeth  Wilson 

On  bill  (H.  R.  5161)  granting  a  pension  to  Robert  Hill 

On  bill  (H.  R.  3582)  granting  a  pension  to  Joel  B.  Tribble  — 

On  bill  (S.  425)  granting  a  pension  to  John  D.  Prator _. 

On  bill  (H.  R.  4202 J  granting  a  pension  to  Henry  S.  Morgan -.. 

On  bill  TH.  R.  4854)  granting  a  pension  to  Green  B.  Lee 

On  bill  (S.  1510)  granting  a  pension  to  Fedolin  Buckwiller 

On  bill  (H.  R.  3382)  granting  a  peasion  to  Lucy  R.  Olmstead 

On  bill  (H.  R.  3597)  granting  a  pension  to  Cynthia  Day 

On  bill  (H.  R.  3381)  restoring  to  the  pension-rolls  the  name  of  Nelson  G. 
Edwards 
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Subject. 


GOUHITTKE  ON  PKNSI0N9— <x)ntinaed. 

On  bill  (H.  R.  2302)  granting  a  pension  to  Bridget  Carroll .  _- 

On  bill  (H.  R.  4855)  granting  a  pension  to  Delia  W.-  Marshall 

On  bill  (H.  R.  5995)  granting  a  pension  to  Amaaa  Chase 

On  bill  (H.  R.  6030)  granting  a  pension  to  Henrietta  L.  Arlin 

On  bill  (H.  R.  498'!)  granting  a  pension  to  Thomas  Kelly 

On  bill  (S.  1524)  granting  a  pension  to  Mena  Holmes 

On  bill  (H.  R.  2132)  granting  a  pension  to  Helen  S.  Spring 

On  bill  (S.  2649)  granting  a  pension  to  John  F.  Franklin 

To  accompany  petition  of  M.  L.  Ritchie  and,  five  hundred  and  two  citi- 
zens  of  Council  Grove,  Kans,,  for  a  bill  granting  arreaib  of  pension  to 

William  J.  Miller. 

On  bill  (S.  445)  granting  a  pension  to  Francis  E.  Smith 

On  bill  (S.  1109)  granting  an  increase  of  pension  to  John  Kinney 

On  bill  (S.  2933)  granting  a  pension  to  Jane  H.  Palmer 

On  bill  (S.  448)  granting  a  pension  to  John  W.  Reynolds 

On  bill  (8. 1064)  granting  a  pension  to  Margaret  £.  Adamson 

On  bill  (H.  R.  4840)  granting  a  pension  to  William  Boone 

On  bill  (H.  R.  1482)  granting  a  pension  to  Eliza  Stanton 

On  bill  (8.  1140)  granting  a  pension  to  Robert  A.  Stuart 

On  bill  (S.  1385)  granting  a  pension  to  James  Drake 

On  bill  (H.  R.  1875)  granting  a  pension  to  Elizabeth  E.  Groff.-. 

On  bill  (H.  R.  6304)  granting  a  pension  to  Frederick  Bircher 

On  bill  (H.  R.  1873)  granting  a  pension  to  Lovina  Wright 

On  bill  (H.  R.  2767)gianting  an  increase  of  pension  to  John  Taylor 

On  bill  (8.2200)  for  the  relief  of  Mary  E.  Johnson 

On  bill  (8. 404)  granting  a  pension  to  William  Clawson 

On  biU  (8.  992)  granting  pension  to  Phillipi  iiay 

On  bill  (8. 2766)  granting  a  pension  to  John  McLAren 

On  bills  (8. 1153  and  1976)  granting  a  pension  to  Silas  8.  Holbrook 

On  bill  (8.  841)  granting  a  pension  to  Mary  Bailey 

On  bill  (8.  2641)  granting  a  pension  to  John  8.  Williams 

On  bill  (8. 1665)  granting  a  pension  to  Ann  Ruffner 

On  bill  (H.  R.  4195)  granting  a  pension  to  Emma  A.  Hart 

On  bill  (H.  R.  7010)  granting  a  restoration  of  pension  to  John  J.  Free- 
land. ^- 


On  bill  (8.  2859)  granting  a  pension  to  Caroline  Baker  Stevens. ._ 

On  bill  (8.  789)  granting  an  increase  of  pension  to  Henry  G.  Healy 

On  bill  (S.  2954)  granting  an  increase  of  pension  to  Charles  A.  Norton. . 

On  bill  (8.  1048)  granting  a  pension  to  Lloyd  H.  Snell 

On  petition  of  Martin  Harrington  for  an  increase  of  pension ^ 

On  bill  (8,  1238)  granting  a  pension  to  Daiiiel  Donovan 

On  bill  (8.  2309)  granting  a  pension  to  Joseph  O.  Cotton 

On  bill  (8.  494)  granting  a  pension  to  Sarah  A.  Blakely 

On  bill  (H.  R.  5751)  granting  an  increase  of  pension  to  Isaac  Endaly 

On  bill  (H.  R.  15)  granting  a  pension  to  Julia  Fleming 

On  bill  (H.  R.  16)  granting  a  pension  to  Hiram  Wilbur 

On  bill  (8.  2197)  granting  an  increa.se  of  pension  to  Ziba  Yarnell 

On  bill  (8.  843)  granting  a  |>ension  to  Thomas  Todd 

On  bill  (H.  R.  5488)  granting  an  increase  of  pension  to  Mary  M.  Gibson 

On  bill  (8,  766)  granting  a  pension  to  William  Leslie 

On  bill  (8. 574)  granting  a  pension  to  Elizabeth  M.  Newman 

On  bill  (8. 851)  granting  a  pension  to  James  H.  Preston 

On  bill  (8. 1365)  granting  a  pension  to  Annie  E.  Dixon 

On  bill  (8. 1672)  granting  a  pension  to  Joseph  Imbodeu 

On  bill  (8. 1688)  granting  a  pension  to  Catharine  Kennedy • 

On  bill  (8.  3177)  granting  a  pension  to  Ursula  Lucretia  Hai^ht 

On  bill  (8. 1546)  granting  an  increase  of  pension  to  Mrs.  Sallie  Michler.. 

On  bill  (8.3636)  granting  a  pension  to  William  H.  Brimmer 

On  bill  (8.2320)  granting  a  pension  to  William  H.  Haight 

On  bill  (li.  R.  2861)  granting  a  pension  to  Helen  E.  Dewey 

On  bill  (8. 1302)  granting  a  pension  to  John  Bechen,  sr 
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Bnbject. 


cx)MMiTTEE  ON  PBNSiONS — coniiDned. 

On  bill  (S.  1303)  granting  a  pension  to  Mrs.  Amanda  L.  Wisner 

On  bill  (B.  905)  granting  a  pension  to  Zachariah  T.  Craw/orU 

On  bill  (S.  2976)  granting  a  pension  to  Mary  L.  Smith 

On  bill  (S.  2017)  granting  a  pension  to  Henry  H.  Penrod 

On  bill  (H.  H.  4860)  granting  an  increase  of  pension  to  Carrie  B.Wirtz.- 

On  bill  (H,  R.  2832)  granting  a  pension  to  Sarah  McTavey 

On  bill  (S.  1143)  granting  a  pension  to  Henry  Imsande.   

On  bill  (H.  U.  32*21)  granting  a  pension  to  Margaret  J.  Fletcher 

On  bill  (H.  R.  3228)  granting  a  pension  to  William  Carroll _ 

On  bill  (H.  R.  1^25)  granting  a  pension  to  Daniel  M.  Maulding 

On  bill  (H.  R.  3227)  granting  an  increase  of  pension  to  Saiiiucl  L,  M. 

Proctor  __-_ — .-_ -- __ 

On  bill  (^.  216)  to  prevent  the  snmmary  cancellation  of  pension  certificates 

On  bill  (S.  i840)  granting  a  pension  to  Srfllie  Donglas  Hartranft 

On  bill  (S.  1817)  granting  a  pension  to  Mary  F.  Hopkins >_ 

On  bill  (H.  R.  1678)  granting  a  pension  to  John  R.  Petrie 

On  bill  (H.  R.  1041)  granting  a  (tension  to  Mary  A.  Van  Etten 

On  bill  (H.  R.  5010)  granting  a  pension  to  Mary  Taffe 

On  bill  (H.  R.  2615)  granting  an  increase  of  pension  to  Mattie  W.  Honse 

On  bill  (H.  R.  5516)  granting  an  increase  of  pension  to  Alonzo  Alden 

On  bill  (H.  R.  3954)  granting  an  increase  of  pension  to  General  Horace 

Boaghton.  , - — 

On  bill  (S.  563)  granting  an  increase  of  pension  to  Cornelia  A.  Stanley.. 
On  bill  (S.  1928)  granting  an  increase  of  pension  to  Henrietta  £.  Boggs. 

On  bill  (S.  1681)  granting  a  pension  to  John  Bridenback  

On  bill  (8.  1206)  granting  a  pension  to  Melvin  L.  Cook 

On  bills  (S.  1899  and  2300)  granting  a  pension  to  John  Miekle __ 

On  bill  (S.  2765)  granting  a  pension  to  William  Richardson 

On  bill  (S.  1139)  granting  a  pension  to  Mary  Forsythe 

On  bill  (S.  1138)  granting  a  pension  to  Hiram  H.  Bencfiel 

On  bill  (S.  1282)  granting  a  pension  to  Alice  Nichols 

On  bill  (S.  1408)  granting  a  pension  to  Charlotte  Bradford 

On  bill  (H.  R.  6603)  granting  a  pension  to  Joseph  D.  Williamson 

On  bill  (S.  329)  granting  a  pension  to  John  L.  Rnssell 

On  bill  (S.  448)  granting  a  pension  to  Amick  Dobson 

On  bill  (S.  780)  granting  a  pension  to  John  G.  Banks 

To  accompany  petition  granting  a  pension  to  Daniel  M.  Richie 

On  bill  (S.  1184)  granting  a  pension  to  Mrs.  Theodora  M.  Piatt-. 

On  bill  (S.  683)  granting  a  pension  to  Theodora  M.  Piatt 

On  bill  (S.  2753)  granting  a  pension  to  Polly.  McArthnr 

On  bill  (H.  R.  3588)  granting  a  pension  to  Mary  J.  Mann 

On  bill  (H.  R.  3584)  granting  a  pension  to  William  J.  Dnnn 

On  bill  (H.  R.  3583)  granting  a  pension  to  Samuel  Wyrick 

On  bill  (H.  R  5905)  granting  a  pension  to  Thomas  K.  Edwards 

On  bill  (S.  3348)  granting  a  pension  to  Mary  J.  Milroy 

On  bill  (H.  R.  2769)  granting  a  pension  to  Isaac  Clark  _  _ 

On  bill  (H.  R.  3586)  granting  a  pension  to  William  B.  Carter _ 

On  bill  (H.  R.  6825)  granting  a  pension  to  Mary  A.  Wood 

On  bill  (H.  R.  2770)  granting  a  pension  to  Edwin  S.  Furman 

On  bill  (S.  3046)  granting  an  increase  of  pension  to  Fanny  L.  Davis 

On  bill  (H.  R.  50^J  granting  a  pension  to  Polly  Robinson 

On  bill  (H.  R.  5081;  granting  a  pension  to  Helen  A.  Moore 

On  bill  (S.  3053)  granting  a  pension  to  William  H.  Ballard 

On  bill  (H.  R.  3381)  granting  a  pension  to  Nelson  G.  Edwards... 

On  bill  (S.  2411)  granting  a  pension  to  Mrs.  Eugenia  B.Tabler 

On  bill  (S.  2917)  granting  pension  to  Elizabeth  R.  Purviance 

On  bill  (H.  R.  3961)  granting  an  increase  of  pension  to  Stephen  Cooper. - 

On  bill  (H.  R.  3962)granting  an  increase  of  pension  to  Samuel  Adams 

On  bill  (S.  3342)  granting  a  ))en8ion  to  Andrew  Hopper 

On  bill  (S.  2583)  granting  an  increase  of  pension  to  Mary  H.  Nicholson.. 
On  bill  (S.  671)  for  the  relief  of  Daniel  B,  Washburn 
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Subject 


COUMITTKB  ON  PENSIONS— oontinaed. 

On  bill  (H.  R.6916)  ij^rantinga  pension  to  DookIms  Smith ^ 

On  bill  (S.  821)  granting  a  pension  to  Mary  Pollock _. 

On  bill  (S.  400)  granting  a  pension  to  Frank  D.  Worcester 

On  bill  (8.  2583)  granting  a  pension  to  Mary  H.  Nicholson.-^ 

On  bill  (H.  R.  1246)i(ninting  a  pension  to  Ann  £.  Mnssman 

On  bill  (H.  R.  6078)  granting  an  increase  of  pension  to  Prank  Traynor 

On  bill  (H.  R.  4306}  granting  a  pension  to  Rebecca  Bolerjack 

On  bill  (H.  R.  2351)  granting  a  pension  to  Allen  McCowan 

On  bill  (8.  3145)  granting  a  pension  to  Samuel  Miller 

On  bill  (H.  R.  4102)  granting  a  pension  to  Elizabeth  Heckler 

On  bill  (H.  R.  4462|  granting  a  pension  to  Barbara  Schnappinger 

On  bill  (H.  R.  5738)  granting  an  Increase  of  pension  to  Sophia  Schinimel- 

feunig 

On  bill  (H.  R.  4441)  granting  a  pension  to  Eveline  M.  Alexander 

On  bill  (H.  R.2722j  granting  a  pension  to  Mary  Ann  Trainor 

On  bill  (H.  R.  5798)  granting  a  pension  to  Alexander  Thompson 

On  bill  (H.  R.  5206)  granting  an  increase  of  pension  to  Catlena  Lyman .. 

On  bill  (H.  R.  4414)  granting  a  pension  to  Wesley  W.  Taylor ^_ 

On  bill  (H.  R.  2133)  granting  a  pension  to  Betsey  F.  Newball 

On  bill  (H.  R.  2131)  granting  a  pension  to  Gnstavns  Alonzo  Draper 

On  bill  (S.  2736)  granting  a  pension  to  Jonathan  D.  Hale 

On  bill  (S.  2240)  granting  a  pension  to  Ruth  W.  Keene  Hodgman 

On  bill  (8. 1298)  granting  a  pension  to  Anna  Piatt  -._ 

On  bill  (8. 1308)  granting  a  pension  to  Adelaide  E.  Spurgeon 

On  bill  (S.  1149)  granting  a  pension  to  Ann  G.  Blackington 

On  bill  (8. 3490)  granting  an  increase  of  pension  to  Mary  E.  Cbaraber- 

lin 

On  bill  fS.  665)  granting  a  pension  to  Hepza  Hobeon  Werdeu- ._ _. . 

On  bill  (8. 3158)  granting  an  increase  of  pension  to  Mrs.  Ellen  W.  Thorn- 
ton  - •- 

On  bill  (8. 3101)  granting  a  pension  to  Annie  Rodgers  Macomb .. 

On  bill  (8. 437)  granting  a  pension  to  Benjamin  W.  Botts 

On  bill  (S.  639)  granting  a  pension  to  Thomas  Redmond 

On  bill  (8. 179)  granting  a  pension  to  Ellen  Courtney 

On  bill  (8. 1211)  granting  a  pension  to  Levi  B.  Smith 

On  bill  (8. 577)  granting  a  pension  to  Ijanra  J.  Ives 

On  bill  (8. 580)  granting  a  pension  to  Mrs.  Ellen  Hand 

On  bill  (8. 933)  granting  a  pension  to  Thomas  Redmond 

On  bill  (H.  R.  4205)  granting  a  pension  to  Isabella  B.  Stimple 

On  bill  (H.  R.  4863)  granting  a  pension  to  John  Carter 

On  bill  (H,  R.  6871)  granting  a  pension  Napoleon  B.  McKay 

On  bill  (S.  1299)  granting  a  pension  to  Anna  Slater 

On  bill  (8. 1606)  granting  a  pension  to  Sallie  E.  Rickaio.s    _ 

On  bill  (H.  R.  1581)  granting  an  increase  of  pension  to  Andrew  J.  Fergu- 
son  

On  bill  (H.  R.  1586)  granting  a  pension  to  Angnstine  McLaughlin 

On  bill  (H.  R.  5456)  granting  an  increase  of  pension  to  Richard  W.  Spain. 

On  bill  (H.  R.  1579)  granting  a  pension  to  John  McCool 

On  hill  (H.  R.  1633)  granting  an  increase  of  pension  to  Abram  Duryee... 

On  bill  (8. 1929)  for  the  relief  of  Juliet  H.  Palmer.     (Part  2) 

On  bill  (8. 1864)  granting  an  increase  of  pension  to  William  H.  Brisbane. 
On  bill  (H.  R.  5906)  granting  an  increase  of  pension  to  James  C.  Copeland. 
On  bill  (8. 2143)  granting  an  increase  of  pension  to  Henry  Strawbridge  .. 

On  bill  (8. 848)  granting  a  pension  to  Mary  J.  Eadie 

On  bill  (S.  1480)  granting  a  pension  to  Wick  Morgan 

On  bill  (H.  R.  1282)  granting  a  pension  to  John  Dehart 

On  bill  (8«  2719)  granting  an  increase  of  pension  to  Henry  Sprague 

On  bill  (8.  2373)  granting  a  pension  to  William  Smith _ 

On  bill  (S.  1671)  Krauting  a  pension  to  Noah  Lohr 

On  bill  (8.  15:^)  granting  a  pension  to  Irving  M.  Sedgwick ~.- 

On  bill  (S.  1118)  grunting  an  increase  of  pension  to  Christopher  Herrick. 
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Subject 


VoL 


GOMMITTBB  ON  PENSIONS— COntiDUed. 

(S.  1686)  grantiDg  a  pension  to  Richard  H.  Francis _ 

(S.  2266)  granting  a  pension  to  Mary  A.  Newcorab 

(H.  R.  1471)  granting  a  pension  to  Laura  A.  Yonrtee 

(S.  2423)  granting  a  pension  to  Carrie  M.  Miller.- 

(H.  R.  5632)  granting  a  pension  to  Sarah  Sheldon 

(H.  R.  1045)  granting  a  pension  to  Emily  T.  Pottle  ..- 

(S.  2720)  granting  a  pension  to  Elizabeth  A.  Baker 

(S.  2420)  granting  a  pension  to  Jane  Wood 

(S.  3498)  granting  a  pension  to  G.  L.  Pease 

(S.  353)  granting  an  increase  of  pension  to  Mrs.  A.  J,  Horton  ... 

(H.  R.  7336)  granting  a  pension  to  Charles  Keman 

(S«  759)  granting  an  increase  of  pension  to  Thomas  H.  Hopkins. 

(H.  R.  7685)  granting  a  pension  to  Julia  E.  Phillips 

(H.  R.  4866)  granting  a  pension  to  Ida  L.  Martin. 

(S.  4868)  granting  a  pension  to  Henrietta  Judd 

(H.  R.  4531)  granting  a  pension  to  William  D.  Hummer _. 

(H.  R.  3108)  granting  a  pension  to  Levi  M.  Lincoln 

(S.  575)  granting  a  pension  to  Edward  T.  Latta 

(S.  2138}~granting  a  pension  to  Lewis  M.  Bryant 

(H.  R,  7101)  granting  a  pension  to  Joseph  Perkins -_ 

(H.  R.  1019)  granting  a  pension  to  David  A.  Lippy 

H.  R.  3545)  granting  a  pension  to  Harriet  F.  Bowes - 

H.  R.  4810)  granting  a  pension  to  Christina  Edson 

H.  R.  6568)  granting  an  increase  of  pension  to  Mrs.  Dorothea  D. 
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On  bill  (S.  2299)  granting  a  pension  to  Isabella  W.  Adduddell 

On  bill  (H.  R.  4811}  granting  a  pension  to  William  G.  Hill 

On  bill  (h.  R.  4821  rgranting  a  pension  to  Eli  J.  Youngheim 

On  bill  (H.  R.  6914)  granting  a  pension  to  Harriet  B.  White 

On  bill  (H.  R.  5309)  granting  a  pension  to  Mary  Welch  ._ __ 

On  bill  (H.  R.  2057)  granting  a  pension  to  Barent  S.  Van  Buren 

On  bill  (s.  757)  granting  an  increase  of  pension  to  Hugh  Brady 

On  bill  (H.  R.  2352)  granting  a  pension  to  W.  S.  Yohe. 

On  bill  (H.  R.  2356)  granting  a  pension  to  Matthew  J.  J.  Cazle 

On  bill  (H.  R.  4862)  granting  a  pension  to  William  H.  Coppinger 

On  bill  (H.  R.  5083)  granting  a  pension  to  Oscar  B.  Mills 

On  bill  (H.  R.  5849)  granting  a  pension  to  Catharine  Sapp.. 

On  bill  (H^  R.  3058)  granting  a  pension  to  George  L.  Beighley 

On  bill  (H.  R.  4532)  granting  a  pension  to  Thomas  N.  Maxwell 

On  bill  (H.  R.  4024)  granting  a  pension  to  Daniel  W.  Parrish 

On  bill  (H.  R.  7414)  granting  a  pension  to  Washington  F.  Short 

On  bill  (H.  R.  3543)  granting  a  pension  to  John  Green  Reed 

On  bill  (S.  2407)  granting  a  pension  to  MaryR.  Doud... 

On  bill  (S.  2438)  granting  a  pension  to  Lena  Neuninger 

On  bill  (S.  1675)  granting  a  pension  to  Jacob  Pitner 

On  bill  (S.  2088)  granting  a  pension  to  Lydia  Hawkins 

On  bill  (S.  1855)  granting  a  pension  to  Mary  C.  Williams 

On  bill  (S.  3635)  granting  a  pension  to  George  Blum 

On  bill  (H..R.  4359)  granting  a  pension  to  Elizabeth  Ogden 

On  bill  (H.  R.  7078)  granting  a  pension  to  Mary  B.  Stidger 

On  bill  (H.  It  1672)  granting  a  pension  to  Margaret  P.  Minteer __ 

On  bill  (H.  R.  1670)  granting  a  pension  to  Sarah  Hamilton 

On  bill  (H.  R.  4126)  granting  a  pension  to  H.  G.  Church  

On  bill  (H.  R.  6296)  granting  a  pension  to  Samautba  Williams 

On  bill  (H.  R.  4127)  granting  a  pension  to  Rhoda  Williams 

On  bill  (S.  781)  granting  a  pension  to  James  H.  Fox  . 

On  bill  (S.  1630)  granting  an  increase  of  pension  to  Smith  A.  Symonds 

On  bill  (S.  3608)  granting  a  pension  to  Mary  C.  Winslow 

On  bill  (S.  1002)  granting  an  increase  of  pension  to  Wells  C.  Harrell  .. 

On  bill  (S.  1973)  granting  a  pension  to  Mary  A.  Hooke 

On  bill  (s.  1975)  granting  a  pension  to  Amanda  Watson  Bowler 
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On  bill  (8. 2832)  granting  &  pension  to  Jesse  H.  Strickland 

On  bill  (H.  R.  4424)  granting  a  pension  to  Fannie  £.  Woodbnry 

On  bill  (H.  R.  4422)  granting  a  pension  to  Lncian  L.  Sanborn 

On  bill  (H.  R.  6607)  granting  a  pension  to  Eeziah  Randall 

On  bUl  (H.  R.  7953)  granting  a  pension  to  Barbara  Lan^taff 

On  bill  (H.  R.  6775)  granting  a  pension  to  R.  C.  Martin 

On  bill  (H.  R.  1116)  granting  a  pension  to  Clara  M.  Owen 

On  bill  (H.  R.  1114)  jB^ranting  a  pension  to  Mary  A.  Holland 

On  bill  (H.  R.  1115)  granting  a  pension  to  Arthnr  D.  and  Alfred  A.  Lyford 

On  bill  (S.  2493)  granting  a  pension  to  John  Swearer 

On  bill  (S.  23P6)  granting  a  pension  to  John  Connolly 

On  bill  (S.  2043)  granting  a  pension  to  Edgar  M.  Cherry 

On  bill  (H.  R.  4038)  granting  a  pension  to  James  Fitzgerald.. 

On  bill  (H.  R.  66S8)  granting  an  increase  of  pension  to  MaryH.  Nichol- 


son. 


On  bill  (S.  1236^  granting  a  pension  to  Mary  A.  Mykins 

On  bill  (S.  1240)  granting  a  pension  to  Jennie  H.  Coghill 

On  bill  (H.  R.  4152)  granting  an  increase  of  pension  to  Albert  Mabb..«. 

On  bill  (H.  R.  4808)  granting  a  pension  to  Roseanna  Finch 

On  bill  (H.  R.  5299)  granting  a  pension  to  Chloe  Cooper 

On  bill  (H.  R.  4393)  granting  a  pension  to  Mary  Dockbam 

On  bill  (H.  R.  5618)  granting  a  pension  to  Malvina  P.  Fletcher 

On  bill  (H.  R.  1622)  granting  a  pension  to  Sallie  T.  Ward 

On  bill  (H.  R.  4180)  granting  a  pension  to  Mary  C.  Upton 

On  bill  (H.  R.  5626)  granting  a  pension  to  Hannah  Ward 

On  bill  (H.  R.  2435)  granting  a  pension  to  Mary  Minor  Hoxey 

On  bill  (H.  R.  3574)  granting  a  pension  to  Mary  E.  Tipton— 

On  bill  (S.  4028)  granting  a  pension  to  Agnes  Yetter 

On  bill  (H.  R.  4027)  granting  a  pension  to  William  A.  Merri weather 

On  bill  (H.  R  2824)  granting  a  pension  to  Charles  A.  Platz 

On  bill  (H.  R.  9205)  granting  a  pension  to  Jnlia  A.  Erskine 

On  bill  (S.  1673}  granting  a  pension  to  Louisa  M.  Sholi 

On  bill  (S.  1932)  granting  a  pension  to  Rebecca  McDonald 

On  bill  (S.  1541)  granting  a  pension  to  Mary  White 


On  bill  (S.  1611)  granting  a  pension  to  Emeline  Matthewsr 

On  bill  (S.  1554)  granting  a  pension  to  Evaline  A.  Noyes 

On  bill  (H.  R  7878)  granting  a  pension  to  Irene  D.  Swan 

On  bill  (H.  R.  6401)  granting  a  pension  to  Mrs.  Fanny  W.  Madge tt 

On  bill  (H.R.  1456)  granting  a  pension  to  Ira  E.  Smith 

On  bill  (H.  K.  2007^  granting  a  pension  to  Adam  Shrake 

On  bill  (H.  R.  7765)  granting  a  pension  to  James  T.  Irwin 

On  bill  (H.  R.  1865)  granting  a  pension  to  John  Nagle 

On  bill  (H.  R.  1987)  granting  a  pension  to  Mary  A.  Kinsley 

On  bill  (H.  R.  3740)  granting  a  pension  to  Lucy  A.  M.  Norman 

On  bill  (H.  R.  2989)  granting  a  pension  to  Mrs.  Martha  E.  Jones 

On  bill  (H.  R.  1400)  granting  an  increase  of  pension  to  Patrick  Calhan . .. 

On  bill  (H.  R.  2738)  granting  a  pension  to  Christiana  Schneider 

On  bill  (H.  R.  8087)  granting  a  pension  to  Johnson  Reddick 

On  bill  (S.  3450)  granting  a  pension  to  Elizabeth  Stewart 

On  bill  (H.  R.  6624)  granting  a  pension  to  Walter  P.  Harrison 

On  bill  (8. 1492)  granting  ai>ension  to  Edward  Hughes .-. 

On  bill  (8.  1669)  granting  a  pension  to  Samuel  Grove 

On  bill  (8.  402)  granting  a  pension  to  Ruth  Gregg 

On  bill  (8.  2972)  granting  a  pension  to  Susan  C.  White  .-_ 

On  bill  (H.  R.  3591)  granting  a  pension  to  Mary  J.  Nott^^^e 

On  bill  (H.R.  7743)  granting  a  pension  to  Allen  Feathere 

On  bill  (H.R.  2834)  granting  a  pension  to  Fanny  Elgar 

On  bill  (H.  R,  2837)  granting  a  pension  to  Alvira  A.  Edwards ..- 

On  bill  (H.  R.  4789)  granting  a  pension  to  George  Dodge 

On  bill  (H.  R.  7329)  granting  a  pension  to  Hanuan  Day -. 

On  bill  (H.  B.  6886)  granting  a  pension  to  David  Dean 
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On  bill  (H.  R.  6875|  granting  a  pension  to  Eliza  Marcy 

On  bill  (H.  R.  4527)  granting  a  pension  to  Daniel  M.  Dnll...l 

On  bill  (H.  R.  6328)  granting  a  pension  to  Allen  Coons 

On  bill  (H.  R.  4423)  granting  a  pension  to  Lncinda  A.  Clark 

On  bill  (M.  R.  3404}  granting  an  increase  of  pension  to  John  Carran 

On  bill  (H.  R.  3504)  granting  a  pension  to  Mary  Conley 

On  bill  (H.  R.  4372)  granting  a  pension  to  John  Dean 

On  bill  (U.  R.  4046)  granting  a  pension  to  Mary  Bailey 

On  bill  (H.  R.  5617)  granting  a  pension  to  Henry  Bloomfield 

On  bill  (H.  R«  3530)  granting  a  pension  to  Haldah  Bnrton 

On  bill  (H.  R.  4132)  granting  a  pension  to  Esther  G.  Bryant 

On  bill  (H.  R.  3596)  granting  a  pension  to  Harriet  £.  lirown 

On  bill  (H.  R.  3218^  granting  a  pension  to  Pauline  Bichweiler 

On  bill  (H.  R.  4030)  granting  a  pension  to  Mary  Ann  Allen 

On  bill  (H.  R.  5862)  granting  a  pension  to  Margaret  Z.  Austin 

On  bill  (H.  R.  3536)  granting  a  pension  to  Samuel  L.  Dark 

To  accompany  memorial  of  Joseph  Heaton  for  back  pay  and  boooty 

To  accompany  petition  of  Mrs.  Ann  Bramberger,  granting  a  pension  to 

Mrs.  Ann  Bramberger 

On  bill  (S.  3366)  granting  a  pension  to  Sarah  J.  Alexander 

On  bill  (S.  2971}  granting  an  increase  of  pension  to  Caroline  Huddell 

White _ __. 

On  bill  (H.  R.  9041)  granting  an  increase  of  pensiou  to  William  Hamill. 

On  bill  (S.  3302)  for  the  relief  of  Charles  W.  Geddes. 

On  bill  (S.  2813)  granting  a  pension  to  T.  A.  Morton 

On  bill  (S.  3532)  granting  a  pension  to  Georgiana  W.  Vogdes 

Oil  bill  (H,  R.  5444)  granting  a  pension  to  John  A.  Miller 

On  bill  (8.  2175)  granting  a  pension  to  Mrs.  £lizal>eth  Bnrress 

On  bill  (H.  R.  2067)  granting  a  pension  to  Mrs.  Maria  Clark 

On  bill  (H.  R.  5452)  granting  a  pension  to  Joseph  K.  Hamilton 

On  bill  (H.  R.  6292)  granting  a  pension  to  Ellen  Baddeley 

On  bill  (H.  R.  2958)  granting  a  pensiou  to  Johanna  Eckle 

On  bill  CH.  R.  4094)  grailting  a  pNgnsion  to  James  M.  McKinuey 

On  bill  (S.  3325)  granting  a  pension  to  Margaret  P.  Smith 

On  bill  (H.  R.  2287)  granting  a  pension  to  John  F.  Chase 

On  bill  (H.  R.  6799)  granting  a  pension  to  Mary  A,  Lefebvre 

On  bill  (H.  R.  5263)  granting  a  pension  to  Sarah  C.  McCamly 

On  bill  (H.  R.  3511)  granting  a  pensiou  to  James  S.  Ferrin 

On  bill  (H.  R.3393)  granting  a  pension  to  Jane  H.  Lusk 

On  bill  (H.  R.  1094)  granting  an  increase  of  pension  to  Joseph  Claire 

On  bill  (H.  R.  6906)  granting  a  pension  to  John  H.  Laughlin 

On  bill  (IT.  R.  2066)  granting  a  pension  to  James  McCusker 

On  bill  (H.  R.  5997)  restoring  to  the  pension  roll  the  name  of  Florian 

Lischerosky 

On  bill  (H.  R.  2864)  granting  a  pension  to  Elizabeth  Earp .. 

On  bill  (H.  R.  2040)  granting  a  pension  to  Barbara  Madden 

On  hill  (H.  K.  4694)  granting  a  pension  to  Edward  Haynes 

On  bill  (S.  1706)  granting  a  pension  to  John  Morgan 

On  bill  (H.  R.  1871)  granting  a.pension  to  Sarah  Meader 

On  bill  CH.  R.  2014)  granting  a  pension  to  Anna  Harstick 

On  bill  ( H.  R.  3535)  granting  a  pension  to  Manuel  Garcie 

On  hill  (H.  R.  6865)  granting  a  pension  to  Clara  Frey 

On  bill  (H.  R«  2044)  granting  a  pension  to  James  H.  Fleming 

On  bit)  (H.  R.  1086)  granting  a  pension  to  Sarah  Cnthbert 

On  bil!    S.  3651)  granting  an  increase  of  pension  to  Arthur  F.  Rudolph. 

On  biti    If.  R.  4181)  granting  a  pension  to  Daniel  Dotty 

On  bill    i(.  R.  5205)  granting  a  pension  to  Richard  D.  McKinney 

On  bill  ( l[.  R.  4247)  granting  a  pension  to  Mrs.  Jane  Potts 

Oil  bill  ill.  R.  4021)  granting  an  increase  of  pension  to  Isaiah  Hum- 

ricbouser _ 

On  bill  (H.  li.  2015)  granting  a  pension  to  Mary  Personeus.  
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On  bill  (H»  B.  5660)  {^ranting  a  penmon  to  Panline  Hohmann 

On  bill  (H.  R.  6769)  granting  a  pension  to  Eliaha  L.  Elam 

On  bill  (H.  R.2043)  granting  a  pension  to  Tbomas  J.  Gassidy 

On  bill  (H.  R.  5709)  granting  a  pension  to  Ann  Bryan 

On  bill  (H.  R.  5240)  granting  a  pension  to  Alexander  McOormick 

On  bill  (H.  R.  6166)  granting  a  pension  to  Elisabeth  T.  Garrett 

On  bill  (H.  R.  4129)  granting  a  pension  to  DanielJ.  Coi 

On  hill  (S.  1035)  granting  a  pension  to  Betsey  Johnson 

On  bill  (S.  1059)  granting  an  increase  of  pension  to  William  W.  Bliss  — 
On  bill  (S.  389)  granting  pensions  to  soldiers  and  sailors  who  are  incapaci- 
tated for  the  performance  of  manual  labor,  and  providing  for  pensions 

to  widows,  minor  children,  and  dependent  parents 

On  bill  (H.  H.  5620)  granting  a  pension  to  Frank  Deming ^ 

On  bill  (H.  R.  1084)  granting  a  pension  to  Eliza  J.  Drake _. 

Onl>ill  (H.  R.  6291)  granting  a  pension  to  Delia  T.  S.  Parnell 

On  bill  (H.  R.  1573)  granting  a  pension  to  Mary  Mnrphy 

On  bill  (H.  R.  6350)  granting  a  pension  to  Asber  Poet 

On  bill  (H.  R.  3383)  granting  a  pension  to  Charles  H.  Perry 

On  bill  (H.  R.  3739)  granting  a  pension  to  Thomas  F.  Robinson 

On  bill  (S.  3680)  granting  a  pension  to  Peter  Zimmerman 

On  bill  (S.  768)  granting  a  pension  to  Frederick  H.  Macke 

On  bill  (S.  3251)  granting  an  increase  of  pension  to  Joseph  C.  Fosnot 

On  bill  (H.  R.  6415)  granting  a  pension  to  Nannie  W.  Metcalfe 

On  bill  (H.  R.  3056)  granting  a  pension  to  Theodore  J.  Shandal 

On  bill  (H.  R.  2173)  granting  a  pension  to  Mrs.  Olive  Padgett 

On  bill  (H.  R.  4134)  granting  a  pension  to  Margaret  Stewart 

On  bill  (H.  R.  5585)  granting  a  pension  to  Daniel  Sober    . 

On  bill  (K.  R.  5619)  granting  a  pension  to  Maria  Solles 

On  bill  (H.  R.  4763)  granting  a  pension  to  Annie E.  Lambing 

On  bilHH.  R.  1832)  granting  a  pension  to  Mary  Ann  Schirye 

On  bill  (H.  R.  4766)  granting  a  pension  to  Martha  Mcllwain 

On  bill  (H.  R.  3542)  granting  a  pension  to  Jacob  Bernhardt... 

On  bill  (H.  R.  6146)  granting  a  pension  to  George  C.  Quick 

On  bill  (H.  R.  6402)  granting  a  pension  to  Mrs.  Harriet  McMann 

On  bill  (H.  R.  3256)  granting  a  pension  to  Anastasia  McGrievey 

On  bill  (H.  R.  3969)  granting  a  pension  to  Seth  M.  Walter 

On  bill  (H.  R.  3055)  granting  a  pension  to  W.  P.  Alexander 

On  bill  (H.  R.  3262)  granting  a  pension  to  Mary  A.  Selbach _. 

On  bill  (H.  H.  4980)  granting  a  pension  to  Margaret  A.  Blake 

On  bill  (H.  R.  4495)  granting  an  increase  ot  pension  to  Thomas  Riley 

On  bill  (H.  R.  3531)  granting  a  pension  to  Eliza  Richardson 

On  bill  (H  'R.  4968)  granting  a  pension  to  Elizabeth  A.  Jones 

On  bill  (H.  R.  2051)  granting  a  pension  to  Ellen  Shea 

On  bill  (H.  R.  6863)  granting  a  pension  to  Henry  Stumph 

On  bill  (S.  1740)  granting  a  pension  to  Mary  J.  Welch 

On  bill  (H.  R.  4987)  granting  a  pension  to  William  Thompson 

On  bill  (H.  R.  398:))  granting  a  pension  to  Samuel  Sterling 

On  bill  (S.  3874)  granting  a  pension  to  Harriet  E.  Donaldson  . ._ 

On  bill  (S.  2749)  granting  an  increase  of  pension  to  Augustus  J.  Wernitsch 

On  bill  (H.  R.  4355)  granting  a  pension  to  Emeline  Beam .. 

On  bill  (H.  R.  6294)  granting  a  pension  to  Isabella  Hensley 

On  bill  (H.  R.  6726)  granting  a  pension  to  Isaac  Moore 

On  bill  (H.  R.  4851)  granting  a  pension  to  Eliza  J.  Glass  . ._ 

On  hill  (K.  R.  5486)  granting  a  pension  to  Eugenia  Helston 

On  bill  (H.  R.  8056)  granting  a  pension  to  Mrs.  Sallie  J.  Miner 

On  bill  (K.  R.  2469)  granting  an  increase  of  pension  to  Thomas  Ward  .. 

On  bill  (fT.  R.  2481)  granting  a  pension  to  Bridget  Tole 

On  bill  ( H.  R.  2049)  granting  a  pension  to  Jacob  E.  Goudy 

On  hill  (S.  2503)  granting  a  pension  to  Sarah  I).  Dnke. — - 

On  bill  (H.  K.  2012)  granting  a  pension  to  William  V.  Cronk 

On  bUi  (H.  R.  6757)  granting  a  pension  to  William  Crawford 
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(H.  R.  75T7)  granting  a  pension  to  William  H.  Chapman 

(S.  2841)  granting  a  pension  to  Lizzie  Wright  Owen 

(H.  R.  8865)  granting  a  pension  to  Angelina  Silver 

(H.  R.  6089)  granting  an  increase  of  pension  to  George  Uhl 

(H.  R.  5777)  granting  an  increase  of  pension  to  Sarah  Dabney... 

(S.  3194)  granting  a  pension  to  Joseph  H.  Scoopmire 

(S.  2238)  granting  a  pension  to  Elizabeth  Runisey 

(S.  2201)  granting  a  pension  to  David  Rhiveley 

(S.  2627)  granting  a  pension  to  Fred  Pehin 

(S.  2761)  granting  a  pension  to  Mrs.  Sarah  A.  Aspold 

(S.  1056)  granting  an  increase  of  pension  to  Eliha  Jones 

(S.  961)  granting  an  increase  of  pension  to  Richard  W.  Hubbell.. 

(S.  2892)  granting  an  increase  of  pension  to  Smith  J.  Shafer 

(8.  1705)  granting  a  pension  to  Ira  Man  ley 

?S.  754)  granting  a  pension  to  James  Malin 

(S.  794)  granting  a  pension  to  Margaret  Myers 

(S.  3538)  granting  a  pension  to  John  W.  Bennett  .-- 

(S.  2216)  granting  a  pension  to  Mrs.  Anna  S.  Taylor 

(S.  2390)  granting  an  increase  of  pension  to  Evelyn  W.  Miles 

(H.  R.  4128)  granting  a  pension  to  Samuel  Chandler 

(H.  R.  6725)  grantinga  pension  to  Levi  H.  Utt 

(H.  R.  4869)  granting  a  pension  to  Mrs.  Mary  Shnmway 

(H.  R,  2429)  granting  a  pension  to  Sosan  M.  Gardner 

/H.  R.  7185)  granting  a  pension  to  Mary  G.  Caley 

(S.  1712)  granting  a  pension  to  Cynthia  A.  Gndgell 

(S.  3756)  granting  an  increase  of  pension  to  William  Elmendorf  . . 

(S.  1668)  granting  a  pension  to  Henry  Poling 

(H.  R.  4190)  granting  a  pension  to  Mrs.  Snsannah  D.  Clark 

(H.  R.  7729)  granting  a  pension  to  Eva  T.  Blake _. 

(H.  R.  8474)  granting  a  pension  to  Mrs,  Belinda  Lloyd.^. ._. 

(H.  R.  5050)  granting  a  pension  to  Dolly  Blazer 

(H.  R.  5098)  granting  a  pension  to  William  A.  Benge 

(H.  R.  6153^  granting  a  pension  to  Elizabeth  Bennett 

(H.  R.  7513^  granting  a  pension  to  Pauline  M.  Beach 

(H.  R.  6211)  granting  a  pension  to  John  S.  Lozier 

^H.  R.  2011)  granting  a  pension  to  Susanna  Mitts 

(H.  R.  7659)  grantinga  pension  to  Warner  M.  Ellis 

(H.  R.  3442)  granting:  a  pension  to  Sarah  Devine 

(S.  5111)  granting  a  pension  to  William  Allen 

(H.  R.  4522)  granting  a  pens 
(H.  R.  3224)  granting  a  pens 
(H.  R.  6288i  granting  a  pens 
(H.  R.  5719)  granting  a  pens 
(H.  R.  4185)  granting  a  pens 
H.  R.  4895)  granting  a  pens 


on  to  J.  N.  Jordan 

on  to  Sally  Powell 

on  to  Catharine  Talkington 

on  to  Parrison  Tryon 

on  to  Mrs.  AntoniaB.  Lynch 

on  to  Everhard  Welter  - 

S.  3871)  granting  a  pension  to  Kate  Woodbridge  Michaelis 

H.  R.  1980)  granting  a  pension  to  Nellie  R.  Cook--_ 

(H.  R.  6097)  granting  a  pension  to  James  Goff 

(H.  R.  6721)  granting  a  pension  to  August  Seiter 

(S.  7857)  grantinga  pension  to  Mary  P.  Thompson 

(H.  R.  9782)  granting  a  pension  to  Elijah  Kilday 

(S.  3543)  granting  a  pension  to  Salina  B.  Merrick 

(S.  3159)  granting  an  increase  of  pension  to  Albert  P.  Davis 

(S.  2073)  granting  a  pension  to  Joseph  B.  Pierce 

(8.  3448)  granting  a  pension  to  Clara  H.  Mclntire 

(S.  2616)  granting  an  increase  of  pension  to  Harrison  De  F.  Young. 

(S.  2575)  granting  a  pension  to  Margaret  Flaherty 

(H.  R.  8730)  granting  a  pension  to  T.  G.  Metcalf.*. 

(H.  R.  8603)  granting  a  pension  to  Catherine  Sattle 

(H.  R.  8431)  granting  a  pension  to  Sarah  Ann  Noe 

(H.  R.  7728)  granting  a  pension  to  Mary  Walsh  ..^ 
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GOMMITTEB  OH  PXKSiOK8--continaed. 

H.  R.  7638)  granting  an  increase  of  pension  to  John  Pardy 

H.  R.7588)  granting  a  pension  to  David  Rose 

S.  7586)  granting  a  pension  to  James  O'DonneU 

H.  R.  6801)  granting  an  increase  of  pension  to  Alonzo  L.  Page- .. 

H.  R.  6647)  granting  a  pension  to  John  A.  Whitoomb 

S.  6001)  granting  an  increase  of  pension  to  EInathan  Meade 

H.  R.47i^)  granting  a  pension  to  Mary  Mayberry 

H.  R.  3968)  granting  a  pension  to  WiUiam  Wetzel 

H.  R.  3379)  granting  a  pension  to  Lydia  W.  Say  re 

H.  R2838)  granting  a  pension  to  Sarah  N.  West 

H.  R.  2756)  granting  an  increase  of  pension  to  Charles  H.  Moore. 

H.  R.2423)  granting  a  pension  to  Lncy  Hale 

H.  R.  2295)  granting  a  pension  to  Charlotte  Small 

H.  R.  2168)  granting  an  increase  of  pension  to  Stewart  Herbert. . 

H.  R.  1569)  granting  a  pension  to  William  Qnimby 

H.  R.  1564)  granting  a  pension  to  Samuel  Wilson  ...- 

H.  R  1147^  granting  an  increase  of  pension  to  Lewis  Merritt 

H.  R.  70081  granting  a  pension  to  Thomas  Shannon 

H.  R.  6833)  granting  an  increase  of  pension  to  John  B.  Vile 

H.  R.  4043i  granting  an  increase  of  pension  to  James  Y.  Law 

H.  R.  1594)  granting  a  pension  to  Anson  Freeman 

H.  R.  8926)  granting  a  pension  to  Mary  A.  Griswold 

H.  R.  9311^  granting  a  pension  to  Morgan  Diamond 

H.  R.  7999)  granting  an  increase  of  pension  to  Adeline  Whelan.. 
S.  721)  granting  an  increase  of  pension  to  Jeanie  Brent  Davenport. 

S.  1640)  granting  a  pension  to  Helen  A.  Beebe 

H.  H,  1188)  granting  a  pension  to  Elizabeth  Cheesman 

H.  K.  3261)  granting  a  pension  to  Sarah  Connally 

H.  R.  5014)  granting  a  pension  to  Ernst  Barth 

H.  R  3065)  granting  a  pension  to  Mary  Donohne 

H.  R  3066)  grantioga  pension  to  John  Dann 

H.  R  4042^  granting  a  pension  to  Chester  Denton . 

H.  R.  7972)  granting  a  pension  to  Joseph  Whitmore 

H.  R  3601)  granting  an  increase  of  pension  to  Andrew  Langton. 

H.  R.  6756)  granting  a  pension  to  Joseph  Morris 

IL  R.  6110)  granting  an  increase  of  pension  to  Harvey  T.  Alcott. 

H.  R.  7331)  granting  a  pension  to  Freeman  Bnell 

H.  R.  5545)  granting  a  pension  to  Absalom  Carney 

H.  R  8326)  granting  a  pension  to  Benjamin  F.  Donglass 

H.  R.  7816)  granting  a  pension  to  Harriet  £.  Cooper 

H.  R.  3259)  granting  a  pension  to  Simon  Beakler 

H.  R  7449)  granting  a  pension  to  Ezra  E.  Annis 

PL  R.  4807)  granting  a  pension  to  Lydia  G.  Carnes 

H.  R.  8429)  granting  an  increase  of  pension  to  William  P.  Squire. 

H.  R.  7367)  granting  a  pension  to  Sarah  M.  Williams 

H.  R.  9727)  granting  a  pension  to  Joseph  D.  Fisher 

H.  R.  1155)  granting  a  pension  to  Francis  M.  Hull 

H.  R.  5709)  granting  a  pension  to  Sarah  A.  Harrison 

H.  R.  2531)  granting  a  pension  to  Robert  W.  Herod 

H.  R.  3458)  granting  a  pension  to  Ann  KufTner 

H.  R.  3585)  granting  a  pension  to  James  T.  Fnrlow 

H.  R.  1148)  granting  a  pension  to  WiUiam  Ellsworth  Fletcher. .. 

H.  R.  4967)  granting  a  pension  to  Catharine  Keed 

H.  R.  5118)  granting  a  pension  to  Amanda  J.  Delap 

H.  R.  7958)  granting  a  pension  to  Christopher  C.  Funk 

S.  3723)  granting  an  increase  of  pension  to  Thomas  B.  Shaw 

H.  R.  9359)  granting  an  increase  of  pension  to  B.  F.  Hilliker 

H.  R.  89] 0)  granting  an  increase  of  pension  to  Clinton  Spencer.. 

H.  R.  4461)  granting  an  increase  of  pension  to  I^ura  L.  Wallen. 

H.  K.  8009)  to  restore  to  the  pension  roll  the  name  of  Abner  More- 
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COMMITTEE  OK  PENSIONS — continued. 

On  bill  rS.  2184)  granting  a  pension  to  Sarah  L.  Knight 

On  bill^H.  R.  7330J  granting  a  pension  to  William  R.  Arey 

On  Mil  (H.  R.  2418)  granting  a  pension  to  Jonathan  Dean,  sr '. 

On  bill  (H.  R.  1404^  granting  a  pension  to  Mary  Ann  Lang 

Ou  bill  (H.  R.  1884)  granting  a  pension  to  George  F.  White 

On  bill  (U.  R.  AO'iG)  granting  a  pension  to  Christian  Kunzie 

On  bill  (H.  R.  8560)  granting  a  pension  to  Sallie  H.  Wilson.. 

On  bill  (H.  R.  1405)  granting  a  pension  to  Betsey  R  Cole    

On  bill  (H.  R.  2424)  granting  a  pension  to  Mary  W.  Smalley 

On  bill  (H.  R.  7263)  granting  an  increase  of  pension  to  Henry  L.  Potter.. 

On  bill  (H.  R.  7369)  granting  a  pension  to  Jane  M.  McCrabb 

On  bill  (H.  R.  2674)  granting  a  pension  to  Mary  F.  Cochran 

Ou  bill  (H.  R.  6280)  granting  a  pension  to  I^w'rence  Dougherty 

Ou  bill  (H.  R.  6601)  granting  a  pension  to  Archibald  F.  Coon 

On  bill  (H.  R.  1110)  granting  a  pension  to  William  J.  Bryan 

On  bill  (H.  R.  6831)  gran  ting  a  pension  to  Norman  Cleveland 

On  bill  (H.  R.  6913)  granting  a  pension  to  Alexander  G.  Davis 

On  bill  (H.  R.  1793)  granting  a  pension  Mrs.  Alice  A.  Cunningham 

Ou  bill  (H.  R.  7529)  granting  a  pension  to  Belle  Morrison 

On  bill  (H.  R.  4167)  granting  a  pension  to  Lorenzo  D.  Whitefoid 

On  bill  (H.  R.  7719)  granting  a  pension  to  Mrs.  Catharine  Sonne 

On  bill  (H.  R.  5107)  granting  a  pension  to  David  L.  Truese 

On  bill  (H.  R.  34.S8)  granting  an  increase  of  pension  to  John  F.  Taafife 

On  bill  (H,  R.  6032)  granting  a  pension  to  Mary  Welsh.-. ._ 

On  bill  (H.  R.  9232)  granting  a  pension  to  George  E.  Taylor 

On  bill  (H.  R.  1296)  granting  an  increase  of  pension  to  Mrs.  Henrietta  O. 

Whitaker... 

On  bill  (S.  3730)  granting  a  pension  to  Mary  E.  Greening 

On  bill  (H.  R.  1765)  granting  a  pension  to  James  Butler 

On  bill  (H.  R.  2266)  granting  a  pension  to  William  Barnes 

On  bill  (H.  R.  8109)  granting  a  i)ension  to  George  W.  Scott 

On  bill  (U.  li.  7578)  granting  a  pension  to  Thompeion  N.  Statham 

On  bill  (II.  R,  7514)  granting  a  pension  to  Johanna  Sheld 

On  bill  (H.  R.  8440)  granting  a  pension  to  Henrietta  M.  Gregg. .... 

On  bill  (S.  2021)  granting  a  pension  to  Ellen  Miller 

On  bill  (8.  3005)  granting  an  increase  of  pension  to  Sarah  R.  Bleecker... 
On  bill  (S.  2749)  granting  an  increase  of  pension  to  Augustus  J.  Wemitsch 

On  bill  (S.  1725)  granting  a  pension  to  Anna  Teal 

On  bill  (S.  1724)  granting  a  pension  to  Charlotte  Stenger 

On  bill  (S.  2997)  granting  a  pension  to  William  C.  Br^ley 

On  bill  (S.  2957)  granting  a  pension  to  John  E.  Burns 

On  bill  (8.  3506)  granting  a  pension  to  George  H.  Sargent 

On  bill  (S.  5868)  granting  a  pension  to  Francis  Pearce 

On  bill  (8.  2560)  granting  an  increase  of  pension  to  Nelson  Monroe 

On  bill  (H.  R.  19)  granting  an  increase  of  pension  to  Edward  P.  Quinn  .. 

On  bill  (S.  1778)  granting  a  pension  to  Gaston  Winters 

On  bill  (H.  R.  1187)  granting  a  pension  to  George  Obergfell 

On  bill  (H.  R.  3958)  granting  a  pension  to  Sarah  Ij,  Patterson 

On  bill  (S.  3970)  granting  an  increase  of  pension  to  William  A.  Thomas  . 

On  bill  (II.  U.  6995)  granting  a  pension  to  Isabella  Wentworth 

On  bill  (H.  R.  7840)  granting  a  pension  to  Mrs.  Lillie  Otis 

On  bill  (II.  R.  8611)  granting  a  pension  to  Hugh  L.  McCormick 

On  bill  (H.  R.  8485)  granting  an  increase  of  pension  to  Owen  C.  Powell  ._ 

On  bill  (H.  R.  8861)  granting  a  pension  to  Jane  N.  Terry 

On  bill  (8. 2590)  granting  a  pension  to  Charles  E.  Scott 

On  bill  (H.  R.  7076)  granting  a  pension  to  Cornelius  J.  Wiley 

On  hill  (H.  R.  9961)  granting  a  pension  to  Oran  M.  Collingsworth 

On  bill  (II.  R.  6592)  granting  a  pension  to  Rachel  f^vy 

On  bill  (II.  R.  1824)  granting  a  pen.sion  to  Christiana  Frederika  Zent- 

meyer 

On  bill  (S.  109)  granting  a  pension  to  Lucinda  W.  G rover 
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ooMMirrBS  ON  PENSIONS — oontinued. 

On  bill  (H.R.  6519)  granting  a  pension  to  William  M.  Nourae 

On  bill  (H.  R.  6305)  granting  a  pension  to  Hajden  Sorter 

On  bill  (H.  R.8221)  granting  a  pension  to  William  White  - 

On  bill  (H.  R.  7675)  granting  a  pension  to  Stephen  A.  Kennedy 

On  bill  (H.  li.5108)  granting  a  pension  to  George  W,  Hntchison 

On  bill  (H.  R.  6074)  granting  a  pension  to  Albert  C.  Andrews 

On  bill  (H.R.  4834)  granting  a  pension  to  William  S.  Grow 

On  bill  (S.  1116|  granting  an  increase  of  pension  to  Harrison  W.  Koonce. 

On  bill  (3. 1119)  granting  an  increase  of  pension  to  Willian  H.  Glenn 

On  bill  (S.  2010)  granting  an  increase  of  pension  to  Andrus  Seamens 

On  bill  (S.  3988)  granting  a  pension  to  Joseph  B.  Sellers 

On  bill  (S.  3986)  granting  a  pension  to  Ralph  Waldo  Nason 

On  bill  (S.  4010)  granting  a  pension  to  Helen  A.  Patterson 

On  bill  (S.  2248)  granting  a  pension  to  Lncinda  Allen 

On  bill  (8.  3985)  granting  a  pension  to  Agnes  Ashley 

On  bill  ^8. 2108)  granting  a  pension  to, Sarah  Hoover 

On  bill  (H.  4045)  granting  a  pension  to  John  Farrell 

On  bill  (H.  R.  9353)  granting  a  pension  to  Dwight  Parker 

On  bill  (S.  1731)  granting  a  pension  to  Margaret  Mattox 

On  bUl  (S.  769)  granting  a  pension  to  Albert  H.  Aldrich 

On  bill  (S.  814)  granting  a  pension  to  Clara  Fowler 

On  bill  (S.  1730)  granting  a  pension  to  Ellen  Maloney.. .— _ 

On  bill  (S- 1733)  granting  a  pension  to  Lanra  James 

On  bill  (S.  4046)  granting  a  pension  to  William  Norwood 

On  bill  (S.  1674)  granting  a  pension  to  Lucy  A.  Sain 

On  bill  (S-3067)  granting  a  pension  to  Joseph  La  Preaze 

On  bill  (S.  3414)  granting  an  increase  of  pension  to  James  Melvine 

On  bill  (8.2843)  granting  a  pension  to  Mary  Hayne .  - -. 

On  bill  (S.  4016)  granting  a  pension  to  Frank  C.  Myrick 

On  bill  (H.  R.  1994)  granting  an  increase  of  pension  to  Arnold  Meyer 

On  bill  (H.  R.  10074)  granting  a  pension  to  Wilhelm  Griese _. 

On  bill  (8.  3275)  granting  an  increase  of  pension  to  John  William  Cable 

On  bill  (H.  R.  7959)  granting  a  pension  to  Fredrick  B.  Sells  ._ 

On  bill  (8. 1521)  granting  a  pension  to  David  Drnmheller 

On  bill  (H.  R.  4686)  granting  a  pension  to  Hannah  Bedford 

On  bill  (H.  R.  2110)  granting  a  pension  to  Braddock  F.  Stocking 

On  bill  (H.  R.  1598)  granting  a  pension  to  Sarah  A.  Tryon 

On  bill  (H,  R.  8061)  granting  an  increase  of  pension  to  Jennie  D.  Hoskins 

On  bill  (S.  3927)  granting  a  pension  to  Maria  E.  l^ker .- 

On  bill  (S.  3734)  granting  an  increase  of  pension  to  E.  S.  Bishop 

On  bill  (H.  R.  5810)  granting  an  increase  of  pension  to  John  B.  Davis ... 

On  bill  (H.  R.  9008)  granting  an  increase  of  pension  to  Zo  S.  Cook 

On  bill  (H.  R.6755)  granting  a  pension  to  A.  B.  Reeves _ _ 

On  bill  (S.  1473)  granting  an  increase  of  pension  to  Cornelia  R.  Chandler 

On  bill  (S.  3183)  granting  a  pension  to  Mrs.  Amanda  M.  Smyth 

On  bill  (S.  7881)  granting  a  pension  to  Mrs.  Martha  £.  Grant 

On  bill  (H.  R.  7885)  granting  a  pension  to  R.  Allen  McCormick 

On  bill  (S.  3214)  granting  a  pension  to  Mary  S.  Miller 

On  bill  (S.  3257)  granting  a  pension  to  Mary  Crook 

On  bill  (S.  3332)  granting  an  increase  of  pension  to  Margaret  E.  Pierce  . 

On  bill  (S.  3511)  granting  a  pension  to  Catharine  E.  Babcock 

To  accompany  petition  for  a  pension  to  Samuel  Doss 

On  bill  (8.  2445)  granting  an  increase  of  pension  to  William  R.  Lebert. . 

On  bill  (8. 1647)  granting  a  pension  to  Sarah  A.  Hanger 

On  bill  (S.  2571)  granting  a  pension  to  Francis  C.  Smith 

On  bill  (H.  R.  9580)  granting  a  pension  to  Rebecca  Tussey 

On  bill  (H.  R.  5031)  granting  a  pension  to  George  W.  White 

On  bill  (8.  3477)  grantinga  pension  to  Niel  Nielsson 

On  bill  (8. 1994)  grantinga  pension  to  Henry  Sommers 

On  bill  (8.  3550)  grantinga  pension  to  Dora  Benjamin     

On  bill  (H.  R.  7482)  granting  an  increase  of  peusiou  to  John  P.  Davis. -_ 
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S.  2370)  granting  a  pension  to  Philip  T.  Greely 

S.  2610)  granting  a  pension  to  N.  L.  Tonng - 

8. 3957)  granting  an  increase  of  x>en8ion  to  Mary  Mcintosh 

H;R.  10122)  granting  a  pension  to  Mary  L.  Radford     

S.  10445)  granting  an  increase  of  pension  to  Evelyn  W.  Miles... 

H.  R.  3034)  granting  a  pension  to  George  W.  Pitner 

S.7734)  grouting  a  pension  to  M.  M.  Boyle... -- 

S.  1081)  granting  an  increase  of  pension  to  John  S.  Hall 

8. 1992)  granting  an  increase  of  pension  to  Cornelia  R.  Chandler. 
8. 1991)  to  return  to  the  pension  rolls  the  name  of  John  Kalb- 


H.  R.8262)  granting  a  pension  to  Parker  Adams 

H.  R.  9424)  granting  a  pension  to  EbenE.  Smith 

H.  R.  4415)  granting  a  pension  to  John  8.  Dill 

H.R  2430)  granting  a  pension  to  Ruth  A.  Ball.. — . 

H.  R.  4935)granting  an  increase  of  pension  to  Elmore E.  Ewing.. 

H.  R.  4930)  granting  a  pension  to  Joseph  Fisher 

H.  R.  8371)  granting  increase  of  pension  to  Thomas  H.  Qohagan 

H.  R.  7658)  granting  a  pension  to  Isaac  Kelly - 

8.  2050)  granting  a  pension  to  Franklin  Bannon 1 

8. 2053)  granting  a  pension  to  Richard  H.  Taylor 

8.  2265)  granting  a  pension  to  James  B.  Light — . 

8. 3468)  granting  a  pension  to  Thomas  H.  Fifield 

8. 3549)  granting  an  increase  of  pension  to  Mrs.  Caroline  Hanne- 


H.  R.  4427)  granting  a  pension  to  Mary  R  Boeke 

8. 2574)  granting  a  pension  to  Benjamin  F.  Brown 

8.2128}  grantinga  pension  to  Mrs.  Zelinda  Hill 

8. 3948)  granting  a  pension  to  Morris  Leavey 

S.  626)  granting  a  pension  to  Mary  E.  Williams _, 

8.  3431)  granting  a  pension  to  Martha  N.  Hudson 

H.  R.  7285)  granting  a  pension  to  Norman  B.  Pratt 

H.  R.  6071)  granting  a  pension  to  O.  Herrick  Le  Fevre 

H.  R.  8822)  granting  an  increase  of  pension  to  8am nel  D.  Picher. 

H.  R.  10902}  granting  a  pension  to  Martin  Brachall  -__ 

H.  R.  5099)  granting  a  pension  to  Mrs.  Angeline  Greene 

8.  9783)  granting  a  pension  to  Mary  Ferguson 

8.  4233)  grantinga  pension  to  Jessie  Fr6mont 

8.  3711)  granting  pension  to  Ellen  M.  McClellan.— 

H.  R.  8532)  granting  a  pension  to  Mary  Webster 

8.  4198)  granting  a  pension  to  John  E.  Daggett 

8.  4254)  granting  a  pension  to  Mrs.  Elizji  Wallace 

8.  3816)  granting  a  pension  to  Margaret  D.  Marcfaand 

8.  3608)  granting  apension  to  Irena  W.  Gibson 

8.  1552)  granting  a  pension  to  Louise  8eldon 

H.  R.  2005)  granting  an  increase  of  pension  to  Bennett  8.  8hang. 
H.  R.  6164)  granting  an  increase  of  pension  to  Thomas  H.  Isbell. 

8.  3634)  granting  an  increase  of  pension  to  Eli  C.  Walton. 

8.  1826)  granting  apension  to  members  of  Powell's  Battalion 

ri  Volunteers 

II.  R.  3018)  grantinganincrease  of  pension  to  Phil.  J.  Hurlbert. 
8.  4243)  granting  an  increase  of  pension  to  Gurden  L.  Wright- .. 
If.  R.  9945)  granting;  an  increase  of  pension  to  Charles  Barker. .. 

8.  3234)  granting  a  pension  to  Harriet  B.  Hamilton 

8.  3995)  grantinga  pension  to  Myra  E.  I^kin ..__ 

H.  R.  5521)  granting  a  pension  to  Miss  Francis  Thatcher 

If.  R.  2754)  granting  apension  to  Adele  Jones . 

S.  4167)  granting  an  increase  of  pension  to  8arah  V.  Azpell 

H.  R.  8584)  granting  an  increiise  of  pension  to  Edward  Healy. .- 

8.  4228)  granting  a  pension  to  Mary  8.  Williams. 

If.  R.  2431)  granting  a  pension  to  Mary  H.  Curtis... 
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Qd  WU  (S.  4209)  granting  a  pension  to  Henry  W.  Haley 

On  bill  (H-  ^*  li^)  granting  a  pension  to  Levi  H.  Naron 

On  bill  (H.  H.  6798)  granting  an  increase  of  pension  to  George  H.  Brown- 
On  bill  (H.  R.  6391)  granting  a  pension  to  Mrs.  Margaret  A.  Jacoby 

On  bill  (H.  R.  2385)  granting  a  pension  to  Barney  McArdle 

On  bill  (H.  R.  5144)  grantinga  pension  to  Jonas  H.  Keen 

On  bill  (H.  R.  5145)  granting  a  pension  to  W.  H.  O'Brien _. 

On  bill  (S.  2566)  granting  a  pension  to  Andrew  J.  Elliot 

On  bill  (B.  987)  granting  a  pension  to  Mary  L.  Miller 

On  bill  (H.  R.  2804)  granting  an  increase  of  pension  to  Charles  W.  Kridler. 

On  bill  (H.  R.  6992)  granting  a  pension  to  Susan  E.  Freeman 

On  bill  (H.  R.  5851)  granting  a  pension  toMathew  Lambert 

On  bill  (8. 792)  granting  a  pension  to  Martha  J.  Dodge 

On  bil  1  ( H.  R.  4853)  granting  a  pension  to  Gabriel  Stephens 

On  bill  (S.  4313)  granting  an  increase  of  pension  to  Stephen  D.  Smith 

On  bill  (S.  422U)  granting  a  pension  to  Mrs.  Mary  £.  Dickey 

On  bill  ( H.  R.  10208)  granting  an  increase  of  pension  to  Moses  Crraham 

On  bill  (H.  R.  8890)  granting  an  increase  of  pension  to  Lewis  Solomon 

On  bill  (H.  R.  5712)  granting  a  pension  to  J.  G.  Fetherstcme 

On  bill  (H.  R.7914)  granting  a  pension  to  Jay  Marvin 

On  biU  (H.  R.  6084)  for  the  reUel  of  Thomas  Nelson 

On  bill  (H.  R.  1568)  granting  a  pension  to  Delphina  P.  Walker 

On  bill  (H.  R.  9138)  grantinga  pension  to  Elizabeth  Gnshwa 

On  bill  (H.  R.  10951)  granting  a  pension  to  Lnciuda  Rawlingson 

On  bill  (H.  R.  6833)  grantihg  a  pension  to  Allen  Morris 

On  bUl  (H.  R.  10334)  granting  a  pension  to  Parish  Wiatt - 

On  bill  (H.  R.  10234)  granting  a  pension  to  Rebecca  Yoang 

On  bill  (H.  R.  5736)  granting  a  pension  to  John  L.  Lindel 

On  bill  (H.  R.  4688)  grantinga  pension  to  Thomas  James 

On  bill  (H.  R.  10083)  granting  an  increase  of  pension  to  George  Mnrry  _. 

On  bill  (H.  R.  1284)  granting  a  pension  to  Theodora  M.  Piatt 

On  bUl  (H.  R.  10202)  granting  a  pension  to  O.  E.  Hukill 

On  bill  (H.  R.  8059)  granting  a  pension  to  Mrs.  Emma  A.  Stafford 

On  bill  (H.  R.  1466)  granting  a  pension  to  Mrs.  Mary  Ewall 

On  bill  (H.  R.  10231)  granting  an  increase  of  pension  to  Sandford  Kirk- 

patrick , 

On  bill  (H.  R.  11345)  granting  a  pension  to  Thomas  Beaumont 

On  bUl  (H.  R.  10033)  granting  a  pension  to  Isaac  Riseden 

On  bill  (H.  R.  2279)  granting  a  pension  to  Abraham  W.  Jackson 

On  bill  (H.  R.  10154)  granting  a  pension  to  John  M.  Harris 

On  bill  (H.  R.  3587)  granting  a  pension  to  Stacey  Keener 

On  bill  (H.  R.  5654)  granting  a  pension  to  Elizabeth  R.  Lockett 

On  bill  (S.  3649)  granting  an  increase  of  pension  to  Katberine  W.  Howell. 

On  bill  (H.  R.  3734)  granting  a  pension  to  John  Mann 

On  bill  (H.  R.  11547)  granting  a  pension  to  Lucinda  Chapin 

On  bill  (H.  R.  9590)  granting  a  pension  to  Matilda  Evans 

On  bill  (H.  R.  6676)  granting  a  pension  to  John  J.  Tully _. 

On  bill  (H.  R.  9692)  granting  an  increase  of  pension  to  John  A.  Johnson . 

On  bill  (H.  R.  2414)  granting  an  increase  of  pension  to  Nelson  Rich 

On  bill  (H.  R.  2415)  granting  a  pension  to  Nancy  Carey 

On  bill  (H.  R.  2427)  granting  a  pension  to  Fletcher  Galloway 

On  bill  (H.  R.  1338)  granting  a  pension  to  Mary  A.  Green 

On  bill  (H.  R.  2965)  granting  a  pension  to  Rachel  Barnes 

On  bill  (H.  R.  8210)  granting  a  pension  to  Maria  L.  Caraher 

On  bill  (S.  2279)  granting  a  pension  to  Maria  L.  Caraher 

On  bill  (H.  R.  6070)  granting  a  pension  to  Agnes  M.  Bradley 

On  bill  (H.  R.  7899)  granting  a  pension  to  Sophia  J.  Dimick 

On  bill  (H.  R.  6218)  granting  an  increase  of  pension  to  Alexander  Forsyth 

On  bill  (H.  R.  7338)  granting  apension  to  Louisa  M.  Sippell . 

On  bill  (If.  R.  11169)  granting  a  pension  to  Isadore  Hitter < 

On  bill  (H.  B.  11355)  granting  a  pension  to  Mary  L.  Brown 
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On  bill  (II.  R  5628)  granting  a  pension  to  David  Shively 

On  bill  (H.  R,  9518)  for  the  relief  of  Margaret  Hetzel .- - _, 

On  bill  (H.  R.  7815)  granting  a  pension  to  Maryett  Vaille 

On  bill  (S.  3232)  granting  :i  pension  to  Abbie  Li.  Keddington 

On  bill  (H.  R.  10245)  granting  a  pension  to  Hettie  McConnell . 

On  bill  (H.  R.  7422)  granting  a  pension  to  Kate  L.  Townea 

On  bill  (H.  R.  10036)  granting  a  pension  to  James  B.  Reed 

On  bill  (H.  R,  7964)  granting  a  pension  to  Margaret  Pratt 

On  bill  (H.  R.  10651)  granting  a  pension  to  J.  W.  Robertson 

On  bill  (ii.  R.  10320)  granting  a  pension  to  Nancy  Cato -- 

On  bill  (H.  R.  8928)  granting  a  pension  to  Daniel  M.  Miller 

On  bill  (H.  R.  3528)  granting  a  pension  to  James  Knctsar 

On  bill  (H.  R.  1154J)  granting  a  pension  to  James  H.  Means 

On  bill  (U.  Ii.  1177^^1  granting  an  increase  of  pension  to  Mary  H.  dishing. 

On  bill  (H.  R.  10350)  granting  a  pension  to  Elizabeth  Patten 

On  bill  (H.  R.  10635)  granting  a  pension  to  Olive  M.  Hechtman 

On  bill  (S:  3196)  granting  an  increase  of  pension  to  Michael  McGarvey  .. 

On  bill  (H,  R.  11417)  granting  a  pension  to  Cecilia  I.  Woods. ._ 

On  bill  (H.  R.  9897)  gran  ting  an  increaseof  pension  to  William  B.  McCreery 
On  bill  (H.  R.  11687)  granting  an  increase  of  pension  to  Clementine  Fink. 

On  bill  (H.  R.  8640)  granting  a  pension  to  Elizabeth  Abell  

On  bill  (H.  R.  9317)  granting  a  pension  to  Margaret  M.  Clements . 

On  bill  (H.  R.  5345 j  jgranting  a  pension  to  Sarah  A.  Smail 

On  bill  (H.  R.9935)  granting  a  pension  to  William  Stover.- 

On  bill  (H.  R.  10679)  granting  a  pension  to  Clara  Reed «_. 

On  bill  (H.  R.  9934)  grantinga  pension  to  Conrad  McClain 

On  bill  (H.  R.  8211)  granting  an  increase  of  pension  to  Rebecca  E.  Simon. 

On  bill  (H.  R.  7897)  granting  an  increase  of  pension  to  John  Clark 

On  bill  (H.  R.  11075)  granting  a  pension  to  John  R  Roper 

On  bill  (H.  R.  8016)  granting  an  increase  of  pension  to  John  B.  Reed 

On  bill  (H.  R.  9666)  granting  an  increase  of  pension  to  Ransom  E.  Braman 

On  bill  (H.  R.  2317)  granting  a  pension  to  Anna  McCreary-. 

On  bill  (H.  R.  2318)  granting  a  pension  to  M.  Foreman 

On  bill  (H.  R.  4210)  granting  an  increase  of  pension  to  John  H.  Grove 

On  bill  (H.R.  4858)  granting  a  pension  to  Abigail  Hughes..- 

On  bill  (H.  R.  4369)  granting  an  increase  of  pension  to  Milton  Barnes 

On  bill  (H.  R.  9054)  grantinga  pension  to  Sarah  McCormick _. 

On  bill  (H.  R.  10938)  granting  a  pension  to  Agnes  R.  Kice— _ — 

On  bill  (H.  R.  9840)  granting  an  increase  of  pension  to  Prentiss  Folger  ._ 

On  bill  (H.  R.  10429)  granting  a  pension  to  Uriah  Bryant 

On  bill  (H.  R.  8300)  granting  a  pension  to  John  A.  Anderson 

On  bill  (H.  R.  1279)  granting  a  pension  to  Mary  E.  Daniels 

On  bill  (H.  R.  10121)  granting  a  pension  to  Mary  L.  Nash 

On  bill  (H.  R.  10710;  granting  a  pension  to  James  H.  Vosbnrgh 

On  bill  (H.  R.  10458)  granting  a  pension  to  Thomas  J.  Reed 

On  bill  (H.  R.  10031)  granting  a  pension  to  William  Tolle  -_ 

On  bill  (H.  R.  1894)  granting  a  pension  to  Silas  JJeezley 

On  bill  (H.  R.  8029)  granting  a  pension  to  Alexander  Callison.- 

On  bill  (H.  R.  10A57)  granting  increase  of  pension  to  Presley  Hale 

On  bill  (H.  R.  10709)  granting  a  pension  to  Calvin  Rasor 

On  bill  (H.  R.  11662)  granting  a  pension  to  Henry  A.  Barnnm -_ 

On  bill  (H.  R.  9244)  granting  a  pension  to  Lewis  W.  Bloom 

On  bill  (H.  R.  11375)  granting  a  pension  to  Mrs.  A.  W.  Ackley 

On  bill  (H.  R.  10753)  granting  a  pension  to  Mary  E.  Hicks 

On  bill  (H.  R  10075)  granting  a  pension  to  Montreville  A.  Harrington  .. 

On  bill  (H.  R.  10572)  grantinga  pension  to  Maria  L.  McCnlloh 

On  bill  (H.  R.  7574)  grantinga  pension  to  Mrs.  I^onora  Coon -_- 

On  bill  (H.  R  5812)  granting  a  pension  to  Alonzo  Hix.- 

On  bill  (H.  1^.  H918)  granting  a  pension  to  Kmeline  J,  Bnsbnell 

On  bill  (H.  R.  7523)  granting  a  pension  to  Calvin  Gunn 

On  bill  (s.  3760)  granting  a  pension  to  J.  Seatun  Kelso 
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COMMITTEE  ON  PENSIONS— oon tinned. 

H.  R.  8IJ81)  granting  increase  of  pension  to  Asenath  Turner 

H.  K.  10567)  granting  a  pension  to  W.  G.  Triece __ 

II.  K.  9529)  granting  a  pension  to  Emma  G.  Clark 

II.  K\  9302)  granting  a  pension  to  Jobn  Scndder 

H.  li,  9826)  granting  a  pension  to  Rachael  A.  Fenstaraaker 

H.  K.  6195)  granting  a  pension  to  Clarrissa  Barker 

If.  R.  7739)  granting  a  pension  to  Mary  Cannon 

H.  R.  90:^4)  granting  a  pension  to  David  Stockwell 

H.  R.  9716)  granting  a  pension  to  Jobn  Grace 

H.  R.  8234)  granting  a  pension  to  Catharine  S.  l^wrence 

H.  R.  9375)  granting  an  increase  of  pension  to  Mrs.  Catharine 


If.  R.  9270)  granting  an  increase  of  pension  to  Charles  E.  Osborn. 

H.  R.  9371)  granting  a  pension  to  Fanny  A.  Patuey 

if.  U.  9126)  granting  a  pension  to  William  W.  Keed-.._ 

H.  R.  8473)  granting  a  pension  to  Thompson  Kiley 

H.  R.  11481)  grantinganincreaseof  pension  to  FMwinD.  Bradley. 
K.  R.  9105)  granting  an  increase  of  pension  to  Michael  Hargain.. 

H.  R.  2487)  granting  a  pension  to  Mirager  Hancock 

H.  R.  7718)  granting  a  pension  to  Thomas  Egan 

H.  R.  2550)  granting  a  pension  to  William  C.  Ebert 

If.  R.  11122)  granting  a  pension  to  Sarah  Anderson 

H .  R.  8163)  granting  a  pension  to  W.  W.  Reely _ 

M.  R.  8923)  granting  a  pension  to  James  M.  Monroe 

H.  R.  7463)  granting  a  pension  to  Lawrence  M.  Cafflin _.. 

If.  R.  6349)  increasing  the  pension  to  MarySnead 

S.  435)  granting  a  pension  to  Malinda  Collins 

8. 1040)  granting  a  pension  to  Thomas  H.  Wilkerson _•— . 

H.  R.  9316)  granting  an  increase  of  pension  to  Thomas  G.  Boss... 

S.  4370)  granting  a  pension  to  John  M.  Dunn 

H.  R.  10634)  granting  a  pension  to  Clark  Stewart _ 

H.  R.  8713)  granting  a  pension  to  Rhoda  Buck ...  . 

S.  573)  granting  an  increase  ol  pension  to  Mark  F.  Carter 

H.  R.  1 1678)  granting  a  pension  to  Rel>ecca  A.  Green 

H.  R.  2420)  granting  a  pension  to  Julia  W.  Freeman 

H.  R.  6148)  granting  a  pension  to  Mary  J.  Banders  ._ 

H.  R.  10898)  granting  an  increase  of  pen<^ion  to  Daniel  P.  Roberts. 
H.  R.  11171)  granting  an  increase  of  pension  to  Edwin  Keeder ._. 

S.  3586)  granting  a  pension  to  Johanna  Willoth 

8. 3438)  granting  a  pension  to  John  K.  Hummer 

8. 1677)  granting  a  pension  to  John  Speech 

8. 2761)  granting  a  pension  to  Mrs.  Sarah  A.  Aspold 

S.  3258)  granting  a  pension  to  Adaline  L.  Miller 

8. 44 16)  gran  ting  a  pension  to  Thomas  Richardson _. 

U.R.  8700)  granting  a  pension  to  Mira  Baldwin 

a  2808)  granting  a  pension  to  Amos  Gilbert _ 

8.  2047)  granting  a  pension  to  Esther  J.  Boone 

H.  R.  10985)  granting  a  pension  to  Isaac  N.  Jacobs 

H.  R.  9436)  granting  a  pension  to  E.  T.  Hanlon 

H.  R.  1117)  granting  a  pension  to  Sarah  E.  Palmer 

H.  R.  9225)  granting  a  pension  to  Theodore  L.  Alexander 

H.  R.  9736)  granting  a  pension  to  Lovey  Aid  rich 

H.  R.2428)  granting  a  pension  to  Emily  Onderdonk 

H.  R.  7149)  granting  a  pension  to  Hannah  E.  Winney  .-. 

H.  R.  8519)  granting  a  pension  to  John  Frohlin 

H.  R.  3169)  granting  a  pension  to  Alexander  F.  Dntton 

Fi.  R.  10398)  granting  an  increaseof  pension  to  Mary  A.  Biaisdell 

H.  R.  9245)  granting  a  pension  to  T^nis  P.  Noross 

H.  R.  1172 »)  granting  an  increase  of  pension  to  Noah  Bisbee 

H.  R.  8088)  granting  a  pension  to  Thelbert  H.  Head 

H.  R.  4258)  granting  an  increase  of  pension  to  Francis  Oilman  -. 
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OOMMITTEE  ON  PENSIONS — contioaed. 

On  bill  (H.  R.  11457)  {^rantiog  an  increase  of  pension  to  Mary  Y.  Deweea 

On  bill  (H.  R.  6052)  granting  a  pension  to  Martha  A.  Bowling 

On  bill  (H.  R.  !)02(i)  granting  a  pension  to  Nancy  W.  Leasure 

On  bill  (II.  K.  5H35)  granting  a  pension  to  Maria  B.  Judab 

On  bill  (H,  K.  11650)  granting  a  pension  to  Emily  Fry 

On  bill  (H.  R.  6338)  granting  a  pension  to  Eben  Muse 

On  bill  (H.  R.  3796)  granting  a  pension  to  Abraham  Zimmerman 

On  bill  (H.  R,  7375)  granting  a  pension  to  Susan  A.  Dean > 

On  bill  (H.  R.  4825)  granting  a  pension  to  Arthur  Coiinery 

On  bill  (H.  R.  2002)  granting  a  pension  to  John  C.  Morrison 

On  bill  (H.  R.  4179)  granting  a  pension  to  Nancy  J.  Dorlos 

On  bill  (H.  R.  6916)  granting  a  pension  to  Adeline  BIy _ 

On  bill  (H.  R.  9565)  grauting  a  pension  to  Joseph  M.  Wilson 

On  bill  (H.  R.  10811)  granting  a  pension  to  Asa  Joiner 

On  bill  (H.  R.  Iu810)  granting  a  pension  to  Samuel  8.  Humphreys 

On  bill  (H.  R.  10682)  granting  a  pension  to  Jernsha  P.  Harding 

On  bill  (H.  R.  11304)  granting  a  t>ension  to  Mary  Jane  Blackledge 

On  bill  (H.  R.  8124)  granting  a  pension  to  George  Everts 

On  bill  (H.  R.  12012)  granting  a  pension  to  Hannah  B.  Shepherd 

On  bill  (H.  K.  9767)  granting  a  pension  to  John  S.  Ferguson 

On  bill  (H.  H.  4396)  granting  a  pension  to  John  Grant 

On  bill  (H.  R.  9254j  granting  an  increase  of  pension  to  Stephen  L.  Kear- 
ney   _ 

On  bill  (H.  R.  12013)  granting  a  pension  to  John  D.  Bagley 

On  bill  (H.  R.  6356)  granting  a  pension  to  Martha  A.  Foster 

On  bill  (H.  R.  6635)  granting  a  pension  to  George  R.  Wright. __ 

On  bill  (H.  R.  4728)  granting  a  pension  to  Henry  W.  Bnrlingame 

On  bill  (H.  R.  6359)  granting  a  pension  to  Charity  P.  Harrison 

On  bill  (H,  R.  6663)  granting  a  pension  to  James  S.  Smith 

On  bill  (H.  R.  9236)  granting  a  pension  to  Mrs.  Margaret  O'Conner 

COMMirrBB  ON   POST-OFFICES  AND  POST-ROAD8. 

On  bill  (S.  260)  for  the  relief  of  the  New  York,  Lake  Erie  and  Western 
Railroad  Company 

On  bill  (S.  309)  for  the  relief  of  Thomas  Chambers ,__ 

On  bill  (S.502)  for  the  relief  of  L.  J.  Worden _.. ._ 

On  bill  (S.888)  for  the  relief  of  George  K.  Otis _ . 

On  bill  (S.  139)  for  the  relief  of  James  H.  Smith 

On  bill  (S.  928)  for  the  relief  of  the  legal  representatives  of  Cbanncoy  M. 
Look  wood  _««.  -.— _     • 

On  bill  (S.747"j"for  tiie  relief  of  J.  A  .Towlerilll-I'-"!"^!."!"!'.!^!! 

On  bilUS.  1934)  for  the  relief  of  O.  M.  Laraway 

On  bill  (S.739)  for  the  relief  of  Mrs.  E.  Trask 

On  bill  (S.  410)  for  the  relief  of  E.  R.  Shipley 

On  bill  (S.  1176)  for  the  relief  of  Royal  M.  Hubbard... 

On  bill  (S.  1175)  for  the  relief  of  B.  F.  Kockefellow.._ 

On  bill  (S.  1173)  for  the  relief  of  H.  A.  W.  Tabor ._ __ 

On  bill  (S.  1174)  for  the  relief  of  William  M.  Keightley 

On  bill  (S.  393)  for  the  relief  of  Aqnilla  Jones 

On  bill  (S.2634)  for  the  relief  of  Theodore  A.  Kendig 

On  bill  (S.  1650)  to  repeal  so  much  of  section  3915  of  the  Kevised  Stat- 
utes as  permits  the  Postmaster-General  to  have  return  requests  printed 
on  envelopes 

On  bill  (S.  698)  extending  the  privileges  of  the  mail  free  of  postage  to  his- 
torical societies  

On  bill  (S.  1754)  for  the  relief  of  E.  S.  Tyner.. _, 

On  bill  (S.  325)  for  the  relief  of  Mary  L.  Ross > _. 

On  bills  (S.  1078  and  2864)  for  the  relief  of  HenrvD.  O'Brien 

On  bill  (S.  1934)  for  the  relief  of  O.  M.  Laraway." ..— . 

On  bill  (H.  R.  23)  for  the  relief  of  Daniel  V.  O'Leary 
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OOHMITTKS  ON  POST-OFFICES  AND  POST-BOADS-— Continued. 

On  bill  (S.2923)  for  the  relief  of  Hiram  W.  Hubbard 

On  bill  (8. 2508)  to  xedafisify  and  fiiCNtbe  salaries  of  persons  in  tbe  Rail- 
way MailSerrice 

On  bill  (S.657)  for  the  relief  of  H.  J.  Cheney-.. « 

On  bill  (S.  3231)  for  the  relief  of  the  legal  representatives  of  George  K. 
Otia _ _ , 


On  bill  (8.3389)  for  the  relief  of  M.  M,  Lynch. ._ _ 

On  bill(S.  1821)  for  the  relief  of  Dorr  Ifeffleman 

On  bill  (8.  3513)  for  the  relief  of  Moses  Pendergrass  ._ - 

To  accompany  M.  Res.  128,  making  appropriations  for  the  office  of  the 
Second  assistant  Postmaster-General — 

On  bill  (S.  13)  that  preference  be  given  citizens  o(  States  and  localities 
where  mails  are  to  be  carried  in  all  mail  lettings 

On  bill  (S.  352)  relating  to  Presidential  postmasters 

On  bill  (S.  3776)  (or  the  relief  ol  Frank  Rother ... 

On  bill  (S.  2817)  to  simplify  and  economize  the  collection  and  manage- 
ment of  the  postal  revenues 

On  bill  (S.  3611)  to  amend  an  act  entitled  *  *An  act  to  adj  nst  the  salaries  of 
postmasters" 

On  bill  (8.  3996)  to  repeal  sections  3952  and  3953  of  the  Revised  Statutes. 

On  bill  (H.  R.  1215)  for  the  relief  of  Jeremiah  Darling 

On  bill  (8.  4039)  to  amend  sections  3834,  3836,  and  3837  of  the  Revised 
Statutes _ 

On  bill  (8. 1579)  for  tbe  relief  of  the  estate  of  Albert  L.  Berry 

OnbUl  (8.  3462)  for  the  relief  of  Tyson  Bryan _._ 

To  accompany  8.  R.  12,  for  an  appropriation  to  pay  certain  Southern  mail 
contractors 

On  bill  (8.  141)  for  the  relief  of  Patrick  H.  Jones  and  Thomas  L.  James. 

On  bill  (8.  925)  to  extend  the  free  delivery  of  mails 

On  bill  (8.  3941)  granting  leaves  of  absence  to  clerks,  first  and  second 
daw  post-offices ' 

On  bill  (8.  4283)  providing  for  leaves  of  absence  to  employes  of  tbe.Post- 
Office  Department 

On  bill  (8.  4323)  to  amend  certain  sections  of  the  Revised  Statutes  relat- 
ing to  lotteries 

To  accompany  amendment  to  H.  R.  1459,  George  K.  Otis 

On  the  bill  (iL  R.  11569)  to  amend  the  Revised  Statutes  in  relation  to 
lotteries _ 

On  bUl  (H.  R,  1614)  for  the  relief  of  James  B.  Guthrie 


COHMITTBE  ON  PBINTING. 

Od  joint  resolution  (H.  Res.  1)  to  print  the  Agricultural  Report  for  1889. 

On  joint  resolution  (8.  R.  38)  to  regulate  the  printing  and  distribution  of 
bills  and  joint  resolutions - 

On  Senate  concurrent  resolution  to  print  8,400  extra  copies  of  the  proceed- 
ings and  final  act  of  the  International  Marine  ConfereDce 

On  House  eoncurrent  resolution  authorizing  the  printing  of  add itioDal 
copies  of  the  tenth,  eleventh,  and  twelfth  annual  reports  of  the  Director 
of  the  U.  8.  Geological  Survey ._ 

On  Senate  concurrent  resolution  to  print  additional  copies  of  the  reports 
oftheDirector  of  the  Geological  Survey 

On  Senate  concurrent  resolution  authorizing  the  printing  of  additioDail 
copies  of  the  report  of  the  Director  of  the  Geological  Survey .   . . 

On  concurrent  resolution  to  print  5,0U0  extra  copies  of  the  Coast  and  Geo- 
detic Survey 

On  joint  resolution  (8.  R.  14)  to  authorize  the  printing  of  2,500  extra  copies 
of  the  report  of  the  health  oOIcer  of  the  District  of  Columbia _  - . 

On  resolution  authorizing  the  printing  of  5,500  copies  of  report  of  Com- 
mercial Agent  Hawes  on  the  beet-sugar  industry 
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Il^DEX   TO   SENATE   REPORTS. 


Subject. 


OOMMITTSB  ON  FBINTING — OOntiDUed. 

On  Senate  ooncnrrent  resolution  authorizing  the  printing  of  the  reports  of 
the  United  States  Commission  to  the  Melboame  Indastrial  Exhibition 
in  1888— - - — - 

On  Moose  concq^rent  resolution  authorizing  the  printing  of  1,000  extra 
copies  of  the  report  of  the  Zoological  Park  Commission -. 

On  message  of  the  President  of  the  United  States  relative  to  the  civiliza- 
tion of  Chippewa  Indians - 

On  ooncnrrent  resolution  to  pnnt  3,000  additional  seta  of  illustrated  prints 
of  the  uniforms  of  the  Ariny  of  the  United  States 

On  joint  resolution  (S.  R.  26)  to  print  30,000  copiesof  the  special  report  of 
Ck)mmi88ioner  of  Labor 

On  H.  R.  concurrent  resolution  to  print  H.  R.  9416 ~-. 

On  Senate  concurrent  resolution  authorizing  the  printing  of  4,000  copies 
of  the  history  of  the  Washington  navy-yard 

To  accompany  letter  from  the  Secretary  of  the  Treasury  transmitting  list 
of  employ^  at  the  Treasury  Department 

To  accompany  letter  from  the  Treasurer  of  the  United  States  to  print  man- 
uscript of  the  accounts  of  the  First  Comptroller  of  the  Treasury 

On  Senate  concurrent  resolution  authorizing  the  printing  of  the  testi- 
mony and  additional  copies  of  the  report  on  meat  products 

On  House  concurrent  resolution  authorizing  the  printing  of  the  report  of 
the  Director  of  the  Mint 

On  Senate  concurrent  resolution  authorizing  the  printing  of  350,000  addi- 
tional copies  of  the  report  of  the  National  Academy  of  Sciences _. 

On  joint  resolution  (S.  R.  82)  concerning  the  publication  of  the  United 
States  map  . 

On  Senate  resolution  to  print  20,000  copies  of  report  989,  on  bill  S.  389, 
relative  to  pensions  to  widows,  minor  children,  and  dependent  parents 

On  Senate  resolution  to  print  1,500  copies  of  the  Senate  Rules  and  Man- 
ual   

On  resolution  to  print  matter  relative  to  the  Indian  war  claims  of  Cali- 
fornia  .- 

On  joint  resolution  (H.  Res.  149)  appropriating  |500  to  complete  the  en- 
graving and  printing  of  the  portrait  of  James  N.  Burnes 

On  joint  resolution  (S.  R.  86)  authorizing  the  printing  of  1,000 extra  copies 
proposing  an  amendment  to  the  Constitution  o/*  the  United  States 

On  Senate  resolution  authorizing  the  printing  of  500  copies  of  the  Sun- 
day-rest bill _». 

On  Senate  concurrent  resolution  authorizing  the  printing  of  15,000  addi- 
tional copies  of  the  report  of  the  Committee  on  Interstate  Commerce. .. 

On  joint  resolution  (H.  Res.  127)  to  print  the  eulogies  upon  William  D. 
Kelley — 

On  joint  resolution  (H.  Res.  131)  providing  for  the  printing  and  binding 
of  25,000  copies  of  the  eulogies  upon  the  late  Richard  W.  Townshend 

On  joint  resolution  (S.  R.  53)  authorizing  the  printing  of  the  report  of  the 
(ihief  of  the  Bureau  of  Statistics  on  internal  commerce 

On  Senate  concurrent  resolution  to  print.2,00()  extra  copies  of  the  report 
of  the  Director  of  the  Mint _ 

On  joint  resolution  (S.  R.  90)  for  the  printing  of  decisions  of  the  Depart- 
ment of  the  Interior... 

On  House  concurrent  resolution  authorizing  the  printing  of  500  copies  of 
the  consolidated  merchandise  claims,  reported  by  the  Commissioners  of 
Claims 

On  House  concurrent  resolntion  authorizing  the  printing  of  sundry  re- 
ports of  the  Smithsonian  Institution 

To  accompany  amendment  to  House  bill  10884, for  the  erection  of  a  build- 
ing for  Government  Printing  Office 

On  Senate  resolution  to  print  l,000copies  of  the  pamphlet  entitled  **The 
Porty-four  Navigable  Tribntaries  of  the  Mississippi  ".. v 

On  joint  resolntion  (H.  Res.  150)  to  print  25,000  copies  of  the  eulogies 
upon  Samuel  Sullivan  Cox 
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Subject. 


Vol. 


COMMITTKS  OK  FEINTING — Continued. 

On  resolation  to  print  the  report  of  the  Librarian  of  Coni;res8 

On  Senate  reflolntion  to  print  1,000  additional  copies  of  the  bill  to  amend 
•nd  supplement  the  election  laws 

On  Senate  resolution  authorisd^g  Committee  on  Printing  to  inquire  into 
necessity  of  printing,  for  the  use  of  the  Senate,  a  paper  prepared  by 
Adolph  Hepneron  *' Extraterritorial  criminal  jurisdiction  and»it8  effect 
on  American  citizens'' 

On  Senate  resolution  to  print  5,000  copies  of  rules  of  the  Senate _ . 

On  Senate  resolution  to  print750  additional  copies  of  H.  R.  9014,  to  define 
and  reij^nlate  the  jurisdiction  of  Unite<l  States  courts 

On  concurrent  resolution  of  the  Senate  authorizing  the  printing  of  the 
testimony  taken  by  Select  Committee  on  Relations  with  Canada 

On  joint  resolution  (S.  R.  120^  to  print  sixth  annual  report  of  the  Bureau 
of  Animal  Industry 

On  joint  resolution  (S.  R.  109)  to  print  400,000  copies  of  Agricultural 
Report  for  1890 

On  concurrent  resolution  of  the  Senate  to  print  extra  copies  of  the  re- 
ports of  the  Commissioners  of  the  United  States  to  the  Paris  Exposition 

On  resolution  of  the  Senate  to  print  additional  copies  of  House  resolution 
3316,  to  establish  a  uniform  system  of  bankruptcy 

On  concurrent  resolution  of  the  House  of  Representotives  to  print  extra 
copies  of  the  report  of  Commissioner  of  Fish  and  Fisheries  for  1888 

On  concurrent  resolution  of  the  Senate  to  print  extra  copies  of  the  report 
of  the  American  Historical  Society  for  1889 ._.  

On  concurrent  resolution  of  House  of  Representatives  to  print  report  of 
the  Commissioner  of  Education  for  1888-'89 

On  concurrent  resolution  of  the  Senate  to  print  additional  copies  of  the 
first  annual  report  of  Int-eistate  Commerce  Commission 

On  joint  resolution  (S.  R.  84  and  House  concurrent  resolution)  to  print 
the  twelfth  number  of  the  Statistical  Abstract  of  the  United  States  for 
1889 .- 

On  joint  resolution  (S.  R.  122)  to  print  25,000  copies  of  the  eulogies  de- 
livered in  Congress  on  the  late  James  B.  Beck.. 

On  joint  resolution  (H.  lies.  215]  to  print  25,000  copies  of  the  eulogies 
delivered  in  Congress  on  the  late  Samuel  J.  Randall 

On  joint  resolution  (H.  Res.  184)  to  print  10,(KX)  copies  of  the  eulogies  de- 
livered in  Congress  on  the  late  Newton  W.  Nutting 

On  joint  resolution  (H.  Res.  170)  to  print  10,000  copies  of  the  eulogies 
delivered  in  Congress  on  the  late  David  Wilber 

On  joint  resolution  (H.  Res.  152)  to  print  the  eulogies  delivered  in  Con- 
gress on  James  Laird  

On  concurrent  resolution  of  the  House  of  Representatives  to  print  the 
sixth  annual  report  of  the  Civil  Service  Commission : 

On  resolution  of  the  Senate  to  print  report  No.  1584,  Fifty-first  Congress, 
in  relation  to  traffic  in  alcoholic  liquors «> 

On  bill  (S.  3096)  to  revise  wages  of  certain  employes  in  Government 
Printing  Office.. _ 

On  bill  (H.  R.  8046)  to  revise  wages  of  certain  employes  in  Government 
Printing  Office 

On  Senate  concurrent  resolution  to  print  10,000  extra  copies  of  the  report 
of  committees  and  discussions  thereon  of  the  International  American 
Conference ...  ^_ 

On  Senate  order  authorizing  the  printing  of  500  extra  copies  each  of  pub- 
lic acts  No.  214  and  No.  190  (the  antitrust  bill).. « 

On  bill  (a  1893)  to  publish  the  Revised  Statutes — 

On  House  concurrent  resolution  authorizing  the  printing  of  500  copies  of 
the  Digest  of  Claims >. 

COUMITTEE  ON  TBIVATE  LAND  CLAIMS. 

On  bill  (S.  2212)' for  the  relief  of  Rancho  Pnnfa  de  la  Lnguna  Mexican 
land  grant,  California 1 
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INDEX   TO   SENATE   REPORTS. 


Sabject 


No.      VoL 


COMHITTEE  OX  PRIVTLBGES  AND  KLECTI0N8. 

On  reflolntions,  memorials,  etc.,  ooncernini;  the  election  of  William  A. 
Clark  OS  a  Senator  of  the  United  States  from  Montana 

On  resolatiouB,  memorials,  etc.,  concerning  the  election  of  Martin  Ma- 
ginnis  as  a  Senator  of  the  United  States  from  Montana 

On  resolutions,  memorials,  etc,  concerning  the  election  of  Thomas  C. 
Power  as  a  Senator  of  the  United  States  lirom  Montana 

On  resolutions,  memorials,  etc,  concerning  the  election  of  Wilbur  F. 
Sanders  as  a  Senator  of  the  United  States  from  Montana _- 

To  accompany  Senate  resolution  in  the  claim  of  estate  of  John  W.  John- 
ston and  John  F.  Lewis  . 

On  resolution  of  the  Senate  relative  to  date  when  salary  began  of  Sena- 
tors from  Montana 

On  resolution  of  Senate  relative  to  date  when  salary  began  of  Senators 
from  North  Dakota - 

On  resolution  of  Senate  relative  to  date  when  salary  b^gan  of  Senators 
from  South  Dakota 

On  resolution  of  Senate  relative  to  date  when  salary  began  of  Senators 
from  Washington , 

OOMMITTBB  ON  PUBLIC  BUILDINGS  AND  GROUNDS. 

On  bill  (S.  1755)  for  the  erection  of  a  public  building  at  Allegheny,  Pa. 

On  bill  (S.  1638)  for  erection  of  public  building  at  Beaver  Falls,  Pa 

On  bill  (S.  1263)  to  increase  the  appropriation  for  the  purchase  of  a  site  for 
a  building  for  a  post-office,  court-house,  and  other  offices  in  San  Fran- 
cisco, Cal 

On  bill  (S.  1477)  proposing  to  increase  the  limit  of  cost  of  public  building 

at  Sacramento,  C^l . 

On  bill  (S.  2038)  for  remodeling  and  repairing  the  apparatus  for  the  heat- 
ing, ventilation,  and  6ewerage  of  the  United  States  court-house  in  the 

city  of  Washington 

On  bill  (S.  1272^  tocomplete  public  building  at  £1  Paso,  Tex 

On  bill  (S.  1266)  for  increaaeof  limit  of  cost  of  public  building  at  Los  An- 
geles, Cal 

On  bill  (S.  222)  providing  for  the  erection  of  a  public  building  at  the  city 

of  Norfolk,  Nebr 

On  bill  (S.  249)  for  the  completion  of  the  public  building  at  Pensacola,  Fla 
On  bill  (H.  B.  533)  for  Uie  erection  of  a  public  building  at  Frentont,  Nebr 
On  bill  (S.  1512)  for  the  erection  of  a  public  building  at  Lima,  Ohio...- 
On  bill  (U.  R.  407)  for  the  erection  ofa  post  office  at  Washington,  D.  C.  J. 
On  bill  (S.  298)  tn  provide  for  the  erection  of  quarters  for  medical  officers 

and  isolating  ward  on  marine-hospital  reservation,  Detroit,  Mich 

On  bill  (S.  3062)  for  the  erection  of  a  public  building  at  Worcc'ster,  Mass. 
On  bill  (H.  R.  848)  for  the  construction  of  an  addition  to  the  public  build- 
ing at  Dallas,  Tex 

On  bill  (H.  R.  164)  to  increase  the  appropriation  for  the  erection  of  a  pub- 
lic building  at  Wilmington,  Del 

On  bill  (S.  559)  for  the  erection  of  a  public  building  at  Fayetteville,  N.  G 
On  bill  (S.  1977)  for  the  erection  of  a  public  building  at  Meridian,  Miss. 

On  bill  (S.  248)  for  the  erection  ofa  public  building  at  Tampa,  Fla 

On  bill  (H.  R.  188)  for  the  erection  ofa  public  building  at  Columbus,  Ga 
On  bill  (H.  R.  749)  for  the  erection  ofa  public  building  at  York,  Pa..... 
On  bill  (S.  3034)  for  the  erection  ofa  public  building  at  Muskegon,  Mich 
On  bill  (S.  3282)  for  the  erection  of  a  public  building  at  Rock  Island,  111 
On  bill  (S.  3039)  for  the  erection  ofa  public  building  at  Palestine,  Tex. 
On  bill  (S.  3238)  for  theerectionof  a  public  building  at  Clarksville,  Tenn 
On  bill  (S.  2839)  for  the  erection  of  a  public  building  at  Ogden,  Utah... 

On  bill  (S.  1044)  for  the  erection  ofa  public  building  at  Madison,  Ind 

On  bill  (S.  3531^  for  the  erection  ofa  public  building  at  AUentown,  Pa.. 
On  bill  (S.  2181)  for  the  erection  ofa  public  building  at  Fortress  Mouroe 
On  bill  (S.  2738}  for  the  erection  of  a  public  building  at  Wilkes  Barre,  Pa 
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Sabjectb 


VoL 


OOMMITTKB  ON  PUBLIC  BUIU>IKaS   AKD  GBOUNDa--OOntiDaed. 

On  bill  (S.  3893}  for  the  erecMon  of  a  pablic  building  at  Nevada,  Mo 

On  bill  (S.  3899)  for  the  erection  of  a  pablic  building  at  Joplin,  Mo 

On  bill  (S.  2944)  for  the  erection  of  a  pablic  buildingat  Fergus  Falls,  Minn . 
On  bill  (3. 4290)  making  appropriations  for  a  puUic  building  at  Pitts- 

bargh.  Pa . 

On  bill  (8.2062)  for  the  erection  of  a  pablic  building  at  Staunton.  Va... 

COMMITTKB  OK  FU^UO  LANDS. 

On  hill  (S.  370)  to  further  provide  for  the  disposal  of  certain  public  lands 
in  the  State  of  Alabama 

On  bill  (S.  421)  for  the  relief  of  the  legal  representatives  of  David  Walter 
Jones  

On  bill  (S.  1332)  granting  certain  lands  for  water  reservoirs'  to  Colorado 
Springy  Colo 

On  bill  (S.  208)  for  the  relief  of  William  R.  Wheaton  and  Charles  H. 
Chamberlain 

On  bill  (S.  202)  to  increase  the  endowment  of  the  Louisiana  State  Uni- 
versity and  Agricultural  College  at  Baton  Rouge,  La 

On  bill  (S.  269)  gianting  net  proceeds  of  cash  sales  of  the  public  lands  to 
the  State  of  California 

On  bill  (S.  1607)  to  correct  the  patent  to  certain  lands  in  Bent  County, 
Cola,  to  John  Seehler 

On  bill  (S,  583)  for  the  relief  of  Isaac  W.  Tiilkington 

On  bill  (S.2543.  substitute  for  Senate  bills  1606,  1328,  and  2220)  to  pro- 
mote the  efficiency  of  the  General  Land  Office 

On  bill  (S.  1674)  to  relinquish  the  interest  of  the  United  States  to  certain 
land  in  Pensaoola,  Fla.,  to  Escambia  Lodge,  No.  15,  Free  and  Ac- 
cepted Masons 

On  bill  (S.  1395)  to  amend  sections  2275  and  2276  of  the  Revised  Statutes. 

On  bill  (S.  3192)  for  the  relief  of  John  R.  Blankenship 

On  bill  (H.  R.  1452)  for  the  relief  of  Christopher  C.  Andrews 

On  bill  (S.  3629)  granting  a  section  of  land  for  a  soldiers'  home  in  the 
State  of  Washington 

On  bill  (S.  3938)  authorizing  the  Secretary  of  the  Interior  to  convey  to 
the  Rio  Grande  Junction  Railway  Company  certain  lands  in  the  State 
of  Colorado 

On  bill  (S.  4136)  to  provide  for  the  disposal  of  the  Pagosa  Springs  mili- 
tary reservation,  in  the  State  of  Colorado,  to  actual  settlers  under  the 
provisions  of  the  homestead  laws 

On  bill  (&  4258)  releasing  the  right,  titie,  and  interest  of  the  United 
States  to  the  piece  or  parcel  of  land  known  as  the  ^ '  Cuartel ' '  lot  to  the 
city  of  Monterey,  Cal 

On  bill  (S.  2623)  authorizing  the  acquisition  of  lands  for  coke-ovens  and 
other  improvements,  and  for  right  of  way  for  wagon  roads,  railroads, 
and  tramways  in  connection  with  coal-mines... > 

To  accompany  resolution  relating  to  swamp  lands  in  Florida 

To  accompany  resolution  to  investigate  the  facts  concerning  alleged  illegal 
and  fraudulent  conveyances  of  public  lands  in  Florida 

OOMMITTfiB  ON  BAILBOAD& 

On  bill  (S.  590)  to  create  an  auditor  of  railroad  accounts 

COMMITTKE  ON  BEVISION  OF  THE  LAWS  OF  THE  UNITED  STATES. 

On  bill  (S.  567)  to  continue  the  publication  of  the  Supplement  to  the  Re- 
vised Statutes 


COMMITTEE  ON  BULES. 
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On  resolution  authorizing  employment  of  Joseph  B.  Strayer ......l     36  \ 
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Sabject. 


GOMMITTIEB  ON  TSBBITOBIBS. 

On  bill  (S.  491)  to  amend  section  2475,  Revised  Statutes  of  the  United 
States,  setting  apart  certain  tract  of  land  for  a  park  near  the  headwa- 
ters of  the  Yellowstone  River 

On  bill  (S.  894)  for  admission  into  the  Union  of  the  State  of  Wyoming. .. 

On  bill  (S.  1372)  approving,  with  amendments,  the  fnnding  act  of  Ari- 
zona   

On  bill  (S.  1739)  providing  a  steam  vessel  for  the  nse  of  the  civil  govern- 
ment of  Alaska >- — 

On  bill  (S.  658)  to  provide  for  admission  into  the  Union  of  the  State  ot 
Idaho 

On  bill  (S.  1405)  to  establish  a  penitentiary  in  the  State  of  North  Da- 
kota       

On  bill  (H.  R.  3934)  authorizing  the  issuance  of  certain  bonds  by  the  su- 
pervisors of  Maricopa  County,  Arizona  Territory 

COMMITTEE  ON  TBANSPOBTATION  BOUTES  TO  THE  SEABOABD. 

On  bill  (8. 2785)  making  an  appropriation  for  the  construction  of  a  boat- 
railway  at  The  Dalles  and  Celilo  Falls  and  Ten-Mile  Rapids  of  the  Co- 
lumbia River,  and  for  the  improvement  of  Three-Mile  liapids 

SELECT  COMMITTEE  ON  WOMAN  SUFFBAQB. 

On  joint  resolution  (S.  R.  1)  proposing  an  amendment  to  the  Constitution 
of  the  United  States 

SELECT  COMMITTEE  ON  PACIFIC  BAILBOADS. 

On  bill  f  S.  2680)  to  amend  the  act  to  aid  in  the  construction  of  certain 
Pacific  Yailroads . 

SELECT    COMMITTEE    ON  THE    TBANSPOBTATION    AND    SALE    OF    MEAT 

PB0DUCT8. 

On  bills  (S.  3717,  3718,  3719,  and  S.  R.  78)  relative  to  the  transportation 
and  sale  of  meat  products - 

SELECT  COMMITTEE  ON  BELATIONS  WITH  CANADA. 

On  relations  with  Canada  (parts  1  and  2) 

SELECT   COMMITTEE    ON     IBBIGATION    AND    BBCLAMATTON    OF    ABID 

LANDS. 

On  bill  (S.  1644)  concerning  the  irrigation  of  arid  lands  in  the  valley  of 
the  Rio  Grande  River,  the  ooustruction  of  a  dam  across  said  river  at  or 
near  £1  Piuo,  Tex.,  for  the  storage  of  its  waste  waters,  and  for  other 
purposes 

On  bill  (S.  2104)  to  provide  for  the  conservation  and  use  of  natural  water 
supplies,  etc  (parti,  and  views  of  minority) 

SELECT  COMMITTEE  ON   INDIAN   DEPBEDATIONS. 

On  bill  (S.  3833)  to  provide  for  the  adjudication  and  payment  ot  claims 
arising  from  Indian  depredations 

JOFNT  COMMITTEE  TO  PROVIDE   FOR  THE   DISPOSITION  OP   USELESS  PA- 
PERS IN   THE   EXECUTIVE  DliPAllTMENI-S. 

To  provide  for  the  disposition  of  useless  papers  in  the  Executive  Depart- 
ments  . 
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REPORTS  OF  COMMIHEES,  BY  WHOM  MADE,  AND  FROM  WHAT 

COMMIHEE. 


OOMMITTSE  OS  AGBIGULTUBB  AND  F0BE8TBY. 

By  Mr.  Paddock _ —256,509,1366,1411 

By  Mr.  Plamb - 994 

OOMHITTSB  ON  APPBOPRIATIONS. 

By  Mr.  Allison 1466, 1690 

By  Mr.  Dawes— _ ...1213, 1510 

By  Mr.  Hale 1589 

OOMHITTBB  ON  THE  CENSUa 

By  Mr.  Hale - 14 

OOMMITTBB  ON  CLAIMS. 


V 


By  Mr.  Spooiier....57,  202,  2r2,  321,  456,  491,  697,  634,  641,  706,  741,  883,  884,  1085, 

XI 97,  1388,  1410. 

By  Mr.  MitcheU 92,  93,  94,  95,  490,  589,  596,  1135,  1225,  1285,  1286,  1310,  1345 

By  Mr.  Higgina 203,  444,  710.  743,  889,  1112,  1418,  1468,  1505,  1581,  1582,  1766 

By  Mr.  Wolcott : 271,  495,  636,  886,  1306 

By  Mr.  AUen .,..487,  532,  543,  699.  830,  831,  1451,  1492 

By  Mr.  Jonea,  of  Arkanfias 201,  375,  496,  560,  763,  1181  (views  of  the  minority), 

1307,  1416, 1417. 
By  Mr.  WUson,  of  Maryland 197,  198,  319,  371,  450,  489,  540,  541,  595,  642,  643, 

657,  705,  871,  990.  1279,  1280, 1386,  1420,  1463,  1467. 
By  Mr.  Pasco 87,  100,  118,  318,  400,  546,  602,  603,  932,  1032,  1241,  1242, 1281, 

1478,  1539. 
By  Mr.  Faulkner 67.  88,  89,  97,  320,  409,  451, 488,  539, 592,  639,  640,  887, 991, 1084, 

1097,  1181, 1278, 1376,  1377,  1409, 1469. 

OOMMITTBB  ON  GOMMBBCB. 

By  Mr.  Frye 113, 114,  601, 654,  758,  925,  996, 1378, 1440, 1441, 1540, 1598, 1640, 

1739, 1792. 

By  Mr.  Jonea,  of  Nevada 1840  (views  of  the  minority). 

By  Mr.  Dolph _ _ - -  .  664 

By  Mr.  Sawyer _.. 992, 1356 

By  Mr.  Cnllom — - — 226 

By  Mr.  Vest 300 

COMMITTBB  ON  THE  DISTKICT  OF  COLUMBIA. 

ByMr.Tngalls - 173 

BvMr.  Farwell - 441 

By  Mr.  McMillan - —        1480 

By  Mr.  Higgins -- - —  252 

By  Mr.  Harris 121,  171,  653,  848 

By  Mr.  Vance - I-O,  1305 

By  Mr.  Faulkner 411,  833,  1304,  1525 

By  Mr.  Barbour _ 1116,  1483,  1675 

LXXXVll 


LXXXVIII  INDEX   TO  SENATE   REPORTS. 

OOMHITTKE  ON  EDUCATION  AND  LABOB. 

By  Mr.  Blair _,_ 13,  1028,  1137,  1196,  1584 

By  Mr.  Payne _ — 1421 

COMMITTEE  ON   FINANCE. 

By  Mr.  Morrill „ 250,731,  1033,1056,  1496 

By  Mr.  Sherman..- 8,  660 

By  Mr.  Aldrich _ •    138 

By  Mr.Harria 1. _ 45,  739 

COMMITTEE  ON  FISHUBIE& 

By  Mr.  Stockbridge - 275 

COMMITTEE  ON  FOREIGN  BELATIONS. 

By  Mr.  Sherman - _. - ...227,885,  1387 

By  Mr.  Edmunds -I 1379 

By  Mr.  Prye .— 112 

By  Mr.  Evarts .— - —  11 

By  Mr.  Dolph 12 

By  Mr.  Morgan 15 

By  Mr.  Payne 151.811,1367 

By  Mr.  Brown , 15  (views  of  the  minority). 

COMMITTEE  ON  IMMIGRATION. 

By  Mr.  Chandler 936,1027,1095 

COMMITTEE  ON  INDIAN  AFFAIRS. 

By  Mr.  Dawes 32,  1491,  1661,  1680 

By  Mr.  Piatt - 1393 

By  Mr.  Stockbridgo-. .:-.         1718 

By  Mr.  Mandereon ^ 341,  421,  1357 

By  Mr.  Pettigrew.. w .._-661,  1407 

By  Mr.  Jones,  of  Arkansas . ,-.-' 200 

By  Mr.  Daniel 129,  1394,  1798 

COMMITTEE  ON  INTERSTATE  COMMERCE. 

ByMr.  Cnllom - ..- 847 

COMMITTEE  ON  THE  JUDICIARY. 

ByMr.  Edmnnds 1571  (views  of  the  minority). 

ByMr.  Wilson,  of  Iowa 993 

ByMr.  Evarts 1585 

By  Mr.  George 993(vlew8of  the  minority) 

COMMITTEE  ON  THE  LIBRARY. 

By  Mr.  Evarts.. _ 740, 1240,  1301,  1344,  1365 

By  Mr.  Voorhees -— 317 

COMMITTEE  ON  MILITARY  AFFAIRS. 

By  Mr.  Hawley 410,  549,  550,  605,  606.  752,  820,  823,  849,  920,  1093,  1127,  1406, 

1479,  1690,  1843. 
By  Mr.  Cameron 5,  33, 157, 158,  998,  1101,  1102,  1350,  1380,1381, 1382, 1519,  1520, 

1521   1522   1523   1524. 
By  Mr.  Mandereon. ..31.  34,'  35, 123, 124,  218, '273, 274,  282,  283, 288,  290,  292,  380,  323, 

324,  419,  420,  461,  499,  500,  557,  558,  559,  713,  761,  944,  1297, 

1311,  1312,  1313,  1314,  1315,  1358,  1359, 1360, 1452, 1460,  1461. 


INDEX    TO    SENATE   REPORTS.     .  LXXXIX 

COMMITTEK  ON  MILITABY  AFFAIBS—COntinned. 

By  Mr.  Stewart 236,  337,  408,  598,  599,  644,  645,  646,  647,  648,  746,  1003,  1349, 

1442,  1443,  1444,  1445. 

By  Mr.  Davis 60,  61,  62,  63,  338,  339,  340,  405.  406,  407,  644.  547,  607,  608,  609, 

610,  1002,  1103,  1214,  1215,  1289,  1308,  1819. 

By  Mr.  CkKskxeU 3,  4, 16j  17,  18,  52,  53,  108,  109,  110,  237,  238,  239,  240,  241,  459, 

503,  552,  553,  654,  601,  749,  750,  751.  832,  866,  867,  868,  869, 
870,  921,  1004,  1237,  1238,  1239,  1294,  1295,  1296,  1351.  1352, 
1353,  1355,  1362,  1386,  1446,  1447,  1471.  1472,  1473,  1474,  1475, 
1476,  1477,  1511,  1514,  1515,  1516.  1558, 1588,  1673. 

By  Mr.  Hampton 19,  20,  64,  111,  266,  276,  327,  328,  422,  923.  1450,  1526, 

By  Mr,  Walthall  —.43,  247,  248,  249,  329,  511,  555.  556,  663,  747,  822,  924,  1090, 1276. 

1287,  1383,  1384,  1415,  1453,  1470,  1517,  1752. 

By  Mr.  Bate 66,  66,  98,  99,  159,  243,  277,  278.  279,  280,  281,  330.  331.  332.  402, 

548.  604,  649,  748.  821.  864,  865,  1005,  1111,  1235,  1236,  1288, 
1346,  1347,  1348,  1408,  1413.  1414.  1513,  1599,  1799. 

OOMMITTEB  ON  MINES  AND- MINING. 

By  Mr.  Teller  .  1 - - 1567 

COMMITTKE  ON  NAVAL  AFFAIES. 

By  Mr.  Cameron..- -. 66,  68,  96,  1034,1115,1339, 1340 

By  Mr.  Hale  - - - 403,  404 

By  Mr.  Stanford —  370 

By  Mr.  Stockbridge  - - ..322,397,1763 

By  Mr.  Chandler 58, 59, 174  (viewsof  the  minority),  348,  464,  709  (part  2— views  of 

the  minority),  767, 1412. 

BvMr.  McPheraon , >._  708,709 

By  Mr.  Butler .i ..54,  213,  637,  638,  712, 1545 

By  Mr.  Blackburn _ 150,195,452,458,636,707 

By  Mr.  Gray... _ ..345,612,1821 

COMMITTEE  ON  PATENTS. 

By  Mr.  Teller : 119 

By  Mr.  Piatt 116,117,142,143,144,745,1484 

CX)MMITTBB  OK  PENSIONS. 

Bj  Mr.  Davis 60,  61,  90,  91,  155,  156,  175,  176,  177, 178,  179, 196,  208,  209,'210, 

234,  289,  306,  307,  349,  350,  351,  352,  353,  354,  439,  482,  483, 
484,  485,  506,  507,  631,  566,  567,  568,  693,  594,  629,  6:K),  631, 
632,  633,  651,  652,  655,  656,  683,  684,  685,  686,  687,  688,  689, 
690,  691,  692,  693.  835,  836,  837,  838,  839,  890,  891,  892,  954, 
989,  1051,  1052,  1053,  1054,  1055,  1126,  1129,  1130, 1131,  1132, 
1166,  1166,  1167,  1168,  1169, 1170,  1171,  1172,  1173,  1216.1217, 
1257, 1258,  1259, 1260,  1277,  1290,  1291,  1292,  1309,  1316, 1336, 
1388, 1389,  1390, 1400,  1401,  1402, 1403,  1429,  1430,  1431,  1458, 
1485, 1486,1487,  1488,  1489,  1499,  1618,  1531,  1532,  1543,  1548, 
1560, 1561, 1566,  1568,  1591-,  1592,  1613, 1614.  1615,  1627,  1628, 
1629,  1630, 1631,  1632, 1644,  1645,  1646, 1657,  1658,  1659,  1668, 
1669, 1670,  1686,  1691, 1698,  1699, 1700.  1703,  1711,  1712, 1713, 
1714, 1716,  1747,  1761, 1767,  1793,  1794,  1795, 1796,  1803,  1804, 
1805,  1806, 1822, 1827,  1828.  1831.  1832,  1833. 1834,  1835.  1836. 

By  Mr.  Blair 161, 162,  163,  164,  165,  166,  228,  229,  230,  231,  232,  233,  261,  284, 

285.  308,  309,  310,  326,  342,  395,  396,  683,  584,  628,  676,  677, 
678,  679,  680,  681,  682,  812,  813,  814,  816,  816,  817,  818,  819, 
897,  898,  899,  900,  901,  902;  903,  904,  906,  906,  907,  908,  909, 
910,  911,  912,  913.  914,  915,  916,  917,  918,  919,  926,  930,  934, 
955,  956,  957,  958,  959,  960.  961,  962,  963,  969,  966,  1067, 1138, 
1139,  1140,  1141.  1142,  1143,  1144,  1146,1146,  1147,1148, 1149, 
1150,  1151,  1152,  1153,  1154,  1155,  1156, 1157, 1158, 1159, 1160, 
1161,  1162,  1163,  1164,  1267,  1268,  1269. 1270. 1271, 1272, 1273, 
1274,  1275.  1322,  1323,  1324,  1325,  1326, 1327, 1391. 1392, 1423, 
1435,  1436.  1437,  1500.  1501,  1502,  1503, 1504, 1537, 1551, 1552, 
1563,  1654,  1555,  1572,  1574,  1575,  1600, 1601, 1607, 1623. 1647, 
1654,  1655,  1656,  1697,  1702,  1720,  1725, 1726, 1727, 1728, 1729, 
1730,  1731,  1732,  1733,  1734,  1735,  1736, 1737, 1738, 1782, 1788, 
1789,  1790,  1807,  1808,  1813,  1816,  1817. 


XC  INDEX   TO    SEJJATE   REPORTS. 

OOHMITTBE  ON  ifBNSioNa — contiDued.    ' 

By  Mr.  Sawyer 21,  22,  23,  24,  25,  26,  27,  28,  29,  30.  40,  41,  42,  85,  86,  103,  104, 

105,  106,  107,  135,  136,  137,  152,  153,  154,  180,  181.  182,  222, 
223,  224,  225.  253,  254,  255,  267.  268,  269,  270,  302,  303,  304, 
305,  333,  334,  335,  336,  358,  359,  360,  361,  362,  363.  364,  367, 
377,378,381,382,383,384,  385,  386,  387,  412,413,  414,415,416, 
417,  429,  430,  431,  432,  4.i3,  434,  435,  436,  440.  445,  446,  447, 
448,  449,  466,  467,  468,  469,  470,  471,  527,  528,  529,  530,  542, 
570,  571,  572,  573,  574,  624,  625,  626,  6JJ7,  665,  666,  667,  668, 
669,  670,  704,  732,  733,  734,  735,  736,  744,  760,  764,  765,  766, 
767,  768,  769,  770,  771,  801,  802,  803,  804,  805,  806,  807,  808. 
809,  810,  824,  825,  826,  827,  828,  840,  841,  842,  843.  84 1,  845, 
846,  872,  873,  874,  875,  876.  877,  878,  879,  880,  881,  882,  922. 
965,  967,  968,  969,  970,  971,  972,  973,  974,  999, 1000,1009, 1010, 
1011,  1012,  1013,  1014,  1015,  1077,  1078, 1079. 1080,  1081, 1082. 
1088,  1089,  1090.  1091,  1092,  1198,  1199, 1200, 1201, 1202. 1203. 
1204,  1205,  1206,  1207,  1208,  1209, 1210,  1211,  1218,  1219, 1220. 
1221,  1222,  1223,  1224,  1261,  1262. 1263, 1264,  J266, 1328,  1'329, 
1330,  1331,  1332,  1333,  1334,  1337,  1354,  1364, 1404, 1426,  1464, 
1466,  1507,  1508,  1509,  1533,  1542.  1549, 1550, 1563. 1564,  1565, 
1573,  1577,  1578,  1583,  1593,  1594,  1602, 1603, 1604, 1606, 1617, 
1618,  1619,  1620,  1621,  1622,  1624,  1625, 1626, 1636,  1637, 1638, 
1639,  1643,  1665,  1666,  1667,  1674,  1676, 1687, 1692,  1693, 1694, 
1695,  1696,  1766,  1707,  1708,  1710,  1717, 1723, 1624, 1748,  1759, 
1762,  1768,  1771.  1772,  1773, 1774,  1786, 1791, 1814,  1823,  1824, 
1825,  1826,  1837. 

By  Mr.  Paddock... 133,  134,  219,  220,  221,  355,356.  357,  366,  369,  399,  418,438.  442, 

478,  479,  512,  533.  534,  545,  694,  695,  696,  697,  698,  700,  701, 
702,  703,  737,  738.  753,  77^,  779,  780,  781,  782,  783,  893,  894, 
895,  896,  927,  975,  976,  977,  978,  979,  1044,  1045,  1046,  1047, 
1048,  1049,  1050,  1086, 1087, 1114, 1184, 1185.  1186, 1187.  1189, 
1190,  1191, 1192, 1193,  1282,  1283,  1284,  1298,  1299, 1300.  1335. 
1341,  1405^  1422,  1432,  1433, 1448, 1449,  1459, 1633, 1634,  1635, 
1641,  1642,  1683,  1684,  1685,  1704,  1740,1741,1742,1743,  1769. 
1783.  1884.  1785,  1800,  1801,  1802,  1809,  1810.  1811,  1812. 

By  Mr.  Moody 101,  102,  211,  212,  262,  263,  264,  265,  492,  493,  494.  636,  569.  618, 

784,  785,  786,  980,  981.  982,  983,  984,  985,  986,  987,  988,  1039. 
1040,  1041,  1042,  1043.  1098,  1099,  1100.  1369, 1370,  1371. 1541, 
1544.  1605,  1775,  1776,  1777,  1778,  1779,  1780. 

By  Mr.  Pieice 251,  1293,  1343, 1439. 

By  Mr  Turpie 9,  70,  71,  72,  73,  74,  80,  81,  82,  139,  40,  141,  183,  184,  185.  186, 

187.  189,  190,  191,  214,  215,  216,  217,  257,  258.  259,  260.  295, 
296.  297,  343,  365,  392,  393,  394,  457,  465,  480,  481,  497,  519, 
520,  521,  522,  623,  551,  562,  563,  564,  565,  585,  586,  587,  588, 
619,  620,  621,  622,  623,  658,  659,  660,  672.  673,  674,  675,  718, 
719,  720,  720,  721,  787,  788,  789,  790,  791,  792,  793,  794,  795, 
796,  797,  798,  851,  a52.  853,  854,  855,  866,  867,  858,  859,  860. 
861,  862,  863,  929,  1006,  1057,  1058,  1059,  1080,  1061,  1062, 
1063,  1064, 1065. 1066, 1068,  1069,  1070,  1071,  1072,  1073,  1074, 
1075, 1076, 1104, 1105,  1100,  1107,  1108,  1109,  1110,  1113,  1114, 
1117,  1118, 1119,  1120,  1121,  1122,  1123.  1124,  1125,  1182,  1183, 
1195, 1212, 1243,  1244  (parts  1  and  2),  1245.  1246,  1247,  1248, 
1249,  1250, 1251,  1302, 1303,  1318,  1319,  1320,  1321,  1397,  1398, 
1455, 1490, 1493,  1494, 1495,  1497,  1498. 1506,  1512,  1534.  1535, 
1608,  1609, 1610,  1611, 1612,  1616,  1660,  1662,  1663,  1671,  1678, 
1681, 1682,  16.S8, 1689, 1701,  1705,  1709,  1710,  1719,  1744,  1745, 
1746,  1849,  1757,  1758,  1781,  1787. 

By  Mr.  Blodgett. 2, 146, 147,  148,  149, 192,  193, 194,  311,  312,  313,  314,  315,  372,  391, 

472,  473,  474,  475,  476.  477.  575,  576.  577.  578,  579,  723,  724, 
725,  726,  727,  728,  729, 1017,  1018,  1019, 1020, 1021,  1022,  1023, 
1024,  1025,  1174,  1175,  1176,  1177, 1178, 1179,  1180,  1226, 1638. 

By  Mr.  Faulkner-. -46,  47,  48,  49,  79.  131.  132,  244,  245,  298,  299,  368,  388,  389,  390, 

423,  424,  425,  426.  427,  428,  48G,  524,  525,  52(5,  580,  581,  582, 
590,  613,  614,  615,  616,  617,  722,  772,  773,  774,  775.  776.  777, 
888,  946,  947,  948,  949,  950,  951,  952,  953,  1035.  1036.  1037, 
10:i8,  1128.  1227,  1228,  1229,  1230, 1231,  1232, 1233,  1234,  1252, 
1253, 1254, 1255, 1256,  1399,  1425,  1427,  1428,  1456. 1457, 1664, 
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Mr.  Allen,  from  the  Committee  on  Claims,  sabmitted  the  following 

REPORT: 

[To  accompany  8.  3078.] 

The  Committee  on  Claims,  to  whom  was  referred  the  bill  (S.  3078)  to 
carry  oat  the  findings  of  the  Coart  of  Claims  in  the  case  of  James  H. 
Dennis,  make  the  following  report : 

The  bill  calls  for  an  appropriation  of  $20,638,  being  the  dam  fonndby 
the  Coart  of  Claims  dae  the  claimant  on  accoant  of  certain  contracts 
for  the  improvement  of  the  Tennessee  Biver. 

September  21, 1888,  by  resolation  of  the  Senate,  bill  S.  3571,  entitled 
"A  bill  for  the  relief  of  James  H.  Dennis,"  then  pending  in  the  Senate, 
was  referred  to  the  Coart  of  Claims  in  parsaance  of  the  provisions  of 
*^An  act  to  provide  for  the  bringing  of  suits  against  the  Government  of 
the  United  States,"  approved  March  3, 1887,  to  find  ^nd  report  to  the 
Senate  the  facts  bearing  npon  the  merits  of  the  claim,  inclading  the 
loyalty  of  the  claimant  and  all  other  facts  contemplated  by  the  provis- 
ions of  said  acts. 

The  bill  thus  sabmitted  to  the  Court  of  Claims  called  for  an  appro- 
priation for  the  payment  of  said  Dennis  in  the  sum  of  $259,700  on 
account  of  work  done  upon  the  Tennessee  Biver,  under  contracts,  writ- 
ten, oral,  or  implied,  between  the  years  1868  and  1872  in  addition  to 
any-sums^r  sum  that  may  have  been  paid  to  him. 

Pursuant  to  the  resolution  of  the  Senate,  npon  petition  duly  pre- 
sentei],  evidence  was  taken  and  a  finding  of  facts  was  made  by  the 
Court  of  Claims,  a  certified  copy  of  which  was  filed  with  the  President 
of  the  Senate  March  3,  1890. 

From  the  finxlings  it  is  made  clearly  to  appear  that  the  claimant  was 
a  loyal  citizen  of  the  United  States ;  that  between  the  months  of  Oc- 
tober, 1868,  and  October,  in  the  year  1870,  the  claimant  entered  into 
certain  contracts  in  writing  with  the  United  States  for  the  improvement 
of  different  places  on  the  Tennessee  Biver ;  that  the  original  contract 
was  altered  from  time  to  time  by  oral  agreements  between  the  officer 
representing  the  United  States  and  claimant;  that  the  contracts  orig- 
inally let  to  other  parties  by  the  Government  were  by  mutual  consent 
assigned  to  claimant  for  the  purpose  of  performance,  and  that  subse- 
qaent  to  the  original  contract  a  second  written  contract  was  entered  into 
between  the  Government  and  claimant  respecting  improvements  upon 
the  river. 

Pursuant  to  these  several  contracts  plaintiff,  under  the  supervision 

of  the  proper  engineering  officer  of  the  Government,  performed  work 

antil  April,  1872,  when,  failing  to  give  a  bond  exacted  of  him  by  the 

officer  in  charge,  the  daimant  was  notified  that  the  several  contracts 
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Mr.  Allsn,  from  the  Oommittee  on  Olaims,  snbmitted  the  following 

REPORT: 

[To  aooompany  S.  1418.] 

The  Oommittee  on  Claims,  to  whom  was  referred  the  bill  S.  1418, 
make  the  following  report : 

That  the  claimant^  Dwight  Hall,  was  a  manafacturer  of  cigars  on  a 
small  scale  at  Walhngford,  State  of  Gonnecticat,  in  January,  1869; 
that  he  was  assessed  by  the  assessor  of  internal  revenue  on  the  Janu- 
ary list  for  that  year  for  30,000  cigars.  On  the  9th  of  March,  1869,  he 
paid  the  internal  revenue  tax  thereon  of  $150,  with  the  peualty  of  $7.50 
added,  making  a  total  of  $157.50;  that  between  the  date  of  the  assess- 
ment and  the  payment  aforesaid  his  factory  was  burned'  and  all  his 
cigars  were  consumed  in  the  fire. 

The  collector  of  internal  revenue  for  the  district  insisted  that  not- 
withstanding the  destruction  he  was  required  to  collect  the  internal 
revenue  tax.  Hall  accordingly  made  payment.  He  failed  to  make 
application  to  the  Commissioner  of  Internal  lievenue  for  relief.  For 
many  years  Hall  has  been  seeking  relief  from  Congress.  The  fact  of 
the  loss  of  the  cigars  in  the  fire  seemed  established  to  the  satisfaction 
of  the  collector  of  internal  revenue,  who  M  the  time  expressed  a  favor- 
able view  of  Hall's  claim  for  relief. 

The  proof  shows  Hall  to  be  an  old  man,  without  business  habits  or 
training,  nearly  blind,  and  in  great  poverty,  and  while  the  committee 
does  not  find  in  the  evidence  Hall's  reasons  for  failure  to  apply  to  the 
Commissioner  of  Internal  Revenue  for  relief^  yet  the  statement  is  given 
by  responsible  parties  who  at  the  time  were  familiar  with  the  circum- 
stances that  his  failure  so  to  do  was  fully  and  satisiactorily  accounted 
for. 

The  committee,  in  view  of  the  circumstances,  recommend  that  the  bill 
be  amended  by  striking  out  all  after  the  enacting  clause  and  inserting 
the  following :     ' 

That  the  Seoretai^  of  the  Treasury  be,  and  he  is  hereby,  anthorized  and  directed 
to  investigate  the  olaim  made  against  the  United  States  by  Dwight  Hall,  of  Wolliog- 
ford,  Connecticut,  for  the  amount  paid  by  him  t<>  the  collector  of  internal  revenue 
for  the  second  district  of  Connecticut  as  taxes  and  ])enalties  upon  thirty  thousand 
cigars  manufactured  by  him  and  previous  to  the  payment  of  said  tax  or  penalty 
claimed  to  have  been  destroyed  by  an  accidental  fire,  and  the  Secretary  of  the  Treasury 
is  hereby  authorized  and  directed  to  pay,  out  of  any  money  in  the  Treasury  not  other- 
wise appropriated,  to  the  said  Dwight  Hall  or  his  personal  representatives,  or  the  per- 
son or  persons  who  may  be  lawfully  entitled  thereto,  any  sum  of  money  found,  on 
each  investigation  to  be  equitably  due  on  account  of  payment  of  said  tax  and  pen- 
ally or  either  of  them,  and  the  said  sum  when  paid  to  be  in  fuU  satisfaction  and 
discharge  of  all  claim  as  tax  or  penalty  on  said  cigars. 

And  as  thus  amended  that  the  bill  do  pass. 


2  JAMES  H.  DENNIS. 

entered  into  were  canceled  and  he  notified  to  discontinue  work.  On 
accoont  of  the  various  improvements  made  by  the  claimant  there  was 
allowed  and  paid  to  him  $105,224.57,  certain  per  cents,  of  the  amount 
being  withheld.  This  per  centum,  amounting  to  ^19,229.79,  was  not 
paid  to  the  claimant  until  January,  1874.  and  in  tbe  collecting  of  the 
same  he  was  compelled  to  pay,  as  found  oy  the  court,  $4,000  in  coun- 
sel fees ;  that  claimant  at  the  time  of  entering  into  these  several  con-^ 
tracts  with  the  Government  was  worth  from  $25,000  to  $30,000;  that' 
upon  discontinuance  of  the  work  he  was  left  in  a  state  of  insolvency. 
In  most  of  the  items  presented  in  his  petition  the  court  fails  to  find 
favorably  to  the  claimant,  solving  obscure  or  doubtful  proofs  against 
him. 

At  what  is  termed  SuQk  Bar  the  court  finds  the  whole^  amount  of 
rock  removed  to  have  been  29,369  cubic  yards ;  tbat  the  estimates  of 
payment  for  this  work,  made  by  the  officer  in  charge,  were  as  follows: 

6,100cabio  yards,  at  75  cents |4,57o.00 

9,532  cubic  yards,  at  $1.15 10,961.80 

9;  538. 85  cubic  yards,  at  $3.75 35,770.68 

25,170.85 $51,307.48 

It  finds  the  difference  between  the  work  done  and  that  paid  for  4,199 
cubic  yards,  and  that  this  additional  work  was  of  the  same  character 
and  equally  difficult  and  expensive  as  that  for  which  tbe  allowance  of 
$3.75  per  cubic  yard  was  made,  and  therefore  finds  a  reasonable  value 
for  the  same  $15,746. 

The  court  also  finds  that  on  the  work  done  at  what  is  called  Boiling 
Pot  13,500  cubic  yards  were  removed,  and  pursuant  to  the  contracts 
paid  for  at  the  rate  of  $1.50  per  cubic  yard,  and  that  upon  the  order  of 
the  officer  in  charge  claimant  made  a  further  excavation  and  removal 
of  2,400  cubic  yards  of  the  same  character  of  work,  and  worth  at  the 
contract  price  $3,600,  for  which  payment  had  not  been  made;  that  at 
what  is  known  as  Buck  Island  claimant  constructed  a  riprap  dam, 
which  he  alleged  contained  2,666  cubic  yards  of  rock,  for  which  pay- 
ment was  to  have  been  made  at  the  rate  of  $2.25  per  cubic  yard.  He 
was  allowed,  by  reason  of  an  erroneous  measurement,  for  but  2,000 
yards  at  this  rate.  The  court  finds  that  by  a  proper  method  of  measure- 
ment the  dam  contained  2,400  cubic  yards  of  rock,  for  which,  accord- 
ing to  the  contract,  he  should  have  received  payment  at  the  rate  of 
$2.25  per  cubic  yard,  and  that  there  is  still  due  him  thereon  $900. 

It  is  also  shown  in  the  findings  that  on  the  31st  of  October,  1868,  the 
claimant  made  a  contract  with  the  Government  to  do  certain  work  in 
the  improvement  of  the  Tennessee  Kiver  at  a  point  known  as  Seven- 
Mile  Island  and  Buck  Island,  and  that  after  making  extensive  prepara- 
tions for  carrying  on  the  contract  he  received  notice  from  the  engineer 
officer  in  charge  that  the  work  at  this  point  was  abandoned  and  that 
the  work  would  be  transferred  to  Colbert  Shoals. 

The  amount  of  work  done  at  Colbert  Shoals  was  3,362  cubic  yards,  at 
$2.25  per  yard.  The  court  finds  the  work  at  Colbert  Shoals  more  diffi- 
cult than  that  at  Buck  Island  and  Seven-Mile  Island.  The  whole  amount 
of  work  under  the  contract  at  Buck  and  Seven  Mile  Islands,  including 
a  wall,  was  11,357  cubic  yards.  Amount  done  at  Buck  Island  and  Col- 
bert Shoals,  5,762  cubic  yards. 

Estimating  the  cost  of  preparation  made  at  Seven-Mile  Island  for 
the  prosecution  of  tbe  work  which  became  a  useless  expenditure  in 
consequence  of  the  abandonment  at  tbat  point  and  the  difference  in 
expense  of  the  works  done  at  the  different  points,  the  court  renders  a 
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finding  of  $2,408  in  favor  of  the  claimant  in  excess  of  all  payments 
made. 

It  is  alleged  in  addition  by  claimant  that  at  Colbert  Island  he  built 
two  riprap  dams  containing  15,000  cnbic  yards,  worth  $4  per  cubic 
yard,  and  did  other  work  of  a  value  of  $175 ;  that  he  built,  still  another 
dam  containing  1,000  cubic  yards  of  riprap  and  2,300  of  rubble  dam, 
worth,  respectively  $4  and  $6  per  cubic  yard ;  that  the  claimant  was 
at  said  place  allowed  in  the  aggregate  11,439  cubic  yards  of  riprap,  for 
which  payment  of  $16,382.53,  including  the  retained  percentage  before 
mentioned^  was  made  him.  Of  this  amount  8,911.76  3^ards  were  paid 
for  at  the  price  of  $1.20  per  yard  and  the  remainder  at  the  price  of 
$2.25  per  yard.  If  the  measurement  had  been  made  according  to  the 
mleofoneand  eighty-hnndredths  instead  of  one  and  fifty-hundred ths 
for  the  difference  between  solid  and  loose  stone  as  the  court  finds 
shonld  have  been  done,  it  would  have  made  the  yards  at  $1.20, 10,693 
instead  of  8,911.76,  and  the  yards  at  $2.25,3,033  instead  of  2,527.24, 
making  a  balance  of  1,782  yards  at  $1.20  per  yard  and  505  yards  at 
$2.25  per  yard,  amounting  in  the  aggregate  to  an  increase  of  $2,706,  for 
which  payment  should  be  made  the  claimant. 

At  the  point  known  as  Bee  Tree  Shoals  it  is  alleged  the  claimant 
built  3,744  yards  of  riprap,  which  was  worth  $5  per  cubic  yard,  aggre- 
gating the  sum  of  $18,720. 

At  this  point,  by  the  officer  in  charge,  there  was  estimated  and  allowed 
'1,911^  yards  of  riprap,  400  yards  at  $1.20  per  yard,  and  l,511j  yards  at 
$2.25  per  yard,  aggregating  $3,880.87.  The  court  finds  the  same  error 
occnri^  in  estimating  this  work  as  the  foregoing,  and  that  estimating 
the  work  according  to  the  standard  of  one  hundred  and  eighty  instead  of 
one  hundred  and  fifty  the  result  is  480  yards  at  $1.20  per  yard  and 
2,890  yards  at  $2.25  per  yard. 

The  court  finds  that  the  claimant  has  paid  the  sum  of  $4,000 .as  ex- 
penses in  attorney's  fees  in  collecting  from  the  Governmidnt  the  retained 
percentage,  amounting  to  $19,229.79,  the  amount  admitted  by  the  of- 
ficer in  charge  of  the  work  to  have  been  found  due  him,  which  was  not 
paid  until  January,  1874. 

Your  committee  do  not,  however,  feel  warranted  in  recommending 
the  repayment  of  such  expenses  and  counsel  fees. 

Your  committee  therefore  recommend  that  the  bill  be  amended  so  as 
to  allow  the  claimant  the  sum  of  $25,638. 


51st  Congress,  »  SENATE.  i  ItEPOttT 

1st  Session,      i  \  No.  832, 


IN  THE  SENATE  OF  THE  UNITED  STATES. 


May  1,  1890.— Ordered  to  be  printed. 


Mr.  CoCKBELL,  from  the  Committee  on  Military  Affairs,  submitted  the 

following 

REPORT: 

[To  accompany  8.  :J716.] 

The  Committee  on  Military  Affairs,  to  which  was  referred  S.  3162, 
"To  provide  for  the  examination  of  certain  officers  of  the  Army  ai/d  to 
regulate  promotions  therein,"  have  duly  considered  the  same,  and  sub- 
mit the  following  rei)ort : 

The  object  of  this  bill  is  to  provide :  (1)  for  a  proper  examination  of  all 
officers  of  the  Army  below  the  rank  of  major  before  their  promotion 
from  one  grade  to  a  higher  one  to  determine  their  fitness  for  such  pro- 
motion ;  (2)  for  the  promotion  to  every  grade  in  the  Army  below  the 
rank  of  brigadier-general  throughout  each  arm,  corps,  or  department 
of  the  service  according  to  seniority  in  the  next  lower  grade  of  that 
arm,  corps,  or  department. 

These  two  propositions  have  received  very  full  consideration  at  the 
hands  of  the  Secretary  of  War,  the  Commanding  Oeneral  of  the  Army, 
and  other  officers,  and  by  the  Committees  of  the  House  and  Senate  on* 
Military  Affairs. 

Your  committee  referred  the  bill  to  the  Secretary  of  War  for  exam- 
ination and  report,  and  i^eceived  from  him  a  very  full  report  with  sug- 
gestions of  amendments,  etc. 

Your  committee  then  considered  the  amendments  suggested  and  pre- 
pared the  bill  in  accorda^ice  with  the  suggested  amendments  and  re- 
lierred  it  back  to  the  Secretary  of  War  for  further  consideration,  and 
received  his  reply  suggesting  a  re-arrangement  of  the  bill  into  sections, 
etc 

Your  committee  then  considered  all  these  suggestions,  and  prepared 
a  substitute  for  the  said  bill,  containing  substantially  all  the  provisions 
of  the  original  bill,  somewhat  differently  arranged,  and  such  amend- 
ments as  were  deemed  necessary.  The  substitute  contains  three  sec- 
tions. 

Section  1  requires  promotion  to  every  grade  in  the  Army  below  brig- 
adier-general in  each  arm,  corps,  or  department  of  the  service  to  be 
made  according  to  s  niority  in  the  next  lower  grade  of  that  arm,  corps 
or  department,  with  a  proviso,  that,  in  the  line  of  the  Army,  all  officers 
now  above  the  grade  of  second  lieutenant,  shall,  subject  to  examination, 
be  promoted  in  accordance  with  existing  laws  and  regulations. 

Thi«  proviso  is  approved  and  inserted  for  the  very  good  reasons, 
given  by  the  Secretary  of  War,  and  especially  by  the  Commanding 
General  and  is  in  the  exact  language  suggested  by  him,  and  will  pre- 
vent inequalities  and  injustice  which  would  ensue  from  a  change  of  the 
present  system  of  regimental  promotion  of  lieutenants  in  the  line  of  the 
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Army  to  liueal  promotion  in  the  arm,  corps,  or  department  of  tlie  serv- 
ice in  the  cases  of  many  first  lieutenants. 

Under  existing  laws  and  regalations  Hneal  promotion  applies  to  cap- 
tains and  grades  above.  And  this  proviso  only  exempts  the  present 
first  lieutenants  from  the  oi>eration  of  the  law  of  Jineal  promotion,  and 
as  soon  as  they  are  promoted  or  retired  then  the  law  of  lineal  promo- 
tion will  apply  to  all  below  the  rank  of  brigadier-general. 

Section  2  provides  that  officers  of  all  gn^es  in  each  arm  of  the  serv- 
ice shall  be  assigned  to  regiments  and  transt(Brred  from  one  regiment 
to  another  in  the  same  arm,  as  the  interests  of  the  service  may  require, 
by  orders  from  the  War  Department ;  and  that  all  appointments  in  the 
line  of  the  Army  shall  be  by  commission  in  an  arm  of  the  service  and 
not  in  any  particular  regiment. 

Section  3  authorizes  the  President  to  prescribe  a  system  of  examina- 
tion of  all  officers  of  the  Array  below  the  rank  of  major  to  determine 
their  fitness  for  promotion,  at  such  times  prior  to  the  accruing  of  the 
right  to  promotion  as  the  best  interests  of  the  service  may  require. 

Such  examinations  are  now  required  in  the  I^avy  and  also  in  the  En- 
gineer, Ordnance  and  Medic£(l  arms  of  the  service  and  have  operated 
most  beneficially  and  will  doubtless  have  the  same  beneficial  results  in 
all  other  arms  of  the  service.  Provision  is  made  that  the  President 
may  waive  the  examination  for  promotion  to  any  grade  in  the  case  of 
any  officer,  who,  in  pursuance  of  existing  law,  has  passed  a  satisfactory 
examination  for  such  grade  prior  to  the  passage  of  this  act.  This  pro- 
viso is  inserted  as  a  matter  of  justice  to  officers  in  the  Engineer,  Ord- 
nance and  Medical  Corps  of  the  service  who  have  already  passed  their 
required  examinations  prior  to  promotion  and  have  not  yet  been  pro- 
moted, and  exempts  them  from  re-examination  unless  the  President  for 
any  reason  may  deem  such  re-examination  necessary,  and  in  that  event 
they  are  to  be  re-examined. 

It  is  further  provided  that  if  any  officer  fails  in  his  examination  and 
is  reported  unfit  for  promotion  for  any  reason,  the  officer  next  below 
him  in  rank,  having  passed  such  examination,  shall  receive  the  promo- 
tion. And' if  such  officer  fails  in  his  physical  examination  by  reason 
of  physical  disability  contracted  in  the  line  of  duty,  he  shall  be  retired 
with  the  rank  to  which  his  seniority  entitled  him  to  be  promoted,  but 
if  he  fails  for  any  other  reason,  he  shall  be  suspended  ftom  promotion 
for  one  year,  and  then  be  re-examined,  and  if  he  fails  on  such  reexami- 
nation  then  he  shall  be  honorably  discharged  from  the  Army  with  one 
year's  pay. 

Further  provision  is  made  that  all  officers,  who  have  served  as^uch 
or  as  enlisted  men  in  the  armies  of  the  United  States,  regular  or  volun- 
teer, during  the  war  of  the  rebellion,  and  shall  fail  on  such  re-examina- 
tion, shall  be  placed  upon  the  retired  list ;  and  that  no  law  now  in  force 
shall  limit  or  restrict  retirement  as  therein  provid(3d  for. 

In  view  of  the  long  and  faithful  service  of  such  officers  as  served  in 
the  Army  in  the  late  war,  and  who  mfiy  fail  on  reexamination,  it  is 
deemed  just  and  right  to  place  them  on  the  retired  list  instead  of  hon- 
orably discharging  them  from  the  service  with  one  year's  pay. 

Your  committee  hereto  attach  and  make  a  part  of  this  report  the 
letters  and  accompanying  x>apers  received  from  the  Secretary  of  War. 

Believing  that  the  provisions  of  this  substitute  if  enacted  into  law 
will  promote  and  increase  the  efficiency  of  the  officers  of  the  Army,  and 
of  the  Army  itself,  your  committee  report  the  original  bill  back  to  the 
Senate  and  recommend  that  it  be  indefinitely  postponed,  and  that>^the 
substitute  be  treated  as  an  original  bill  and  be  passed. 
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War  Department,  Office  of  the  Secretary, 

Washington,  April  23, 1890. 

Sir:  I  have  the  honor  to  acknowledgre  the  receipt  of  your  letter  of 
the  18th  inst'ant  requesting  the  views  and  recommendations  of  this 
Department  on  Senate  bin  3162,  ^<to  provide  for  the  examination  of 
certain  officers  of  the  Army,  and  to  regulate  promotions  therein." 

On  the  subject  of  lineal  promotion,  for  which  this  bill  provides,  the 
Major-Oeneral  Commanding  the  Army,  in  his  report  to  me  for  the  past 
year  said : 

•  Tbe  present  system  of  promotion  in  the  line  of  the  Army  results  in  very  great  in- 
justice to  many  officers.  In  fact,  one*balf  of  these  officers  softer  injury,  without 
cause,  for  the  benefit  of  the  other  half.  In  tome  cases  this  injury  is  extreme,  one  offi- 
cer being  deprived  of  his  promotion  to  the  grade  of  captain  until  he  has  served 
eighteen,  twenty,  or  even  twenty-two  years  as  a  lieutenant,  while  another  in  the 
same  arm  of  the  service  receives  his  captaincy  in  eleven  or  twelve  years,  without 
having  rendered  any  special  service  to  merit  exceptional  promotion.  Moreover,  this 
evil  has  been  greatly  aggravated  in  past  years  by  the  selection  of  such  officers  for  re- 
tirement, on  account  oi  disability,  as  would  make  place  for  the  promotion  of  juniors 
over  the  heads  of  their  seniors.  So  far  has  this  been  carried  that  some  officers  have 
been  deprived  of  the  possibility  of  the  regular  promotion  to  the  higher  ^ades  in  the 
arm  of  the  service,  wnich  is  apparently  guarantied  to  them  by  the  plain  language 
of  the  law. 

It  may  be  impracticable  to  remedy  the  wrongs  which  have  already  been  done ; 
but  like  wrongs  may  be  prevented  by  appropriate  legislation  in  the  cases  of  all  young 
officers  who  have  not  yet  begun. to  suffer  them. 

I  would  respectf  ally  suggest  that  hereafter  promotions,  from  the  grade  of  second 
lieutenant  up  to  that  of  colonel,  in  the  cased  of  all  officers  who  are  not  now  above 
the  lowest  grade,  should  be  made  according  to  seniority  of  commission  in  the  arm  to 
which  the  officer  belongs,  and  not,  as  now  in  part,  by  regiments. 

In  this  opinion  I  understand  that  the  present  leading  officers  of  the 
Army  concur.  In  1880  the  opinion  of  General  Sherman,  then  in  com- 
mand of  the  Army,  concurred  in  by  the  Secretary  of  War,  was  averse 
to  any  change  from  the  system  of  regimental  promotion.  Their  letters 
jnay  be  found  in  a  report,  No.  652,  made  by  you  in  behalf  of  the  Com- 
mittee on  Military  Affairs  in  the  Forty-sixth  Congress,  second  session. 
The  proposition  then  before  your  committee  was  two-fold:  First,  to 
change  from  regimental  to  lineal  promotion;  and,  secondly,  to  re-ar- 
range the  rank  of  officers  so  as  to  place  them  relatively  as  they 
would  have  been  if  the  latter  form  of  promotion  had  theretofore  pre- 
vailed. The  second  certainly  could  not  be  effected  without  great  con-  - 
fusion,  and  in  the  present  bill,  it  seems  to  me,  is  wisely  omitted. 

I  think,  however,  that  the  time  has  come  when  a  change  in  the  prin- 
ciple of  promotion  for  the  future  would  be  but  just  to  the  officers  of  the 
Army.  The  advantages  of  and  the  reasons  for  the  present  system  would 
prevail  in  time  of  war  rather  than  of  peace.  1  do  not  see  how  at  present 
it  can  increase  the  esprit  de  corps  of  individual  regiments.  The  fact,  too, 
that  vacancies  occur  in  one  regiment  more  rapidly  than  another  is  due 
to  chance  rather  than  service  in  which  the  other  officers  of  that  regi- 
ment have  joined  and  for  which  they  deserve  consideration.  The  ex- 
pense of  transferring  officers  from  one  regiment  to  another  might  have 
been  an  important  consideration  in  the  early  days  of  the  Republic,  when 
we  were  practically  without  means  of  convenient  or  prompt  transporta- 
tion, but  it  no  longer  has  the  same  force.  It  is  not  now  an  important 
factor,  and,  in  view  of  the  larger  question  of  justice  to  the  officers  them- 
selves, need  not  be  considered.  In  fact,  the  adoption  of  a  system  of  ex- 
amination for  promotion  proposed  by  this  bill,  I  think,  would  remove 
the  principal  objection  which  can  be  made  to  lineal  promotion. 

This  second  and  main  measure  proposed  by  the  bill  I  believe  one  of 
the  most  important  measures  which  can  be  enacted  for  the  Army.    I  take 
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the  liberty  of  quotiDg  from  the  report  of  my  immediate  predecessor. 
Secretary  Eadicott,  lor  the  year  1888,  in  which  he  says: 

It  should  be  borne  in  mind  that  it  haa  been  and  otill  ia  the  policy  of  the  Governinent 
to  rear  and  train  at  West  Point  young  men  from  all  portions  of  the  Republic  to  be 
soldiers.  No  expense  is  spared  to  give  them  the  best  military  education  possible. 
Only  those  who  succeed  in  passing  the  tests  of  rigid  examinations  are  selected  for  the 
public  service.  *  So  severe  is  the  ordeal  through  which  they  pass  that  but  one  in 
three  succeeds  in  graduating.  Nor  is  expense  spared  in  providing  for  these  young  meu 
thus  educated  when  they  take  their  places  in  the  Army,  for  the  pay  of  our  officers  is 
higher  through  all  its  grades  than  that  of  any  other  army  save  the  Anglo-Indian 
armjT.  And  yet,  after  thus  preparing  and  providing  for  th^m,  there  are  no  special 
requirement's,  common  to  all,  demanding  their  progress  and  growth  in  the  profession 
of  arms ;  and  no  inquiry  is  made,  or  examination  had,  as  the  years  go  by,  and  they  ad-  * 
vance,  grade  after  grade,  whether  as  individuals  they  are  worthy  of  promotion  and 
are  equal  to  the  higher  rank  and  larger  responsibilities  they  are  forced  to  assume. 
When  a  second  lieutenant  enters  the  service,  whether  from  civil  life,  the  ranks  of  the 
Army,  or  fn>m  the  Military  Academy  at  West  Point,  the  rigid  examination  above  al- 
luded to  is  made  the  necessary  condition  for  the  commission.  But  this  once  passed, 
under  present  regulations,  the  officer  can,  and  but  too  frequently  does,  close  his  books 
and  his  studies;  and  if  he*does  not  overwork  or  expose  himself,  he  knows  that,  with 
good  health  and  life,  he  is  certain,  under  the  operation  of  compulsory  retirement,  to 
reach  the  highest  grade  open  to  seniority  in  his  arm  of  the  service. 

I  assume  it  to  be  true  in  the  Army,  as  elsewhere,  that  no  man  should  occupy  a 
position  for  which  he  is  not  fitted  ;  and  it  is  equally  true  that  there  should  be  some 
way  in  the  Army,  as  elsewhere,  through  which  such  fitness  should  be  ascertained. 
It  may  altfo  be  assumed  that  no  men  are  so  well  fitted  to  determine  the  capacity  or 
incapacity  of  a  capdidato  for  a  place  as  those  who  have  already  filled  the  place  and 
are  familiar  with  its  requirements' and  its  duties.  It  would  seem,  therefore,  tliat  no 
objection  can  reasonably  be  urged  against  »u  examination  as  a  condition  of  promo- 
tion, the  same  to  be  conducted  by  officers  of  higher  grade.  Tbis  should  not  be  a 
competitive  examination,  but  simply  such  an  examination  as  would  demonstrate  the. 
fitness  of  a  candidate  for  promotion  properly  to  perform  the  duties  of  the  grade  to 
which  he  aspires.  It  should  be  a  professional  examination,  having  I'eference  to  the 
mental,  moral,  and  physical  fitness  of  the  caudidate.  Its  object  is  plain — the  ad- 
vancement and  elevation  of  the  service.  Surely  there  can  be  no  reasonable  objec- 
tion to  this  test  on  the  part  of  those  who  will  be  subjected  to  it.     *"     *     * 

Soldiers  are  developed  and  matured  rapidly  on  the  battle-field,  but  in  time  of  peace 
it  is  only  by  study  and  application,  by  practical  experiment,  by  exercise  in  the  use 
of  weapons,  and  by  keeping  fully  abreast  of  the  world^s  knowledge,  that  the  soldier^ 
can  be  made  ready  for  his  real  work,  when  it  comes.  If  he  gets  his  promotion  and  his 
pay,  and  his  rank  and  authority  through  lapse  of  time,  and  a  perfunctory  routine  per* 
formance  of  his  daily  duty  without  offense,  why  should  he  labor  and  strive  for  a 
higher  excellencef  If  he  is  of  better  and  truer  mettle  than  to  be  content  and  indif- 
ferent, and  does  strive  and  labor  and  learn,  he  gets  no  more  than  he  who  is  idle  and 
waits.  It  is  the  presumption  of  fitness  and  superiority,  because  of  senioiity,  that 
makes  seniority  a  ground  for  promotion ;  but,  like  all  presumptions,  it  may  be  rebutted, 
and  if  the  man  is  shown  to  be  unfit  the  reason  utterly  fails. 


Also,  from  my  own  report  for  the  past  year : 


The  subject  of  examinations  for  promotion  in  the  Army  has  repeatedly  received  the 
attention  of  it«  general  officers  and  of  former  SecretaricH.  It  has  been  adopted  by  all 
of  the  leading  powers  of  Europe  ;  is  in  snccessfal  operation  in  our  Navy  ;  and  is  not 
untried  in  the  Army  itself,  where  it  is  authorized  in  a  limited  degree  in  the  Engineer, 
Ordnance,  and  Medical  Cori»s.  We  require  at  the  Military  Academy  most  exacting 
preparation  for  appointment  to  the  lowest  gra4e  in  the  commissioned  service  ;  but 
once  in  the  service  and  out  of  the  tactical  schools  which  immediately  supplement  the 
Military  Academy,  there  is  thenceforth  no  requirement  that  an  officer  shall  continue 
the  study  of  his  profession,  which  he  is  just  beginning,  and  that  he  must  keep  abreast 
with  its  most  modern  improvements.  An  officer  is  retired  for  physical  disability, 
but  mental  disqualification  or  even  notorious  inefficiency  and  incompetency  is  now 
no  bar  to  his  rising  to  the  highest  grade  of  field  officers.  '  An  officer  reported  deficient 
at  the  artillery,  cavalry,  or  infantry  school  can  not  thereby  be  debarred  from  pro- 
motion. 

A  system  of  non-competitive  examinations  with  well-defined  limitations  is  founded 
on  good  sense  and  supported  by  our  own  experience,  as  well  as  that  of  those  coun- 
tries where  the  efficiency  of  a  standing  army  is  held  in  the  highest  possible  estima- 
tion. I  would  call  especial  attention  to  tue  remarks  of  my  predecessor  upon  this 
subject  in  his  report  for  1888.     The  examination  should  be  so  broad  in  its  application 
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as  to  reqaire  the  ofifioer  to  show  affirmatively  that  he  is  qualified  for  the  promotion 
he  seeks.  It  should  not,  of  course,  he  a  mere  hook  examination,  hut  shoula  give  full 
credit  to  an  officer's  record  for  practical  efficiency  and  usefulness  in  the  service,  thus 
avoiding  danger  of  injustice  to  those  who  may  have  come  in  from  the  volunteers  or 
from  the  ranlu. 

I  send  yoa  herewith  a  memorandum  giving  briefly  some  information 
asrtothe  matter  of  examinations  for  promotions  in  other  conntries; 
also  a  brief  memorandum  as  to  the  law  in  force  in  our  own  Navy  and 
ID  the  Ordnance,  Engineer,  and  Medical  Departments  of  the  Army. 

The  legislation  upon  this  subject  in  the  Navy  is  somewhat  extensive, 
and  altJiongh  it  is  the  growth  of  experience,  and  as  such  is  undoubtedly 
suited  to  the  particular  needs  of  that  service,  in  view  of  some  changed 
requirements  in  the  Army,  I  think  it  would  be  difficult  to  adapt  that 
legislation  in  detail  to  this.  It  seems  to  me,  therefore,  that  the  bill 
veiy  properly  leaves  the  system  of  examination  to  be  prescribed  by  the 
President,  making  the  same  thereby  flexible  and  subject  readily  to  such 
changes  as  experience  and  necessity  dictate*.  The  details  are  more 
properly  a  matter  of  administration. 

The  blank  in  the  tenth  line  of  the  bill  I  would  recommend  be  filled 
by  inserting  the  word  *'  major."  That  would  require  two  separate  ex- 
aminations for  promotion.  Officers  must,  before  attaining  to  that  rank, 
have  arrived  at  middle  age;  and  their  general  fitness  and  standing  as 
officers  have  been  fairly  well  determined.  Also,  as  this  is  new  legisla- 
tion, I  think  it  would  be  better  not  to  go  far  enough  than  to  go  too  far. 

In  the  twenty-eighth  line. of  the  second  page,  the  expression  ^'on 
such  examination"  is  somewhat  vague,  as  both  a  first  and  a  second 
examination  are  provided  for  in  certain  cases.  I  would,  therefore, 
recommend  that  in  place  of  the  word  *'  examination  "  in  that  line  the 
word  '^  re-examination  "  be  inserted.  The  general  provisions  of  the  bill 
providing  for  the  retirement  of  officers  who  served  during  the  war  of 
the  rebellion,  or  who  are  found  incapaciated  by  reason  of  physical  dis- 
ability contracted  in  the  line  of  duty,  I  think  are  just  and  reasonable ; 
and  the  provision  that  other  officers  who  fail  a  second  time  shall  be 
wholly  retired  is  as  liberal  as  could  be  expected.  An  officer  so  retired 
would,  by  section  1275  of  the  Revised  Statutes,  receive  one  year's  pay. 
As  there  is  at  present,  however,  some  taint  attaching  to  the  expression 
^«  wholly  retired"  and  as  it  does  not  in  itself  fully  explain  its  effect, 
some  other  wording  which  means  the  same  might  be  considered  prefer- 
able. I  would,  therefore,  recommend  that  in  the  twenty-fourth  line  of 
tiie  second  page  of  the  bill  the  words  ^'  wholly  retired"  be  omitted,  and 
in  place  thereof  the  words  '^  honorably  discharged  with  one  year's  pay  " 
be  inserted. 

With  these  amendments  I  approve  the  whole  bill.  It  contains,  how- 
ever, two  distinct  propositions.  They  properly  go  together,  but  are 
not  so  connected  with  each  other  that  either  ought  to  be  made  to  stand 
or  fall  with  the  other.  The  first  one  I  think  an  appropriate  and  just 
step ;  the  last  seems  to  me  to  be  especially  necessary,  and  in  particular 
I  sincerely  hope  that  it,  or  some  other  plan  looking  to  the  same  end, 
may  receive  the  favorable  consideration  of  your  committee. 
I  am,  yours,  very  respectfully, 

Eedfield  Peoctob, 

Secretary  of  War. 

Hon.  F.   M.  GOGKBELL, 

0/  Committee  on  Military  Affairs^  United  States  Senate. 


•  * 
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Examination  fob  Promotion. 

[Memorandnm -prepared  in  Division  of  Military  Inform  at  ion,  War  Department.] 

INDIA. 

,  Under  the  Bengal  Staff  Corps  an  oflScer  of  the  English  army  (with 
some  exceptions)  must  serve  a  year  on  probation  with  native  troops,  and 
after  this  probation  has  to  pass  an  examination.  After  entering  the 
staff  corps  an  exarainatiou  is  a  necessary  precedent  to  appointment  in 
the  judgeadvocate-generars,  military  account,  commissariat,  stud, 
civil,  and  foreign  departments.  Officers  are  promoted,  however,  by 
length  of  service,  attaining  a  captaincy  after  twelve  years'  service,  major 
after  twenty,  and  lieutenant-colonel  after  twenty-six  years,  / 

ITALY. 

With  the  exception  of  graduates  of  universities  or  institutions  of  tech- 
nology, who  must  pass  a  special  qualifying  examination,  and  also  one 
year  volunteers,  no  officer  is  commissioned  in  the  Italian  army  withont 
graduating  atone  or  more  of  the  established  military  schools.  Pro- 
motion in  infantry,  cavalry,  artillery,  and  engineers  is  lineal  in  each 
arm  or  corps.  No  officer  can  be  promoted  to  the  grade  next  above 
without  passing  a  prescribed  examination. 

RUSSIA. 

Promotion  in  the  infantry  and  cavalry  to  rank  of  captain  by  senior- 
ity; to  major,  lieutenant-colonel,  and  colonel  entirely  by  selection 
based  on  reports  from  generals  of  brigades  and  divisions.  In  artillery 
and  engineers  promotion  is  by  seniority  to  the  grade  of  lieutenant^ 
colonel,  and  above  that  by  selection.  In  the  general  staff  officers  re- 
ceive a  grade  every  two  years  up  to  captain.  A  cai)tain  who  has  com- 
manded a  battalion  of  the  line  with  success  is  promoted  to  the  grade 
of  lieutenant-colonel  after  three  years'  service  as  captain. 

AUSTRIA. 

Promotion  in  infantry,  cavalry,  and  artillery  is  by  arm  and  by 
seniority  and  selection,  tip  to  and  including  the  grade  of  captain, 
flve-sixths  are  ]>roraoted  by  seniority,  one-sixth  by  selection ;  to  the 
grades  of  fiold  officers,  three-fourths  are  promoted  by  seniority,  one- 
fourth  by  selection.  But  the  first  condition  of  promotion,  whether  by 
seniority  or  selection,  is  that  the  officer  possess  a  "certificate  of  quali- 
licatioD,"  which  embraces  his  entire  history  since  entering  the  army. 
Promotion  by  seniority  to  the  grades  of  first  lieutenant  and  captain  de- 
pends also  on  tiie  possession  of  a  certifiate  of  the  academy,  college,  or 
cadet  school  through  which  the  officer  has  passed.  To  the  grade  of 
major  in  infantry  or  cavalry,  by  seniority,  depends  on  certificate  that 
the  officer  has  passed  the  final  examination  at  the  central  course  of 
instruction  with  a  classification  of  "good."  A  certificate  of  "good'' 
at  the  war  school  or  at  the  advanced  course  of  artillery  or  engineers 
exempts  captains  of  all  arms  from  further  theoretical  examination. 

Promotion  by  selection  is  based  upon  efficiency  and  a  superior  degree 
of  military  education.  A  certificate  of  "excellent"  at  a  cadet  school 
entitles  a  cadet  to  promotion  out  of  turn  if  his  military  qualifications 
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are  satisfactory ;  **  very  good  "  at  the  war  scl)ool  or  advanced  artillery 
and  engineer  course  entitles  lieutenants  and  sub  lieutenants  to  promo- 
tion out  of  turn,  and  *' excellent "  to  immediate  promotion. 

GERMANY, 

Promotions  are  made  both  by  selection  and  by  seniority,  no  precise 
limit  being,  fixed,  and  are  based  on  personal  reports  on  character, 
capacity,  and  qualifications,  which  are  submitted  to  the  Emperor,  who 
advances  or  retards  promotion  at  his  pleasure. 


ENGLAND. 


Examinations  for  promotion  to  grades  of  captain  and  major  are  re- 
quired in  all  arms  of  service. 


FRANCE 


Has  a  pecnliar  system  of  schools  for  military  purposes,  the  result  of 
which  is  practically  examination  for  promotion,  but  which  is  too  com- 
plicated to  explain  briefly. 


Memorandum   relating  to  the  examination  of  officers  of  the  Navy  for 

promotion. 

[Farnisbed  by  tbe  Navy  Department.] 

The  law  relating  to  the  examination  of  officers  of  the  Navy  as  a  pre- 
liminary to  their  promotion  is  embmced  in  sections  1493  to  1505  and  in 
section  1447,  Eevised  Statutes. 

Under  said  statutes  no  officer  of  the  line  or  the  stafi*  corps  of  the 
Navy  shall  be  promoted  to  a  higher  grade  on  the  active  list  until  he 
shall,  as  a  preliminary  to  such  promotion,  have  been  examined  by  a 
board  of  naval  surgeons,  as  required  by  section  1493,  and  pronounced 
physically  qualified  to  perform  all  his  duties  at  sea,  and  shall,  under 
the  provisions  of  section  1406,  have  established  to  the  satisfaction  of  a 
board  of  examining  officers  his  mental,  moral,  and  {professional  fitness 
to  perform  all  his  duties  at  sea,  nor  until  the  board  shall  have  certified 
that  he  is  so  qualified,  according  to  the  form  prescribed  by  section  1504, 

Such  examining  board,  which,  under  the  provisions  of  section  1498, 
is  to  consist  of  not  less  than  three  officers  senior  in  rank  to  the  officer 
to  be  examined,  has,  under  the  following  section  (1499),  power  to  take 
testimony  and  to  examine  all  matters  on  the  files  and  records  of  the 
Navy  Department  relating  to  any  officer  whose  case  may  be  considered 
by  them ;  but  under  the  act  approved  June  18, 1878  (Statutes  at  Large, 
vol.  20,  p.  165),  no  fact  which  occurred  prior  to  the  last  examination  of 
the  candidate,  whereby  he  was  promoted,  which  has  been  inquired  into 
and  decided  upon,  shall  be  again  inquired  into,  unless  such  fact,  con- 
tinuing, shows  the  unfitness  of  the  officer  to  perform  all  his  duties  at 
sea. 

The  officer  whose  case  is  to  be  acted  upon  by  the  examining  board 
shall,  under  the  provisions  of  section  1500,  have  the  right  to  be  pres- 
ent and  submit  a  statement  of  his  case  on  oath,  which  statement,  if 
made,  as  well  as  the  testimony  of  the  witnesses  and  the  examination  of 
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the  candidate,  must^  as  provided  for  in  section  1501,  be  recorded,  and 
the  whole  record  and  finding,  including  any  matter  on  the  files  and 
records  of  the  Department  touching  the  case  and  used  to  assist  the 
board  in  making  up  their  judgment,  shall,  under  section*  1502,  be  sub- 
mitted to  the  President  foi*  his  approval  or  disapproval  of  the  finding. 

Under  section  1503  it  is  provided  that  no  oiBcer  shall  be  reject^ 
until  i^ter  a  public  examination  of  himself  and  of  the  records  of  the 
Department  in  his  case,  unless  he  fails,  after  having  been  duly  notified, 
to  appear  before  the  examining  board.  ' 

Section  1505  provides  that  any  ofiicer  below  the  grade  of  commander 
who,  upon  examination  for  promotion,  is  not  found  professionally  quali- 
fied, must  be  suspended  from  promotion  for  one  year,  witli  correspond- 
ing loss  of  date,  when  he  shall  be  re-examined,  and  in  case  of  his  failure 
upon  such  examination  must  be  dropped  from  the  service ;  and  by  the 
act  approved  August  5, 1882  (Statutes  at  Large,  vol.  22,  p.  286),  it  is 
provided  that  whenever,  on  an  inquiry  had  pursuant  to  law,  concerning 
the  officer's  fitness  for  promotion,  it  shall  appear  that  such  officer  is  un- 
fit to  perform  at  sea  the  duties  of  the  place  to  which  it  is  proposed  to 
promote  him,  by  reason  of  drunkenness,  or  from  any  cause  arising  from 
his  own  misconduct,  such  officer,  having  been  informed  of  and  heard 
upon  the  charges  against  him,  shall,  if  the  finding  of  the  board  be  ap- 
proved by  the  President,  be  discharged,  with  not  more  than  one  yea^s 

pay- 


EXAMINATIONS  FOB  PKOMOTION. 

[Extracts  from  Revised  Statutes  ] 

Sec.  1160.  No  officer  of  the  Army  shall  be  commissioned  as  an  ord- 
nance officer  until  he  shall  have  been  examined  and  approved  by  a  board 
of  not  less  than  three  ordnance  officers,  senior  to  him  in  rank.  If  an 
officer  of  the  Army  fail  on  such  examination  he  shall  be  suspended  from 
appointment  for  one  year,  when  he  may  be  re-examined  before  a  like 
board.  In  case  of  failure  on  such  re-examination  he  shall  not  be  com- 
missioned as  an  ordnance  officer. 

Sko.  1172.  No  person  shall  receive  the  appointment  of  assistant  sur- 
geon unless  he  shall  have  been  examined  and  approved  by  an  army 
medical  board,  consisting  of  not  less  than  three  surgeons  or  assistant 
surgeons,  designated  by  the  Secretary  of  War,  and  no  person  shall  re- 
ceive the  appointment  of  surgeon  unless  he  shall  have  served  at  least 
five  years  as  an  assistant  surgeon  in  the  regular  Army,  and  shall 
have  been  examined  and  approved  by  an  army  medical  board,  consist- 
ing of  not  less  than  three  surgeons,  designated  as  aforesaid. 

Sec.  1206.  No  officer  of  the  Corps  of  Engineers  below  the  rank  of 
field-officer  shall  be  promoted  to  a  higher  grade  until  he  shall  have 
been  examined  and  approved  by  a  board  of  three  engineers  senior 
to  him  in  rank.  If  an  engineer  officer  fail  on  such  examination  he 
shall  be  suspended  from  promotion  for  one  year,  when  he  shall  he  re- 
examined before  a  like  board.  In  case  of  failure  on  such  re-examina- 
tion, he  shall  be  dismissed  trom  the  service 
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War  Department,  Office  of*  the  Seobetabt, 

Washington^  April  23, 18fli0. 

Bear  Senator  :  In  addition  to  the  letter  I  sent  to-day  in  regard  to 
lineal  promotions  and  examinations  it  seems  to  me  it  wonld  be  well  to 
add  to  Senate  bill  3162  the  sixth  section  of  Oeneral  Wheeler's  H.  B.  51, 
which  reads  as  follows : 

That  officers  of  all  grades,  in  each  arm  of  the  service,  shall  be  assigned  to  re^- 
ments  and  transferred  from  one  regiment  to  another,  as  the  interests  of  the  service 
may  require,  by  orders  from  the  War  Department,  and  hereafter  all  appoint* 

ments  in  the  line  of  the  Army  shall  be  by  commission  in  an  arm  of  the  service,  and 
not  by  commission  in  any  partioolar  regiment. 

It  might  be  added  as  a  separate  section,  or  might  be  added  after  the 
word  ^^  Department"  in  the  seventh  line  of  the  bill  as  it  now  stands. 
This  is  in  accordance  with  General  Schofield's  recommendation,  which 
yon  will  find  qnoted  at  the  top  of  the  sixth  page  of  my  report.  It  is 
not  a  vital  matter,  but  yon  can  see  would  be  one  of  great  convenience 
if  lineal  promotion  is  adopted,  that  the  commissions  should  be  in  the 
arm  of  the  service  and  not  in  particular  regiments. 
Very  truly  yours, 

Sedfield  Proctor. 

Hon.  F.  M.  COOKRELL, 

United  States  Senate. 


War  Department,  Office  of  the  Secretary, 

Washington^  April  26, 1890. 

Sir  :  I  have  the  honor  to  send  you  herewith  a  copy  of  a  letter  from 
Major-General  Schofield,  and  another  from  Lieut.  Eben  Swift,  of  the 
Fifth  Cavalry,  with  sundry  indorsements,  relative  to  the  first  part  of 
Senate  bill  3162  (H.  B.  8202).  The  point  is  made  that  although  the 
present  system  of  regimental  promotion  lor  lieutenants  has  wrought  in- 
justice to  many  officers  in  that  grade,  the  chauge  to  lineal  promotion, 
to  go  into  efifect  at  once,  would,  in  the  case  of  many  first  lieutenants, 
aggravate  the  evil.  The  question  does  not  ariee  in  the  case  of  second 
lieutenants. 

The  first  amendment  which  General  Schofield  suggests  does  not  affect 
the  principle  involved  in  the  bill,  which,  in  fact,  he  favors.  It  simply 
postpones  its  operation  in  part,  and  it  might,  to  some  extent,  have  the 
effect  of  remedying  inequalities  and  injustice  which  have  arisen  under 
the  present  system. 

His  second  and  alternative  suggestion  that  the  bill  might  be  amended 
so  as  to  provide  for  re-arranging  the  relative  rank  of  officers  as  it  would 
have  been  provided  the  system  of  lineal  promotion  had  heretofore  pre* 
vailed  I  do  not  think  is  practicable. 
Yours,  respectfully, 

Eedfield  Proctor, 

Secretary  of  War. 

Hon.  F.  M.  GOCKRBLL, 

Of  Committee  on  Military  Affairs j  United  States  Senate. 
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Heabquabteks  op  the  Abmy, 

Washington,  JD.  C,  Apnl  23,  1890. 

SiB:  I  have  the  honor  to  submit  the  followiug  suggestions  In  respect 
to  the  bill  (H.  11.  8202)  *<to  provide  for  the  examination  of  certain  offi* 
cers  of  the  Army  and  to  regulate  promotion  of  ofScers  therein," 

By  the  operation  of  the  present  system  of  regimental  promotion  of 
lieutenants  in  the  line  of  the  Army  many  juniors  in  original  Ta,nk  have 
become  seniors  in  present  lineal  rank  as  first  lieutenants.  Hence  to 
apply  the  rule  of  lineal  promotion  to  the  cases  of  the  present  first  lieu- 
tenants would  promote  them  to  the  grade  of  captain  over  those  of  their 
seniors  who  have  already  suffered  great  loss  in  relative  rank  from  reg- 
imental promotion.  For  example,  there  are  two  first  lieutenants  in  the 
Second  Cavalry  who  have  already  been  jumped  by  thirty-one  of  their 
juniors.  They  will  inevitably  be  jumped  by  fourteen  more,  making 
forty-five  in  all,  if  the  lineal  system  is  now  applied  to  first  lieutenants 
of  cavalry.  This  is  the  extreme  case,  but  there  are  many  others,  in  all 
arms  of  the  line,  which  differ  from  this  only  in  degree. 

I  regard  the  substitution  of  lineal  for  regimental  promotion  as  very 
important  for  the  purpose  of  preventing  in  future  the  gteat  inequali- 
ties in  regular  promotion  which  have  occurred  in  the  past.  And  this 
may  be  done  without  aggravating  the  evils  which  already  exist,  by  an 
appropriate  amendment  of  the  bill  above  referred  to.  For  this  pur- 
pose 1  would  suggest  the  following  amendment,  to  be  inserted  in  line 
seven  after  the  word  ^^dq^artmenty^^  viz : 

Prwided,  That  in  the  line  of  the  Army  aU  officers  now  above  the  grade  of  second 
lieptenant  shall,  subject  to  snch  examination,  be  entitled  to  promotion  in  accordance 
with  existing  laws  and  regnlations. 

As  the  existing  regnlations  give  lineal  promotion  to  captains  and 
the  higher  grades  the  effect  of  this  amendment  would  be  only,  to  ex- 
eept  present  first  lieutenants  from  the  operation  of  this  rule,  and  thus 
avoid  any  increase  of  the  injury  already  done  them.  This  seems  to  me 
the  lea^t  that  can  be  done  with  due  regard  to  justice  and  vested  rights. 

If,  on  the  other  hand,  it  be  admitted  that  the  vested  rights  of  of&cers, 
acquired  under  the  present  and  past  'system  of  promotion,  do  not  for- 
bid legislation  designed  to  correct  the  relative  injustice  heretofore  done, 
and  it  be  desired  to  amend  the  bill  for  this  purpose,  I  would  suggest 
the  following  amendment  in  lieu  of  the  one  above  suggested,  viz: 

Provided,  That  in  the  line  of  the  Army  the  officers  of  each  grade  below  that  of 
major  shall  be  arranged  in  relative  rank  in  that  grade  in  the  order  which  would 
have  existed  if  promotions  had  always  heretofore  been  made  in  accordance  with  the 
provisions  of  this  act. 

The  effect  of  this  provision  would  be  to  correct  the  relative  injustice 
heretofore  done,  so  far  as  can  be  without  depriving  any  officer  of  his 
present  commission  and  without  increasing  the  number  of  ofBlcers  of 
any  one  grade.  It  would  simply  regulate  the  promotion  of  all  to  the 
next  higher  grade  according  to  the  lineal  principle  as  if  that  had 
always  been  recognized. 
Very  respectfully, 

J.  M.  SCHOFIELD, 

M(0or' General  Commaiiding, 
The  Seobetabt  of  the  War. 
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Headquarters  Department  of  the  Missouri, 

Fort  Leavenworth^  Kans.^  Aprilll,  1890. 

Sir  :  I  have  the  boDor  to  ask  consideration  of  the  following  appeal : 

My  attention  has  been  called  to  the  fact  that  Senate  bill  3162  and 
House  bill  8202,  providing  for  promotion  by  seniority  in  the  several 
arms  of  the  service,  is  now  likely  to  become  a  law.  Believing  that  it  is 
not  the  intention  to  enact  a  law  which  would  work  a  hardship  to  some 
officet&  while  benefiting  others^  I  will  beg  the  attention  of  the  proper 
authorities  to  a  consideration  of  my  own  case. 

By  the  proposed  law  thirty  four  gentlemen,  who  were  my  juniors  when 
I  gnidnated,  would  inevitably  become  my  seniors  in  the  cavalry  arm, 
and  would  so  remain  until  my  death  or  retirement.  There  is  no  claim 
that  they  would  overslaugh  me  by  any  merit  or  service  of  their  own,  or 
otherwise  than  by  the  merest  chance.  They  rank  me  because  there 
wei'e  two  kinds  of  lieutenants  recognized  performing  precisely  the  same 
duties.  Such  a  rule  must  forever  debar  me  from  holding  any  but  a  sub- 
ordinate position  in  the  cavalny.  Having  experienced  every  bad  effect 
of  the  former  rule  of  promotion,  but  having  now  some  meager  prospects 
under  that  rule,  I  would  find  my  prospects  still  further  damaged  by  a 
law  which  is  designed  to  remedy  the  other. 

1  submit  that  my  commission  in  the  Army  gave  me  certain  rights  ot 
promotion,  which  the  new  law  would  set  aside,  and  in  so  far  as  it  places 
me  permanently  below  those  who  are  rightfully  my  juniors,  it  is  retro- 
active and  unjust. 

The  former  rule,  if  bad,  had  many  compensations.  In  the  first  place 
we  were  able  to  keep  up  the  regimental  associations  which  pleased  us; 
in  the  second  place,  a  delay  of  promotion  for  a  term  of  years  was  surely 
followed  by  a  period  of  more  activity  ;  and  again,  deferred  promotion 
was  less  mortifying  when  all  of  one's  seniors  in  a  regiment  were  his 
elders  in  years  and  experience. 

Bnt  this  new  rule  would  perhaps  make  me  a  file  closer  in  a  cavalry 
troop,  commanded  by  an  officer  who  was  deficient  in  my  own  class  at 
West  Pointy  or  it  would  just  as  likely  subject  me  to  the  mortification  of 
serving  nnder  a  captain  whom  I  instructed  in  his  own  first  drill. 

For  these  reasons  and  for  many  others  I  ask  that  no  rule  of  promotion 
may  be  adopted  which  will  work  so  unjustly  to  my  prospects  as  this,  and 
in  "snbmitting  my  case  in  this  manner  1  take  the  only  proper  course 
known  to  me  for  protesting  against  a  law  which  would  discriminate 
against  me  through  no  fault  of  my  own. 

Very  respectfully,  your  obedient  servant, 

Eben  Swtft, 
First  Lieutenant  Fifth  Cavalry^  Aide-de-Oamp. 

The  Adjutant-General  op  the  Army, 

Washington,  D.  0. 

[First  iDdoTsement.J 

Headquarters  Department  op  the  Missouri, 

Fort  Leavenworth^  Kans.j  April  12,  1890. 

BespectfuUy  forwarded  through  Headquarters  Division  of  the  Missouri. 
The  within  clear  statement  of  facts  is  commended  to  the  attention  of 
the  proper  authority,  by  whom  it  is  hoped  it  will  be  properly  brought 
to  the  notice  hf  Congress.  The  case  set  forth  is  one  of  a  number  of  the 
Kamekind:*  It  is  suggested  that  an  act  of  the  character  now  before 
Congress,  provided  it  referred  only  to  second  lieutenants,  would  work 
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no  iDjustice  and  be  the  means  in  timB  of  providing  the  way  for  an  act 
to  apply  to  all  lieatenants  without  injustice  to  any. 

W.  Merbitt, 
Brigadier- General  Comwanding. 

[Second  indorMment.] 

Headquarters  Division  of  the  Missouri, 

Washington,  D.  0..  April  16, 1890, 

Respectfully  forwarded  to  the  Adjutant-General  of  the  Army. 

J.  M.  SCHOFIELD, 

Major- General  Commanding, 

[Third  indorsement.] 

Eespectfully  submitted  to  the  Msyor-Oeneral  Commanding. 

G.  MgKeever, 
Acting  Adjutant- General. 

Adjutant-General's  Office,  April  18, 1890. 

[Fonrth  indorsement.] 

Headquarters  of  the  Army, 

Washingtony  D.  0.,  April  22,  1890. 

Respectfully  submitted  to  the  Secretary  of  War,  inviting  careful 
consideration  of  this  subject.  To  commence  at  this  time  the  system 
of  lineal  promotion  of  first  lieutenants  of  cavalry  would  greatly  in- 
crease the  injury  which  has  now  been  done  in  many  cases  by  the  opera- 
tion of  the  present  regimental  system.  If  the  vested  rights  of  officers, 
acquired  under  the  present  system,  prevent  any  remedy  of  the  ipjuries 
heretofore  done,  the  same  principle  should,  for  stronger  reasons,  pre- 
vent new  legislation,  which  must  add  to  those  injuries. 

If  it  were  considered  possible  to  re-arrange  the  officers  of  the  line  in 
relative  rank,  as  they  would  have  been  arranged  if  lineal  promotion 
had  heretofore,  prevailed,  impartial  justice  would  be  done  to  all.  If 
this  can  not  be  done,  the  only  just  course  would  seem  to  be  to  com- 
mence the  lineal  system  with  th^  present  second  lieutenants,  • 

J.  M.   SOHOFIELD, 

Major- General  Commanding, 


War  Department,  Office  of  the  Secretary, 

Washington^  April  29,  1890. 

My  Dear  Sir  :  I  have  received  your  letter  of  yesterday  inclosing 
Senate  bill  3162  as  proposed  to  be  amended.  I  have  no  further  sug- 
gestions to  offer  afiecting  the  substance  of  the  bill.  As  a  matter  of 
form  only,  it  has  occurred  to  me  that  taking  the  bill  as  you  now  have 
it,  it  might  be  a  little  more  simple  and  logical  for  General  Schofield's 
proviso  to  follow  immediately  after  the  provision  for  lineal  promotion, 
making  of  that  provision  and  its  limitation  as  to  when  it  shall  go  into 
effect  one  section )  letting  the  section  taken  from  Mr.  Wheeler's  bill 
stand  as  a  second,  and  the  provison  for  examination  for  promotion  a 
third  section.  That  would  not  change  the  language,  but  simply  the 
order.  I  return  you  the  bill  in  that  form  and  you  can  see  whether  you 
think  it  is  preferable  or  not. 
Very  truly,  yours, 

Eedfield  Proctor. 

Hon.  F.  M.  OOCKRELL, 

Of  Committee  on  Military  Affairs,  United  States  Senate.  • 


6l8T  Congress,  \  SENATE.  j  Report 

Ut  Session,     i  \  No.  833. 


IN  THE  SENATE  OF  THE  UNITED  STATES. 


May  2, 1890.^Ordered  to  be  printed. 


Mr.  Faulkner,  from  the  Oommittee  on  the  District  of  Oolumbia,  sab- 

mitted  the  following 

REPORT: 

[To  aooompany  S.  9660.] 

The  Oommittee  on  the  District  of  Columbia  have  had  nnder  consid- 
eration Senate  bill  2660  ond  respectfally  report : 

The  report  of  the  attorney  for  the  District  of  Oolumbia  so  fully  ex- 
plains the  provisions  of  Senate  bill  2660  and  the  necessity  for  its 
passage,  that  yonr  committee  would  file  as  a  part  of  their  report  the 
letter  of  the  attorney  for  the  District,  approved  by  the  Gommissioners 
of  the  District,  dated  April  2, 1890. 

OrpiCB  or  TBB  ArroRinBT,  District  or  Columbia, 

Wa9hingUm,  April  2,  1890. 

Okntlxmbn  :  The  pnrpoee  of  the  accompanyiDg  bill  (8.  2660)  is  to  correct  certain 
defect*  in  the  preseDt  law  or  ordinanoe  as  to  openinff  alleys  fonnd  in  Webb's  Di|;est, 
beginning  at  tne  bottom  of  page  t  of  said  digest  and  continaing  to  bottom  of  page  2 
of  same,  which  defects  are  as  follows : 

(1)  The  old  law  applies  only  to  the  corporation  of  the  city  of  Washington,  and  is 
restricted  to  the  opening  or  extension  of  alleys.  The  new  one  applies  to  the  District 
of  Colnmbia  and  provides  for  widening  and  straightening  also.  The  demand  for  this 
is  obvions. 

(2)  The  old  law  makes  no  provision  for  the  administration  of  an  oath  to  the  Jary 
impanelled  to  ascertain  the  damages  for  land  taken  for  alley  purposes.  The  new 
one  supplies  this  defect,  as  yon  will  see  by  examining  lines  9  and  10,  section  3. 

(3)  Tne  old  law  provided  that  the  amonnt  foand  for  damagjes  should  be  paid  out  of 
money  unappropriated  and  standing  to  the  credit  of  the  ward  m  which  such  alley  was 
to  be  located.  The  new  one,  as  this  provision  is  entirely  obsolete,  provides  that  this 
payment  shall  be  made  by  the  District  of  Colnmbia  out  of  any  fundis  available  there- 
for.   (See  lines  22  and  23  of  section  3. ) 

(4)  The  old  law  declared  the  allevs  open  and  free  for  public  use  before  the  land 
condemned  was  paid  for,  as  you  will  see  by  the  examination  of  section  1  of  that  law. 
The  new  one  declares  the  alley  open  after  payment  and  after  just  compensation  has 
been  made. 

(5)  The  old  law  provided  for  a  Jury  of  twelve  to  assess  the  damages  for  the  land 
taken,  and  then  provided  for  a  commission  of  three  to  levy  a  tax  upon  the  property  of 
the  individual  benefited  by  th<^  alley.  It  is  clear  that  such  a  commission  had  no 
power  t-o  levy  a  tax,  and  as  a  matter  of  fact  have  never  levied  a  tax  for  such  a  pur- 
pose. The  new  law  provides  that  the  same  Jury  that  ascertains  the  damages  must 
also  apportion  the  benefits,  and  upon  their  return  of  such  apportionment  the  collector, 
the  only  proper  officer  for  that  purpose,  levies  the  tax.  This  is  a  saving  of  great 
expense  also,  as  the  Jury  when  assessing  the  damages  can  assess  the  benefits  at  the 
same  time,  and  are  better  qualified  to  do  so  than  a  separate  commission. 

(6)  The  old  law  made  no  provision  for  giving  a  notice  to  the  owners  of  the  land 
of  tne  time  and  place  of  assessing  the  damages,  which  is  absolutely  essential  to  a 
valid  condemnation  of  land  for  either  street,  highway,  or  alley  purposes.  Section  6 
rapplles  this  de&ct. 
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SeotioD  6  of  tbe  new  bill  makes  proYision  for  the  coodemoation  of  land  belonging 
to  private  individuals  for  sewer  purposes.  Tbere  is  no  law  applicable  to  the  Dis- 
trict of  Colnmbia  anthorizing  tbe  condemnation  of  land  belonging  to  private  indi- 
viduals for  tbe  purpose  of  constructing  a  sewer  tberein  or  tbrongb  tbe  same.  The 
want  of  such  a  law  has  been  attended  with  great  expense  td  the  District,  and  com- 
pel6  the  District  to  either  negotiate  for  ncbt  of  wav  through  private  property  at  ex- 
traordinary prices  or  defend  the  wrongful  taking  of  the  property  in  the  courts. 
Respectfully, 

Geo.  C.  Hazblton, 
Attametf  fwr  the  District  of  Columbia, 

The  COMMISSIOMBBS  OV  THB  DI8TBICT  OF  COLUMBIA. 

The  above  so  clearly  presents  the  case  that  it  is  as  well  to  forward  it  as  the  report 
of  the  Commissioners. 

*     I.  G.  HiifB. 

Your  committee  wonld  recommend  that  the  bill  S.  2660  be  passed. 


61ST  Congress,  )  SEli?  ATB.  i  Bbpobt 

l8t  Session,     i  \  No.  834. 


US  THE  SENATE  OF  THE  TTNTEED  STATES. 


AiaAT  2, 1890«^Oidflred  to  be  printed. 


Mr.  Pasoo,  fix>m  the  Oommittee  on  Public  Baildings  and  Gronnds,  sub- 
mitted the  following 

REPOBT: 

[To  accompany  H.  B.  168.] 

The  Oommittee  on  Public  Buildings  and  Grounds,  to  whom  was  re- 
ferred the  bill  (H.  B.  188)  for  the  erection  of  a  public  building  at  Co- 
lumbus, Ga.,  adopt  the  following  report  of  the  House  committee  which 
considered  this  matter  as  a  part  of  their  rejiort: . 

The  Committee  on  Pablio  Baildings  and  Gronnds,  to  whom  was  referred  the  biU 
(H.  B.  18H)  for  the  erection  of  a  pablic  bnilding  at  Colambns,  Ga.,  submit  the  follow- 
ing report : 

Columbns  is  at  this  time  the  center  of  eight  important  railroads,  at  the  head  of 
steam-boat  navigation  on  the  Chattahoochee  Biver,  and  is  the  seat  of  numerous  fac- 
tories, steam  mills,  foundries,  iron  works,  and  other  iudustries  of  various  kinds.  Its 
population  is  rapidly  increasing.  A  post-office  building  has  at  all  times  been  rented, 
and  the  sum  of  $l,!ftK)  per  annum  is  now  paid  as  rental. 

The  population  of  Columbus  is  about  24,000,  being  an  increase  of  over  100  per  cent, 
since  the  census  of  1^80,  and,  including  the  suburban  population,  it  will  exceed 
35,000.  It  is  a  large  manufacturing  city,  perhaps  the  largest  in  the  State,  including 
•iu  this  cotton  and  woolen  mills,  oil  mills,  bagging  factory,  iron  works,  fertilizing 
factory,  and  scores  ot  other  enterprising  institutions,  employing  as  many  as  5,000 
operatives.  The  annual  cotton  receipts  of  this  place  vary  from  70,000  to  110,000  bales. 
A  free-delivery  system  was  here  established  in  Jfnly,  1887. 

The  fipross  revenue  of  the  post-office  at  this  place  for  1869  was  $19,201.52,  showing 
a  very  nealthy  increase  over  years  previous.  The  money-order  business  will  com- 
pare favorably  with  other  offices  supply  ins  a  like  population.  The  population 
within  the  delivery  of  the  office  is  fully  35^000.  From  this  it  wiU  be  clearly  seen 
that  the  prospects  of  a  very  rapid  increase  is  reasonable.  There  are  eight  railroads 
running  into  this  city.  There  are  several  others  chartered  which  will  be  soon  under 
oontract.  There  is  located  here  the  largest  iron  foundry  in  the  South,  besides  other 
foundries  of  lesser  magnitude.  With  a  large  banking  capital  and  a  surplus  of  about 
half  that  sum,  Columbns  has  bright  prospects.  The  assessed  value  of  city  real  estate 
is  over  18,000,000. 

A  bill  for  a  public  bnilding  at  this  place,  with  the  same  amount  of  expenditure 
which  this  report  recommends,  passed  the  House  in  the  Fiftieth  Congress. 

-  In  view  of  the  growing  importance  of  this  place,  your  committee  are  of  the  opinion 
that,  as  a  matter  of  economy,  the  erection  of  a  pnbUc  building  is  warranted  by  the 
increasing  importance  of  this  growing  city,  situated  as  it  is  at  the  head  of  naviga- 
tion on  the  Chattahoochee  Biver,  which  flows  to  the  Gulf  of  Mexico,  and  which  has 
so  large  and  increasing  a  wholesale  and  retail  trade.  The  water-power  here  is  known 
as  the  Coweta  Falla^  and  is  unsurpassed  iu  the  South.  The  Judioiarjr  Committee 
have  aneed  at  the  present  session  to  recommend  the  passage  of  a  bill  to  require 
terms  of  the  United  States  courts  to  be  held  here. 

The  bill  as  it  came  from  the  House  of  Bepresentatives  is  not  in  the  form 
which  this  committee  has  &vored  and  made  use  of  in  like  cases  during 
the  present  session.  This  form  has  recently  been  modified  by  the  action 
of  the  two  Houses  upon  the  recommendation  of  committees  of  conference 
on  other  bills  of  a  like  character,  and  this  committee  have  adopted  a 
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form  in  tbe  present  case  in  harmony  with  this  action.  This  form  con- 
tains the  entire  snbstance  of  the  House  bill,  and  the  committee,  favoring 
the  purpose  of  the  bill,  snbmit  the  accompanying  ^bstitate  therefor, 
and  recommend  that  it  do  pass.  And  they  farther  recommend  that  the 
title  be  changed  so  as  to  reiftd,  ^<  To  provide  for  the  purchase  of  a  site, 
and  the  erection  of  a  public  building  thereon  at  Oolumbus,  in  the  State 
of  Georgia,  and  for  o^er  purposes.'' 


51ST  Congress,  \  SENATE.  (  Bbpout 

Xst  Session.     J  \  No.  835. 


IN  THE  SENATE  OF  THE  UNITED  STATES. 


Mat  2,  18[K).-~0rdered  to  be  printed. 


Mr.  DAViSy  from  the  Committee  on  Pensions,  snbmitted  the  following 

REPORT: 

[I'o  aocompany  S.  2493«] 

The  Committee  on  Pensions,  to  whom  was  referred  the  bill  (S.  2493) 
granting  a  pension  to  John  Swearer,  have  examined  the  same  and 
report: 

At  the  time  of  the  attack  on  Fort  Sumter  a  party  of  stone-masons 
and  brick-layers  were  engaged  in  strengthening  its  insecure  defenses. 
One  of  these,  John  Swearer,  volunteered  to  help  man  the  guns.  The 
whole  regular  force  in  the  fort  under  Major  Anderson  num^ring  only 
some  sixty  men,  bis  services  were  accepted,  and  he  was  privileged  to 
be  the  first  man  in  the  fort  who  was  wounded,  and  so  the  first,  also,  in 
the  war  of  the  rebellion.  The  circumstances  under  which  the  claimant 
under  the  bill  was  thus  permitted  to  exhibit  his  manliness  and  patriot- 
ism are  detailed  in  the  following  letter  from  Major-Oeneral  Doubleday, 
at  the  time  in  command  of  one  of  the  companies  garrisoning  the  fort : 

In  the  first  opening  of  the  enemy's  batteries  against  Fort  Somter  C April  12,  1861) 
the  fort  was  garrisoned  by  only  two  companies  of  the  United  States  Army,  under 
command  of  Maj.  Robert  Anderson.  I  commanded  one  of  these  companies.  Onr 
sixty  men  were  invested  by  several  thonsand.  The  labors  that  devolved  upon  the 
regular  troops  were  immense  in  their  effort«  to  pnt  the  works  in  a  proper  condition 
to  resist  an  assault.  In  this  emergency,  John  Swearer,  with  a  few  of  his  companions 
who  were  masons  and  brick-layers,  and  who  were  at  work  in  the  fort,  served  at  the 
guns  during  the  bombardment  and  performed  all  the  duties  of  a  soldier.  At  the  close 
of  the  action  Swearer  was  badly  wonnded  by  a  piece  of  shell  entering  his  body. 

fle  was  the  first  man  wounded  in  the  late  civil  war.  Instead  of  $4  a  month  pension 
dating  only  from  1884,  I  think  his  pension  should  be  increased,  and  it  should  date 
from  the  day  he  was  wounded. 

ABNER  DOITBLEDAY, 

Majw-GeneraX,  U,  S,  Army,  formerly  Capt,  Co,  E,  First  U,  S.  Artillery, 

The  service  performed  by  the  claimant  was  in  no  sense  required  by, 
or  incident  to,  his  employment.  It  was  an  act  of  generous  and  sponta- 
neous patriotism,  most  gratefully  to  be  remembered  in  his  behalf.  It 
is  especially  to  be  so  remembered,  since  age  has  come  to  him  with  dis- 
ease resulting  from  his  wound,  and  poverty  as  companion  to  both.  He 
was  pensioned  under  the  statute  of  July  4,  1884,  at  $4  per  month,  and 
that  rating  was  increased  to  $8  from  September  25,  1889. 

In  consideration  of  the  peculiar  and  meritorious  circumstances  sur- 
rounding the  case,  the  committee  do  not  hesitate  to  recommend  the 
passage  of  the  bill,  with  amendments  as  follow^* 

Strike  out  all  the  preamble  td  said  bill,  and  in  the  fifth  and  sixth 
lines  thereof  the  words  ^^four  dollars  per  month  from  April  thirteenth, 
eighteen  hundred  and  sixty-one,  and,^  and  in  the  eighth  line  of  said 
bill  the  words  '' deducting  payments  hitherto  made;"  so  that  the  bill 
will  read,  ^^  at  the  rate  of  twenty  dollars  per  month  from  the  date  of  the 
passage  of  this  act." 

C 


51st  Congress,  \  SENATE.  i  Bbpokt 

1st  Sess^ion.     i  .  (  No.  830. 


IN  THE  SENATE  OF  THE  UNITED  STATES. 


Mat  2, 1890.— Ordered  to  be  printed. 


Mr.  Dayis,  from  the  Gommittee  on  Pensions,  submitted  the  fbllowing 

REPORT: 

TTo  accompany  S.  2386.] 

The  Committee  on  Pensions,  to  whom  was*referred  the  bill  (S.  2386), 
granting  a  pension  to  John  Connolly,  have  examined  the  same  and 
report: 

From  a  mass  of  testimony,  pertinent  and  irrelevant,  in  the  case  of 
the  claimant  under  the  bill,  tbe  copimittee  find  the  following  to  be  the 
facts : 

That  the  claimant  after  many  years'  services  as  engineer  of  steam- 
boats on  the  Western  rivers  and  lakes,  in  the  summer  of  1863  volun- 
teered in  what  was  known  as  Davidson's  Yazoo  Pass  Expedition,  and 
was  appointed  its  chief  engineer ;  that  afterwards,  in  December  of  that 
year,  he  was  commission^  as  acting  first  assistant  engineer  in  the 
Navy,  and  was  assigned  to  duty  on  gunboat  No.  23,  of  the  Mississippi 
river  flotilla;  that  while  engaged  in  such  service,  in  measuring  tbe  ca- 
pacity of  the  coal  bunkers,  and  the  quantity  of  coal  on  hand,  he  sus- 
tained an  injury  through  the  breaking  of  a  ladder  and  being  thrown  to 
the  bottom  of  tbe  hold,  by  which  his  left  shoulder  became  permanently 
disabled,  and  which  partially  incapaciates  him  from  the  performance 
of  manual  labor;  and  that  subsequently,  in  June,  1864,  while  still  in 
such  service,  and  during  the  bombardment  of  Uniontown,  Ky-,  he  was 
struck  with  deafness  in  the  left  ear,  which  has  since  become  total,  with 
the  hearing  of  the  right  car  permanently  impaired. 

In  support  of  these  facts  are  the  sworn  statements  of  the  claimant, 
of  George  W.  Bone,  executive  officer  of  the  boat,  and  of  James  G. 
Wheeler,  ordinary  seaman,  and  the  diary  of  the  boat's  surgeon;  since 
deceased,  corroborated  by  tbe  testimony  of  the  surgeon's  wife,  who  was 
on  board  at  the  time  of  such  bombardment,  and  who  afterwards  visited 
and  nursed  the  claimant. 

The  claim  was  rejected  in  the  Pension  Bureau  on  grounds  arising 
from  the  fact  that,  at  a  medical  survey  of  the  claimant  made  in  Octo- 
ber, 1864,  whereat  he  was  pronounced  unfit  for  duty,  the  certificate  did 
not  refer  to  injnry  to  shoulder  or  deafness  as  grounds  of  disability,  but 
assigned  dyspepsia  as  the  cause;  and,  proceeding  according  to  the 
usual  course  in  the  bureau  in  giving  weight  to  record  evidence  over 
oral,  rejection  followed. 

The  committee  decline  to  attach  equal  importance  with  the  Pension 
Bureau  to  the  surgeon's  certificate,  because  it  is  the  only  evidence  in 
the  case  that  connects  the  claimant  with  dyspeptic  trouble.  Tbe  testi- 
mony as  above  indicated  establishes  bis  true  disabilities.    The  testi- 
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mouy  is  also  ample  to  sastaiu  the  fact  that  before  service  he  was  not 
ODly  highly  competent  in  his  profession,  but  sonnd  in  health ;  and  is 
given  by  captains  and  other  officers  of  steam-boats  under  and  with 
whom  he  had  served  for  years,  and  up  to  the  period  of  entering  the 
'SsLVj.  The  same  witnesses  swear  to  claimant's  disabilities  after  leav- 
ing the  service,  and  that  such  disabilities  incapa^tate  him  from  fol- 
lowing his  profession,  the  late  Commodore  Kittson  testifying  that  while 
highly  estimating  the  claimant's  character  and  abilities,  he  felt  obliged 
to  discontinue  the  claimant's  engagements  with  his  line,  as  engineer, 
after  the  war,  on  account  of  his  deafness.  Similar  testimony  is  alBO 
given  by  Oapt.  Alexander  Origgs,  manager  of  steamboats  on  the  Bed 
River  of  the  North. 

The  committee  consider  it  palpable  that  the  surgeon's  certificate 
which  has  been  the  means  of  depriving  this  officer  of  his  pension,  was 
made  thoughtlessly  or  under  misapprehension;  that  the  testimony 
clearly  and  satisfactorily  sustains  the  existence  of  the  sdleged  disabil- 
ities, their  incurrence  in  the  service,  and  their  depriving  the  claimant 
of  the  capacity  to  perform  labor  in  his  profession ;  and  that  the  bill  for 
his  relief  is  a  just  one  and  should  be  approved.  This  they  therefore  do, 
and  recommend  its  passage. 


5l8T  COKGRESS,  )  SENATE.  (  RbIPOHT 

IstSesmon.      J  \  Mo.  837. 


IN  THE  SENATE  OP  THE  UNITED  STATES. 


May  2, 1890.~Ordered  to  be  printed. 

Mr.  Davis^  from  the  Oommittee  on  PensionSi  sabmitted  the  following 

REPORT: 

[To  accompany  S.  204a] 

The  Committee  on  Pensions^  to  whom  was  referred  the  bill  (S.  2043) 
granting  a  pension  to  Edgar  M.  Cherry,  have  examined  the  same  and 
report: 

The  claimant  under  the  bill,  late  a  member  of  the  Thirty-second  Reg- 
iment Wisconsin  Volunteers,  while  in  service  and  battle,  received  a 
gunshot  wound  in  the  face,  which  resulted  in  total  loss  of  sight  of  the 
right  eye,  with  partial  loss  of  sight  of  the  left,  partial  loss  of  nose, 
with  entire  stoppage  of  the  breathing  apertures,  forcing  all  breathing 
through  the  open  mouth,  and  producing  chronic  sore  throat,  and  a  dis- 
figurement most  painful  to  witness  and  endure. 

For  these  disabilities  the  claimant  has  been  drawing  pension  at  from 
$8  to  $16,  of  which  last  rate  he  is  now  in  receipt.  His  trade  is  that 
of  miller,  which  his  wound,  producing  the  disabilities  above  described, 
compels  him  to  abandon,  as  it  does  also  to  forego  every  employment  in 
which  dust  and  heat,  or  light  and  sight,  are  incident  or  requisite.  His 
injuries  thus  reduce  him  practically  to  a  condition  of  blindness ;  while 
the  constant  irritation  to  which  he  is  subject  renders  bis  state  in'some 
respects  even  worse  than  that.  These  facts  are  shown  by  the  testimony, 
and  have  influenced  the  Pension  Bureau  from  time  to  time  to  increase 
his  rating. 

To  enable  the  committee  to  act  with  understanding  and  justice  the 
claimant  made  photographic  profert  of  his  wound ;  and  if  there  had 
been  no  other  testimony  than  the  fact  that  the  disfigurement  thus  pict- 
ured was  incurred  in  service  and  on  duty,  it  would  have  justified  the 
approval  of  the  bill,  which  is  hereby  made^  with  the  recommendation  of 
the  committee  that  the  same  do  pass* 
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Mr.  Davis,  from  the  Gommittee  on  Pensions,  submitted  the  following 

REPORT: 

[Tft  accompany  H.  R.  4038.] 

The  Committee  on  Pensions,  to  whom  was  referred  the  bill  (H.  B. 
4038)  granting  a  pension  to  James  Fitzgerald,  have  examined  the  same 
and  report:. 

The  report  of  the  House  Committee  on  Invalid  Pensions,  hereto  at- 
tached is  adopted,  and  the  passage  of  the  bill  is  recommended. 

Tbe  Committee  on  Invalid  Pensions,  to  whom  was  referred  the  bill  (H.  R,  4038) 
granting  a  peusion  to  James  Fitzgerald,  sabmit  the  following  report : 

Mr.  James  Fitzgerald  Horved  in  the  U.  S.  Marine  Corps  from  June  11,  1861.  to  June 
12,  18()5,  when  houorably  discharged,  and  also  as  master-at-arms  on  the  U.  o.  S.  Ohio 
from  July  19,  18G5,  to  July  6,  186d,  and  filed  a  claim  in  the  Pension  Office  on  Jane  7, 
18H7,  on  acconut  of  piles  aPeged  to  have  been  contracted  by  him  while  on  a  cmise 
homo  from  Brazil  in  November  or  December,  1884.  He  stated  that  he  received  no 
treatment  while  in  tbe  Marine  Corps  for  said  disability,  but  that  while  on  the  Ohio 
he  ofteu  received  treatment  but  was  not  placed  on  the  sick  list,  preferring  to  perform 
his  duties,  which,  while  on  said  sbip,  were  comparatively  light. 

He  ^led  in  support  of  his  claim  the  testimony  of  several  neighbors  showing  that 
he  complained  of  and  sull'ered  from  piles  from  the  winter  of  1868-'69  (within  a  few 
months  Kubsequcnt  to  his  final  discharge)  up  to  the  present  time,  and  a  medical 
exuminatiou  held  in  September,  1887,  revealed  prolapsus  of  rectum,  also  a  mass  of 
external  piles,  for  which  the  board  of  surgeons  rate  him  at  $6  per  month.  He 
declared  his  inability  to  furnish,  after  repeated  efforts,  any  evidence  showing  the 
existence  of  his  disability  in  the  service  by  reason  of  the  death  and  removal  to  parts 
unknown  of  those  of  his  comrades  who  were  cognizant  of  his  trouble,  and  his  claim 
was  therefore  rejected  by  the  Pension  Office  on  said  ground  in  July,  1888. 

His  long  service,  and  the  well-known  fact  that  sailors  and  marines  are  laboring 
under  great  difficulties  to  find  their  shipmates,  generally  scattered  all  over  tbe 
country,  entitle  him  to  relief  at  the  hands  of  Congress,  and  yonr  committee  return 
tbe  bill  with  the  recommendation  that  it  pass. 

© 
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Mr.  Davis,  firom  the  Oommittee  on  Pensions,  submitted  the  following 

REPORT: 

[To  accompany  H.  R.  6688.  ] 

The  Committee  on  Pensions,  to  whom  was  referred  the  bill  (H.  B. 
6688)  granting  an  increase  of  pension  to  Mary  H.  Nicholson,  have  ex- 
amined the  same  and  report: 

The  reiwrt  of  the  Committee  on  Invalid  Pensions  of  the  House  of 
Representatives,  hereto  appended,  is  adopted  and  the  passage  of*  the 
bill  recommended  with  an  amendment: 

Strike  out  the  letter  "  S"  after  the  letter  "  W"  in  the  seventh  line, 
and  insert  the  letter  ^'A'^. 

HOUSE  REPORT. 

■ 

The  Committee  on  Pensions,  to  whom  was  referred  the  bill  (H.  R.  6688)  granting 
an  in'.Tease  of  pension  to  Mary  H.  Nicholson,  have  considered  the  same  and  report : 

The  late  hnsband  of  the  beneficiary  cf  the  bill  was  one  of  a  large  nnmber  of  highly 
distinguished  officers  of  the  U.  6.  Navy  who  rendered  gallant  and  meritorious  serv- 
ices to  the  Government  during  the  late  war,  his  services  having  been  repeatedly 
recognized  by  promotion  nntil  he  reached  the  grade  of  rear-admiral. 

In  compliance  with  the  request  of  the  committee  the  Chief  of  the  Bureaq  of  Navi- 
gation, Navy  Department,  has  furnished  them  with  a  statement  of  the  naval  service 
of  Rear-Admiral  J.  W.  A.  Nicholson,  compiled  from  the  records  of  his  office,  which 
statement  the  committee  desire  to  incorporate  with  and  make  a  part  of  this  report: 

Bureau  of  Navigation,  Navt?  Depahtmext, 

WaahingUm,  March  5,  1H90. 

8ir:  In  compliance  with  the  request  contained  in  your  letter  of  the  24th  ultimo  to 
the  Secretary  of  the  Navy,  I  have  the  honor  to  transmit  herewith  a  record  of  the 
naval  service  of  J.  W.  A.  Nicholson,  late  rear-admiral,  U.  S.  Navy. 
Very  respectfully, 

F.  M.  Ramsay, 
Chief  of  Bureau. 
Hon.  Milton  De  Lano, 

Saute  of  Beproieniaiivea,  Chairman  Hou$e  Committee  on  Pensions. 


Eeeord  of  service  of  Bear-Admiral  J.  W.  A.  Nicholson. 

Appointed  acting  midshipman  from  the  lOth  February,  1838.  February  24,  1838, 
ordered  to  the  Levant.  Jannary  19, 1841,  detached  and  granted  three  months'  leave. 
April  23,  1841,  ordered  to  the  Fairfield.  Transferred  to  the  Brandywine.  July  18, 
1H42,  detached  from  the  Brandywine  and  granted  three  months'  leave.  November  4, 
1842,  ordered  to  the  navy-yard.  New  York.  April  26,  1843,  detached  and  ordered  to 
the  Sommere.  September  28,  IH^f  detached  and  ordered  to  the  naval  school,  Phil- 
adelphia. May  22, 1844,  ordered  to  the  Princeton.  May  30,  1844,  warranted  as  passed 
midanipman  from  the  20th  May,  1844.    March  20,  1848,  detached  from  the  Princeton 
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and  x^laceil  ou  waiting  orders.  May  29,  1846,  ordered  to  the  Lexington.  Transferred 
to  the  Savannah.  September  10, 1847,  detached  from  the  Savannah  and  granted  three 
months'  Icav«\  December  13,  1847,  ordered  to  the  Fredonia  as  actinj;  master.  Jnly 
29,  1848,  detached  and  granted  three  months'  leave.  April  10,  1849,  ordered  to  the 
Jtaritan  as  acting  master.  April  27,  1850,  detached  and  granted  three  months  leave. 
July  18,  1850,  ordered  to  duty  ou  the  Coast  Survey.  October  9,  1850,  detached  and 
placed  on  waiting  orders.  December  7,  1850,  ordered  to  the  Southampton  as  acting 
master.  September  26,  1851,  warranted  as  master  from  the  11th  Jnne,  1851.  Aognst 
20^  1852,  detached  from  the  Southa^ipton  and  granted  three  months'  leave.  Com- 
missioned lieutenant  from  24th  AprU,  1852.  February  11,  1853.  ordered  to  the  Van- 
dalia.  Returned  sick,  detached  November  20,  1854,  and  granted  three  months'  leave. 
October  11,  1855,  ordered  to  navy-yard.  New  York. 

May  6,  1857  detached  from  the  New  York  yard  and  ordered  to  the  Beleate;  August 
14,  1857,  detached  from  the  Release  and  placed  on  waiting  orders.  October  5,  1857, 
ordered  to  the  Vinoennes.  Transferred  to  the  Supply,  March  17,  1860,  detached  from 
the  Supply  and  granted  three  months'  leave.  Jnly  9, 1860,  ordered  to  the  receivini^- 
ship  at  New  York.  April  1,  1861,  detached  and  ordered  to  the  Pacahontas,  April 
10,  1861,  detached  and  ordered  to  the  Pensaoola.  Octaber  10,  1861,  detached  and  or- 
dered to  command  the  leaao  Smith,  Commissioned  commander  fi'om  the  16th  Jnly, 
1862.  August  29,  1862,  detached  from  the  iaoao  Smith,  August  30,  1862,  ordered  to 
ordnance  duty,  navy  yard.  New  York.  Jnne  22,  1863,  detached  and  ordered  to  com- 
mand the  Shamrock.  December  11,  1863,  detached  and  ordered  to  duty  on  South  At- 
lam.ic  Blockading  Squadron.  January  13,  1664,  detached  ih>m  the  squadron  and  or- 
dered to  command  the  Manhattan, 

December  28,  1864,  detached  on  the  15th  instant  and  placed  on  waiting  orders. 
February  27,  1865,  ordered  to  command  the  Mohongo,  Commissioned  captain  from  the 
25th  July,  1866.  Detached  from  the  Mohongo  12th  October,  1866,  and  placed  on  wait-^ 
ingorders.  November  24,  1866,  ordered  to  special  duty  at  New  York.  May  li,  1867,' 
detached  from  special  duty  at  New  York  and  placed  on  waiting  orders.  September 
10,  1867,  ordered  to  command  the  Wampanoag.  April  20, 1868,  detached  and  placed  on 
^vai  I  iug  orders.  Jnne  11,  1868,  memberof  examining  board  at  Philadelphia.  August 
1,  18  8,  detached  31st' August,  1868,  and  ordered  to  tine  navy-yard.  New  York,  1st  Sep- 
tember. 

April  29,  1871,  detached  from  the  navy-yard,  New  York,  and  ordered  to  command 
fho  Lancaster  J  South  Atlantic  Station.  Transferred  to  the  FortsmiOuthy  August  13, 
1872 ;  detached  from  command  of  the  Portsmouth  and  placed  on  waiting  orders.  Com- 
missioned n^  commodore  from  the  8th  November,  1873.  November  10,  1873,  member 
examining  nnd  retiring  boards.  Jnne  10,  1876,  detached  31st  August  next  and  to 
comnmud  the  navy-yard,  New  York,  1st  September.  April  10,  1880,  detached  1st  May, 
and  placed  on  waiting  orders.  September  16,  l>-80,  ordered  to  command  the  Euro- 
pean >Stat  ion.  Commissioned  a  rear-admiral  from  the  1st  October,  1881.  Detached 
from  command  of  the  European  Station  on  the  10th  March,  1883. 

Transferred  to  the  retired  list  in  March,  1883.  Died  at  New  York  on  the  28th  Octo- 
ber, 1887. 

Ill  a  letter  addressed  under  dat.e  of  February  21,  1890,  to  a  member  of  this  commit- 
tee, David  D.  Porter,  Admiral  U.  S.  Navy,  speaks  in  highest  terms  of  the  important 
and  valuable  service  rendered  the  Government  by  Rear- Admiral  Nicholson,  and  es- 
pecially of  his  gallantry  in  bringing  about  the  surrender  of  the  Confederate  iron-clad 
Tennes^cCt  at  the  battle  of  Mobile  Bay,  at  which  time  he  (Nicholson)  was  in  command 
of  the  Manhattan,  Admiral  Porter  adds  that  it  would  gratify  every  officer  in  the  Navy 
to  see  the  widow  of  the  gallant  Nicholson  obtain  the  advance  of  pension  contemplated 
by  the  bill,  an  advance  of  which  she  stands  in  much  need. 

The  claimant  is  now  in  receipt  of  a  pension  at  $50  per  month,  the  same  having  been 
granted  her  by  special  act  of  Congress  approved  Febmarv  26, 1889. 

She  now  asks  for  an  increase  to  $100  per  month,  declaring  under  oath  that  her 
necessities  impel  her  to  that  course.  She  has  been  ill  a  great  deal  since  the  death  of 
her  husband,  and  has  been  too  restricted  in  Jier  circumstances  to  employ  a  physician, 
except  that  once  when  dangerously  ill  she  had  three  visits  fit>m  a  pnysician  who  re- 
quired of  her  only  half  price.  She  has  even  been  unable  to  pay  the  physician  who  in 
conjunction  with  the  naval  physician  attended  her  husband  in  his  last  illness.  A 
daughter  of  her  husband,  in  very  poor  health,  lives  with  her  and  is  dependent  upon 
her  for  support,  and  she  (claimant)  is  obliged  to  receive  temporary  absistance  from 
one  of  her  relatives. 

The  services  of  Rear- Admiral  Nicholson  can  hardly  be  overestimated,  and  in  view 
of  the  necessities  of  the  widow  of  this  gallant  officer,  your  committee  report  the  bill 
back  with  the  recommendation  that  it  do  pass. 
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Ht.  Sawteb,  from  the  Committee  on  PensionSy  submitted  the  following 

REPORT: 

[To  accompany  S.  1236.] 

The  Committee  on  Pensions,  to  whom  was  referred  the  bill  (S.  1236) 
granting  a  pension  to  Mary  A.  Mykins,  have  examined  the  same  and 
report: 

In  the  Forty-ninth  Congress  your  committee  reported  favorably  a  bill 

is.  158)  identioal  with  this,  which  passed  the  Senate ;  n\»o  in  the  last 
Congress  a  similar  bill  (S.  170)  was  reported  favorably  and  passed  the 
Senate,  each  of  which  bills  failed  in  the  Uouse. 

David  J.  Mykius  enlisted  as  a  private  in  Company  E,  One  hundred 
and  seventieth  Begtment  of  New  York  Volunteers,  on  the  28th  of  Au- 
^  gust,  1862.    He  was  promoted  through  the  several  grades  until  at  the 
'  time  of  his  discharge  he  was  captain  and  brevet  lieutenant-colonel.  He 
was  wounded  at  Petersburgh  July  16, 1864;  received  a  gunshot  wound 
in  the  forehead,  crushing  the  frontal  bone,  and  a  flesh  wound  in  the  neck. 
For  the  first  of  these  wounds,  which  unfitted  him  for  manual  labor,  caus- 
ing intense  pain,  dizziness,  and  deafness,  he  was  pensioned  by  certifi- 
cate issued  in  1881.    Two  intelligent  and  respectable  witnesses,  who 
knew  the  soldier  intimately  for  several  years  prior  and  at  the  time  of 
his  death,  which  occurred  on  the  4th  day  of  April,  1882,  state  that  they 
hsul  ample  opportunities  to  observe  him  during  his  last  illness,  and  that 
from  such  observation  they  believe  his  death  was  the  result  of  the 
wounds  received  in  the  manner  indicated. 

Your  committee  re-affirm  its  former  action  and  recommend  the  passage 
of  the  bill. 
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Mr.  Sawyer,  from  the  Committee  on  Pensions,  submitted  the  following 

KEPORT: 

[To  accompany  S.  1240.] 

The  Committee  on  Pensions,  to  whom  was  referred  the  bill  granting 
a  pension  to  Jennie  H.  Cogbill,  have  examined  the  same  and  report: 

In  the  Forty-ninth  and  Fifhieth  Congresses  your  committee  reported 
favorably  bills  identical  with  this,  both  of  which  passed  the  Senate  bat 
failed  in  the  House.  The  former  action  of  this  committee  is  re-affirmed 
and  the  passage  of  the  bill  recommended. 

The  soldier,  Thomas  A.  Cogbill,  was  a  member  of  Company  F,  Tenth 
Eegiment  of  Rhode  Island  Volunteers,  and  was  injared  while  with  his 
regiment  on  its  way  to  Washington ;  was  taken  to  a  hospital  and  sent 
home  from  the  hospital  before  the  expiration  of  the  term  of  service  of 
his  regiment,  which  was  mustered  in  for  three  months.  On  account  of 
his  injury  he  was  not  mustered  in  with  the  regiment  and  did  not  receive 
a  discharge,  although  the  facts  in  regard  to  his  enlistment,  service,  and 
injury  are  clearly  proven.  His  claim  for  a  pension  was  rejected  by  the 
Pension  Office  on  the  ground  that  the  soldier  was  not  mustered  into  the 
United  States  service  with  his  regiment.  Some  time  subsequent  to  his 
discharge  from  the  hospital  the  claimant  enlisted  in  Company  F,  Sec- 
ond Regiment  of  Rhode  Island  Volunteers,  and  served  until  July  13, 
1965.  The  claimant  furnishes  testimony  of  neighbors  to  show  that  the 
soldier  was  in  good  health  prior  to  enlistment,  and  that  snbsequent  to 
his  discharge  he  was  ill  a  good  portion  of  the  time,  and  they  express 
the  opinion  that  his  death  was  the  result  of  disease  contracted  in  the 
service  in  the  line  of  duty. 

The  committee  recommend  the  passage  of  the  bill. 
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Mr.  Sawyeb,  from  the  Committee  on  Pensions^  submitted  the  following 

REPORT: 

[To  acoompaDy  H.  R.  4152.] 

The  Committee  on  Pensions,  to  whom  was  referred  the  bill  (H.  B. 
4152)  granting  an  increase  of  pension  to  Albert  Mabb.  have  examined 
the  same  and  report : 

The  report  on  which  this  bill  was  passed  by  the  House  is  concurred 
in,  and  is  as  follows : 

The  Committee  on  Invalid  Pensions,  to  whom  was  referred  the  bill  (H.  R.  4152) 
granting  an  iDcreaae  of  pension  to  Albert  Mabb,  submit  the  following  report : 

Mr.  Albert  Mabb  served  in  Company  H,  Twenty-first  Iowa  Volunteers,  from  August 
11,  186*2,  to  July  15,  1865,  and  filed  a  claim  for  pension  in  February,  18d3,  based  upon' 
loss  of  sight  of  right  eye  and  impairment  of  sight  of  the  other,  due  to  smoke  while 
serving  as.  a  cook.  His  lieutenant  and  three  of  the  enlisted  men  of  his  Company  testi- 
fied to  his  peifeot  eye-sight  at  enlistment  and  until  fall  of  1864,  when,  while  serving 
as  cook,  his  eyes  became  seriously  affected,  necessitating  his  relief  from  such  duties. 
Ample  testimony  was  filed  by  him  showing  the  continuance  of  this  affection  of  the 
eyes,  resulting,  in  1683,  in.  the  condition  claimed  by  Mr.  Mabb  in  his  application  for 
pension.  On  October  10,  1884,  he  was  pensioned  for  disease  of  eyes  and  resulting  loss 
of  sight  of  right  eye  and  impaired  vision  of  loft  eye  at  the  rate  of  $6  per  month 
from  the  date  of  filing  his  application,  and  at  $10  per  month  from  April  3,  1884.  He 
filed  an  application  for  increase  on  December  13,  1884,  claiming  total  blindness  and 
»  rating  of  $72  per  month. 

This  claim  for  increase  was  passed  for  allowance  by  both  the  legal  and  medical 
branches  of  the  Pension  Office  on  Biay  28,  1885^  but  before  issuance  of  the  certificate 
the  personal  attention  of  the  then  Commissioner  of  Pensions  was  called  to  the  case, 
who  referred  the  ca^  on  the  testimony  of  Dr.  W.  V.  Mar m  ion,  of  this  city,  for  his . 
opinion  as  an  expert,  who  held  that  while  smoke  may  and  does  produce  occasionally 
conjunctivitis  in  its  various  forms  it  could  not  produce  cataract,  and  that  the  blind- 
ness in  Mr.  Mabb's  case  is  caused  by  simple  uncomplicated  senile  cataract  due  to 
changes  in  the  lens  itself;  a  state  of  things  which  Mr.  Mabb  could  not  have  pre- 
vents even  though  he  had  foreseen  it. 

Thereupon  the  claim  for  increase  was  rejected,  but  his  name  was  permitted  to 
remain  on  the  rolls  at  the  rating  of  |10  per  month. 

Since  this  action  was  taken  Mr.  Mabb  filed  the  testimony  of  two  physicians,  Drs. 
J.  W.  Thompson  and  P.  £.  Tricro,  showing  that  an  examination  of  Mr.  MabVs  eyes^ 
made  at  different  times  by  them,  revealed  both  subjective  and  objective  symptoms 
that  the  cataracts  are  the  res&lt  of  an  old  infiammation  dating  back  msny  years.  * 
That  the  iris  had  been  involved  in  the  inflammatory  process,  which  seemed  to  have 
disturbed  the  nutrition  of  the  lenses,  and  consequently  rendering  them  opaque,  and 
that  this  disease  was  the  leading  cause  of  the  cataracts  recently  developed. 

The  medical  referee  of  the  Pension  Office  did  not  deem  this  evidence  convincing 
enough  in  its  nature  to  warrant  a  change  of  action. 

He  now  files  the  testimony  of  Dr.  Sherman,  an  eminent  oculist  of  Manchester, 
Iowa,  to  the  effect  that  he  was  consulted  by  Mr.  Mabb,  in  July,  1875,  in  reference  tu 
his  eyes;  found  the  lids  severely  granulated,  the  vessels  of  the  coroea  injected,  and 
vision  quite  dim,  and  that  it  was  his  opinion  at  that  time  that  there  was  some  lesion 
of  either  the  retina  or  choroid;  that  he  examined  him  again  January  29,  1889,  and, 
after  a  very  careful  examination,  he  states  that  he  has  not  changed  his  mind  as  to 
lesions  of  either  the  retina  or  choroid. 

8.  Bep. 


2  ALBEBT  MABB. 

Dr.  Marmioa  admitted,  in  his  opiDion  of  1885,  that  tho  oaases  of  cataract  are  some- 
what shroaded  in  mystery,  hat  that  it  was  generally  agreed  that  the  same  are  oaosed 
by  iDilammatory  changes  within  the  lens,  originating  frequently  from  diseases  of 
what  18  known  as  the  uveal  tract  and  sometimes  from  the  deeper  tonios  of  the  eye,  as 
in  cases  of  choroiditis,  choroido-retinitis,  and  irido*choroiditts. 

Now,  Dr.  Sherman's  testimony  shows  clearly  that  in  1875  Kr.  Mabh  had  either 
choroiditis  or  choroido-retinitis,  Just  that  disease  admitted  by  Dr.  Marmlon  to  be  one 
of  those  causing  cataract,  and  against  his  opinion  based  only  upon  the  evidence  then 
on  file  in  the  Pension  Office,  we  now  have  testimony  of  another  oculist  based  upon  a 
l^ersonal  examiuation  of  Mr.  Mabb's  eyes  ten  years  before  Dr.  Marmion  ever  gave  hia 
opinion,  showing  a  condition  of  the  eyes  srenerally  accepted  as  a  result  of  severe  con- 
jnncti  vitis,  and  which  it  is  admitted  Mr.  Mabb  contracted  in  the  service.  At  any  rate, 
it  in  fist  bo  admitted  that  the  disease  of  eyes,  conceded  by  the  Pension  Office  to  have 
had  its  origin  in  the  Army,  made  the  pensioner's  eyes  more  susceptible  to  the  earlier 
development  of  the  cataracts,  he  having  been  but  forty-fiy|9  vears  of  aoe  at  time  of  his 
discharge,  and  your  committee  are  of  the  opinion  that  he  should,  at  least,  receive  a 
part  of  the  amount  paid  for  total  blindness  under  the  general  laws. 

The  bill  is  reported  favorably  with  a  recommendatioii  that  it  do  paas. 


Hot  Congress,  >  SENATE.  §  I^pobt 

1^  Session,     i  \  No.  843. 


m  THE  SENATE  OF  THE  UNITED  BTATEa 


May  d,  1880.-»OxdeTed  to  be  printed. 


Mr.  Sawyer,  from  the  Ck>mmittee  on  Pensions,  submitted  the  following 

BEPORT: 

[To  aeoompany  H.  R.  480aj 

The  Committee  on  Pensions,  to  whom  was  referred  the  bill  (H.  B. 
4808)  granting  a  pension  to  Boxanna  Finch,  have  examined  the  same 
and  report: 

The  report  on  which  this  bill  was  passed  by  the  Honse  is  concnrred 
in,  and  is  as  follows: 

Tbe  Committee  on  Invalid  PensionB,  to  whom  was  referred  the  bill  (H.  R.  4808) 
granting  a  pension  to  Roxanna  Finch,  submit  the  following  report: 

The  claimant  is  the  widow  of  George  Finch,  who  served  as  private  in  Company  £, 
First  Wisconsin  Heavy  Artillery,  from  September  1,  1864.  to  July  12,  1865,  the  date 
of  the  disbandment  of  the  command. '  While  on  the  way  nome  to  be  mustered  out  be 
waa  taken  sick  and  permitted  to  go  to  his  home  in  Whitewater,  Wis.,  before  the  final 
discharge  papers  were  made  out.  His  dis  charge  was  sent  to  him,  ueins  unable  to 
retnm.  This  sickness  was  a  severe  ease  of  typhoid  fever,  which  resulted  in  partial 
paralysis  of  the  right  arm  and  side. 

The  soldier  did  not  file  his  claim  for  this  disability  until  May  12, 18ci0,  and  died  May 
24,  1881,  without  having  any  action  taken  on  the  same  ot  being  examined  by  a  Pen- 
sion Office  examininji^  sorgeon.  The  claim  was  subsequently  allowed,  and  a  small 
Sension  paid  to  his  widow.  Her  claim  has  been  rejected  on  the  ground  ibat  soldier's 
esth  from  paralysis  is  not  chargeable  to  his  military  service. 

Special  examination  showed  that  the  soldier  was  more  or  less  under  medical  treat- 
ment from  the  time  of  the  attack  of  typhoid  fever  until  his  death.  Dr.  J.  M.  Lauuing 
treated  him  immediately  after  the  recovery  from  typhoid  fever  for  a  severe  case  of 
piles,  which  the  doctor  attributed  to  chronic  diarrhea,  said  by  the  soldier  to  have 
been  contracted  in  the  service.  Treatment  therefor,  at  intervals,  continued  until 
1875. 

Dr.  W.  B.  Sherman  testifies  that  he  treated  soldier  from  March,  1877,  until  his  death 
in  1881,  for  partial  paralysis  of  the  right  arm.  Several  months  before  his  death  he 
complained  of  pain  in  head  and  had  vomiting  spells  which  gradually  indreased  in  se- 
verity. The  last  ten  days  or  two  weeks  he  was  in  a  serai-comatose  state,  with  diar- 
rhea and  complete  hemij^legia.  Affiant's  diagnosis  of  the  case  was  a  tumor  of  slow 
growth  in  the  brain,  which  produced  the  paialysis  and  finally  death.  This  diagnosis 
proved  correct  on  post-mortem  examination.  . 

Your  committee  are  not  prepared  to  say  that  the  soldier's  death,  cause  was  directly 
ohari^eable  to  the  service,  but  the  whole  history  of  the  case  shows  such  a  diseased 
coiidition  foll6wing  upon  the  service  that  whatever  doubts  there- may  exist  they 
are  ready  to  solve  ^e  same  in  favor  of  the  claimant,  who  is  not  only  without  means, 
but  is,  by  reason  of  rheumatism,  totally  unable  to  labor  and  almost  entirely  depend- 
ent npon  neighbors  for  support.  • 

The  bill  is  reported  favorably  with  a  recommendation  that  it  do  pass. 


51sT  Congress,  \  SUNATB.  i  R^pobt 

Ist  Session,     i  \  No.  844. 


IN  THE  SENATE  OP  THE  UNITED  STATES. 


Mat  2, 1890.— Ordered  to  be  printed. 


Mr.  Sawyer,  from  the  Committee  on  Pensions,  submitted  the  following 

REPORT: 

[To  accompany  H.  R  5299.  ] 

The  Committee  on  Pensions,  to  whom  was  referred  the  bill  (H.  E. 
5299)  granting  a  pension  to  Chloe  Cooper,  have  examined  the  same  and 
report : 

The  report  on  which  this  bill  was  passed  by  the  House  is  concurred 
in,  and  is  as  follows: 

The  Committee  on  Inyalid  PensioDs,  to  whom  was  referred  the  biU  (H.  R.  5299}  for 
tbe  relief  of  Cbloo  Cooper,  aabmit  the  following  report: 

Wallace  A.  Cooper  was  an  adopted  sou  of  the  olaimaot,  Chloc  Cooper.  He  served 
In  tbo  Union  Army  as  a  private  in  Company  F^  Forty-sixth  Wisconsin  Volunteers, 
eight  months  and  one  day,  having  enlisted  January  §(>,  ItiCo,  and  was  discharged 
Sentember  27,  1865.    He  died  at  Sextonville,  Wis.,  September  25,  lbC9. 

January  4,  1887,  Chloe  Cooper  filed  claim  fur  peTmLon  alleging  that  Wallace  A. 
Cooper  died  of  disease  resulting  from  measles  contracted  while  in  the  service  of  the 
United  States  and  that  herself  and  imbecile  husband  depended  upon  him  for  support. 
Claim  was  rejected  October  12,  1888,  on  the  ground  that  there  was  no  title  under 
existing  law,  as  soldier  was  not  claimant's  son,  being  <in  adopted  child.  The  evi- 
dence is  clear  and  abundant  that  soldier  was  a  healthy  man  before  enlistment;  that 
he  was  taken  ill  of  measles  just  before  starting  south  with  his  regiment;  that  he. 
had  a  relapse  and  had  to  be  left  behind  at  Chicago,  and  did  not  again  Join  his  com- 
pany until  about  two  months  later;  that  he  was  not  well  at  any  time  after  that  to 
ihe  time  of  h:s  death.  Walter  W.  Howard,  a  comrade,  testifies  to  Cooper's  previous 
good  health  and  that  he  was  unable  to  do  any  service  after  reaching  his  regiment  in 
Alabama.  Neighbors  testify  to  his  having  contributed  to  the  support  of  Chloe 
Cooper  and  her  husband.  The  evidence  further  shows  that  the  husband  of  Chloe 
Cooper  is  of  very  weak  mind;  that  he  is  now  seventy-three  years  old  and  very  feeble 
physically  aiid  unable  to  contribute  to  the  support  of  himself  or  his  wife.  It  is 
also  shown  that  they  are  in  very  destitute  circumstances,  depending  upon  their 
neighbors  for  the  necessaries  of  life. 

Your  committee  is  entirely  satisfied  that  the  claim  of  the  petitioner  is  right  and 
just. 

The  bill  is  reported  favorably  with  a  recommendation  that  it  do  pass. 


518T  Congress,  )  SENATE.       '  i  Bepobt 

1st  Session.     }  )  'So.  845. 


nr  TAB  SENATE  OP  THE  UNITED  STATED 


Mat  2y  1890.--OTaered  to  be  printed. 


Mr.  Sawtss,  from  the  Oommittee  on  PeDsions,  sabmitted  the  following 

REPORT: 

tTo  accompany  H.  R.  4393.] 

The  Committee  on  Pensions,  to  whom  was  referred  the  bill  (H.  B. 
439dt^nranting  a  pension  to  Mary  Dockham,  have  examined  the  'same 
and  report : 

The  report  on  which  this  bill  was  passed  by  the  Honse  is  concorFed 
in,  and  is  as  follows : 

The  Committee  on  Inyalid  Pensions,  to  whom  was  referred  the  bill  (H.  R.  4393) 
for  the  relief  of  Mary  Dookham,  snbroit  the  following  report: 

The  claimant,  Mary  Dockbam,  is,  as  stated  in  the  accompanying  bill  (H.  R.  4393)| 
the  mother  of  Charles  W.  Johnson,  late  corporal  in  Company  C,  Tenth  Regiment 
Michigan  Volnnteer  Infantry,  and  that  the  said  Charles  W.  Johnson  died  at  Nash* 
ville,  Tenn.,  January  1,  1863,  of  tvphoid  fever,  contracted  while  in  the  service  and 
line  of  dnty;  and  further  that  he  left,  no  wife  or  children. 

Mary  Doekham  was  the  widow  of  Merrett  Johnson,  Charles  W.  Johnson's  father, 
from  It^  nntil  Jnne  8,  1884,  when  she  was  married  to  one  John  H.  Doekham,  upon 
his  representations  that  ho  was  a  man  of  property  and  able  to  support  her.  His  rep- 
resentations prored  false,  and  in  February,  1^,  he  entirely  deserted  her,  since 
which  time  she  has  no  knowledge  of  his  whereabouts. 

She  id  in  needy  circumstances,  having  nothing  but  a  small  amount  of  household 
goods,  vslaed  at  perhaps  $200.  She  is  sixty-seven  years  old  and  is  left  without  sup- 
port, and  in  our  opinion  she  should  be  made  a  charge  of  the  Gk>vernment,  in  tlie 
absence  of  her  son,  who  died  in  our  country's  service. 

The  bill  is  reported  favorably,  with  a  recommendation  that  it  do  pass. 


51st  CfOKORBSS. )  ^  SBKATB.  <  REPORT 

Ist  Session,     i  \  So.  846. 


IN  THE  SENATE  OF  THE  UNITED  STATES. 


Hat  2, 1890.— Oid«ied  to  be  printed. 


Mr.  Sawtbb,  £ix>m  the  OoBunittee  on  Pensions,  sabmitted  the  following 

REPORT: 

[To  accompany  H.  R.  5618.  ] 

The  Committee  on  Pensions,  to  whom  was  referred  the  bill  (H.  B. 
5618)  granting  a  pension  to  Malvina  P.  Fletcher,  have  examined  the 
same;  and  report :  0^ 

The  report  on  which  this  bill  was  passed  by  the  Honse  is  concnrred 
in,  and  is  as  follows: 

The  Committee  on  Invalid  Pensions,  to  whom  was  referred  the  claim  of  Malvina 
P.  Fletcher,  widow  of  John  B.  Fletcher,  late  a  private  in  Company  D,  First  Regi- 
ment Michigan  Engineers,  submit  the  following  report: 

The  claimant,  Malvina J^.  Fletcher,  filed  a  claim  for  pension  June  25,  1879,  setting 
forth  that  she  is  the  widow  of  John  B.  Fletcher,  who  was  at  his  death  a  pensioner 
drawing  $S  per  month  for  chronic  diarrhea.  That  on  February  6, 1879,  the  soldier 
died  from  the  effects  of  said  chronic  diarrhea,  and  she  therefore  claimed  a  pension  as 
his  widow. 

She  furnished  the  necessary  proof  of  marriage,  death  of  soldier,  etc.,  but  May  17, 
1883^  the  claim  was  rejected  on  the  certificate  of  Drs.  Peck  and  Dannell  that  the 
soldier  died  ^m  the  effects  of  a  broken  leg,  caused  by  the  limb  fh>m  a  tree  falling 
on  him,  wherenpon  claimant  filed  evidence  showing  that  Dr.  Peck  gave  this  certifi- 
cate of  death  through  prejudice.  Several  affidavits  relate  an  interview  between 
claimant  and  the  doctor,  in  which  he  Tthe  doctor)  confessed  that  it  was  more  the 
weakened  condition  of  the  soldier  resulting  from  chronic  diarrhea  than  the  simple 
fracture  of  the  lee  that  caused  the  soldier's  death  (affidavit  of  Morton  V.  Barnes 
and  Ellen  F.  Fletcher),  and  that  the  said  Dr.  I^eck  stated  that  he  would  not  make 
an  affidavit  which  would  to  this  ertent  assist  claimant,  because  if  be  did  he  would 
not  get  pay  for  certain  professional  services. 

Otner  evidence  is  filed  showing  conclusively  that  said  Dr.  Peck  was  prejudiced 
ogainst  both  the  widow  and  the  soldier. 

Dr.  Dannell  subsequently  filed  an  affidavit  in  explanation  of  the  certificate  of 
death  On  which  claim  was  rejected,  to  the  effect  that  Dr.  Peck  expressed  himself  at 
the  time  that  it  was  owing  more  to  soldier's  weakened  condition,  result  of  diarrhea, 
than  the  simple  fracture  of  leg  that  he  died ;  in  which  opinion  affiant  concurs.  (See 
affidavit  on  file  in  case.) 

Since  rejection  claimant  has  also  filed  abundant  evidence  to  show  that  soldier  was 
a  hopeless  physical  wreck  before  he  received  the  ix^jury — was  so  weak  as  to  be  able 
to  do  very  litile  manual  labor,  and  for  most  of  the  time  not  any — in  fact  was  a  man 
who  was  slowly  but  surely  dying  from  diarrhea  of  the  most  aggravated  character. 

Claimant  files  evidence  showing  that  she  is  dependent  and  in  needy  circumstances. 

Wherefore,  we  think  it  reasonable  to  concluae  that  from  the  evidence  submitted 
it  is  fair  to  assume  that  soldier,  died  from  disease  for  which  pensioned  and  that  his 
widow  is  theretbre  entitled  to  be  put  on  the  pension  rolls. 

The  bill  is  reported  favorably,  with  a  recommendation  that  it  do  pass. 


51ST  Congress,  \  SENATE,  /  Bepqbt 

1st  Session.     §  •  \  lfo.847. 


IIS^THE  SENATE  OF  THE  UNITED  STATES. 


Mat  2.— Ordered  to  be  prihted. 


!Hr.  OxTLLOM,  from  the  Committee  on  Interstate  Commerce,  submitted 

the  following 

REPORT: 

[To  accompany  Senate  resolutions  of  August  3  and  December  13, 1888.] 

Daring  the  first  session  of  the  Fiftieth  Congress  the  Senate  adopted 
the  following  resolation : 

liesoltedf  That  the  Committee  on  Interstate  Commerce  be,  and  it  is  hereby,  directed 
jto  ascertain  and  report  t^  the  Senate  whether  any  railroad  lines  located  in  the  United 
States  are  owned,  operated,  or  controlled  by  the  Grand  Trunk  Bailway  Company,  the 
Canadian  Pacifio  Railway  Comi)any,  or  any  otlier  Canadian  railroad  corporation ; 
whether  commerco  originating  in  the  United  States  is  diverted  from  American  to 
Canadian  lines  of  transportation,  and,  Jf  so,  to  what  extent  and  by  what  means; 
and  whether  there  is  any  discrimination  in  the  charges  made  for  tolls  or  otherwise 
against  American  vessels  which  pass  through  the  Welland  and  St.  Lawrence  Canals. 

Said  committee  is  fnrther  directed  to  inquire  fuUy  into  the  question  of  the  regula- 
tion, of  the  commerce  carried  on  by  railroad  or  water  routes  between  the  United 
States  and  the  Dominion  of  Canada,  and  to  report  what  legislation  on  the  snbject,  if 
any,  is  necessary  for  the  protection  of  the  commercial  interests  of  the  United  States 
or  to  promote  the  enforcement  of  the  ^*  act  to  regulate  commerce,"  approved  February 
4,1887. 

In  making  the  inqniries  required  by  this  resolution  said  committee  shall  have  power 
to  send  for  persons  and  papers,  to  administer  oaths,  to  employ  a  clerk  and  a  stenogra- 
pher, to  sit  daring  the  recess  of  Congress,  and  to  do  whatever  is  necessacy  for  a 
thorongh  investigation  of  the  subject.  Any  subcommittee  may  exercise  the  powers 
hereby  granted  to  said  committee,  and  the  expenses  of  said  investigation  shali  be 
paid  from  the  contingent  fnnd  of  the  Senate  upon  vonchers  duly  approved. 

This  resolution  was  adopted  Angust  3,  1888.  At  the  time  it  was 
believed  that  the  committee  wonld  have  an  opportanity  to  undertake 
the  investigatioD  ordered  during  the  recess  of  Congress  then  approach- 
ing, bat  the  session  was  so  protracted  that  it  was  finally  found  to  be 
impracticable  to  hold  formal  sessions  and  take  testimony  at  the  differ- 
ent cities  which  it  seemed  necessary  to  visit  within  the  time  allowed  by 
the  brief  recess  which  followed  that  session.  The  committee,  however, 
made  the  preliminary  inquiries  necessary  to  ascertain  the  best  method 
of  obtaining  the  information  desired,  and  to  determine  the  course  that 
ought  to  be  pursued  in  conducting  the  inquiry,  and  decided  to  await 
the  fnrther  action  of  the  Senate  before  proceeding  formally  with  the  in- 
vestigation. 

At  the  second  session  of  the  Fiftieth  Congress,  the  Senate  ordered 
the  investigation  to  be  continued,  adopting  the  following  resolution 
December  13, 1888: 

Resolved,  That  the  Committee  on  Interstate  Commerce  be,  and  it  is  hereby,  directed 
to  contiune  the  investigation  ordered  to  be  made  by  the  resolution  of  the  Senate  of 
Aoipst  3,  1888,  and  such  committee  is  hereby  given  all  the  authority  conferred  by 
said  resolation,  and  power  to  sit  during  any  recess  of  the  Senate  x)rior  to  December, 
1669.  the  necessary  expenses  of  such  investigation  to  be  paid  from  the  contingent 
fond  of  the^Senate. 


2  TRANI^PORTATIOK  INTERESTS   OF 

In  compliance  with  the  order  of  the  Senate  the  committee  held  sev- 
eral meetings  and  finally  determined  to  take  testimony  upon  the  snb- 
jects  under -investigation  at  the  cities  subsequently  visited.  Public 
notice  of  the  dates  and  places  of  these  hearings  was  given  through  the 
press  and  by  correspondence,  and  efforts  were  made  to#secnre  the  at- 
tendance and  assistance  of  those  who  were  supposed  to  be  able  to  fur- 
nish the  information  desired  and  would  be  most  affected  by  any  legisla- 
tion or  action  that  might  be  proposed  as  a  result  of  the  investigation. 

It  is  not  claimed  by  the  committee  that  all  were  heard  who  ought  to 
have  been  given  a  hearing,  or  that  its  inquiries  were  as  searching  and 
complete  as  they  ought  to  have  been  made.  In  fact,  the  committee  was 
compelled  to  foregovisiting  a  number  of  cities  at  which  it  had  intended 
to  take  testimony  and  at  which  it  deemed  it  desirable  to  hold  hearings 
by  reason  of  the  fact  that  the  funds  available  for  its  use  were  found  to 
be  much  more  limited  than  had  been  expected.  While  the  committee 
was  somewhat  hampered  in  its  work  on  this  account,  it  has  endeavored 
to  make  the  inquiry  intrusted  to  it  as  as  thorough  and  complete  as  pos- 
sible under  the  circumstances,  and  believes  that  the  testimony,  state- 
ments, and  statistics  herewith  submitted  will  prove  of  value  to  Con- 
gress in  the  determination  of  stich  questions  as  may  arise  with  respect 
to  the  transportation  interests  of  the  United  States  and  the  Dominion 
of  Canada. 

The  accompanying  statements  will  also  be  found  to  contain  valuable 
information  and  testimony  in  relation  to  the  effect  and  operation  of  the 
interstate  commerce  act  and  in  regard  to  questions  that  arise  with  re- 
spect to  amendments  thereto  which  are  from  time  to  time  suggested  and 
publicly  discussed.  These  matters  were  not  strictly  within  the  range 
of  the  inquiry  which  the  committee  was  directed  to  make,  but  the  en- 
tire subject  of  the  regulation  of  commerce  between  the  States  being 
specially  within  the  jurisdiction  of  the  committee,  it  was  deemed  proper 
to  improve  the  opportunity  which  the  investigation  afforded  of  obtain- 
ing information  and  expressions  of  opinion  from  business  and  railroad 
men  concerning  the  general  subject  of  the  regulation  of  commerce  and 
the  practical  operation  of  the  interstate  commerce  act.  This  course  has 
given  to  the  testimony  tak^n  an  interest  and  value  beyond  its  applica- 
tion to  the  subject  specially  under  consideration,  and  has  in  a  measure 
enlarged  the  scope  of  the  investigation  directed  to  be  made  into  an  in- 
quiry into  the  general  subject  within  the  jurisdiction  of  the  committee. 

RAILROADS    IN    THE    UNITED    STATES    0V7NED    OR    CONTROLLED    BY 

CANADIAN  ROADS. 

The  first  inquiry  which  the  Senate  directed  the  committee  to  make 
was  to  ascertain  and  report — 

Whether  any  railroad  lines  located  in  the  United  States  are  owned,  operated,  or 
controUed  by  the  Grand  JTmnk  Railway  Company,  the  Canadian  Pacific  Railway 
Company,  or  any  other  Canadian  railroad  corporation. 

CTpon  this  branch  of  the  inquiry  the  committee  examined  in  detail 
Mr.  Joseph  Hickson,  the  general  manager  of  the  Grand  Trunk  Eailway 
of  Canada,  and  Mr.  William  C.  Van  Home,  president  of  the  Canadian 
Pacific  Railway  Company,  both  of  w^hom  came  from  Montreal  to  New 
York  at  the  invitation  of  the  committee  especially  to  give  their  testi- 
mony, and  answered  fully  and  freely  all  questions  propounded  to  them. 

The  committee  submits  herewith  a  summary  of  the  information  ob- 
tained from  the  gentlemen  named  and  from  other  sources  in  relation  td^ 
this  branch  of  the  inquiry. 
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X4NE8  COZnrROLLBD  BY  THB  GRAND  TRUNK. 

It  appears  from  a  statement  famished  by  Mr.  Hickson  that  the  total 
mileage  of  the  lines  operated  and  controlled  by  the  Grand  Ti'ouk  Bail- 
way  is  as  follows : 

Miles. 

Lttioa  owned  and  leased  in  Canada..' ;i,  111) 

Lines  in  the  United  States : 

Leased  and  operated  as  a  part  of  the  Grand  Trnnk  system 360 

Controlled  and  operated  in  harmony  with  the  Grand  Trunk 617 

977 

Total  mileage 4,096 

This  shows  that  there  are  977  mifes  of  railway  located  in  the  United 
States  which  are  operated  in  connection  with  the  Grand  Trnnk  system 
and  are  under  the  control  of  that  company.  These  lines  lack  but  47 
miles  of  constituting  one-fourth  of  the  entire  mileage  of  the  Grand 
Trunk  system. 

The  following  lines  of  railway  in  the  United  States  are  owned  or  cou- 
trolled  by  the  Grand  Trunk :  • 

The  Atlantic  and  St.  Lawrence,  which  extends  from  Portland  to  tbc 
boundary  between  Oanada  and  the  State  of  Vermont,  a  distance  of 
166.58  miles.  This  line  is  owned-  by  a  separate  corporation,  but  was 
leased  by  the  Grand  Trunk  in  1853  for  a  period  of  nine  hundre<l  and 
ninety-nine  years,  the  lease  being  sanctioned  by  the  legislatures  of  tbo 
three  States  through  which  it  extends.  It  is  operated  as  a  part  of  the 
Grand  Trunk  system.  Its  gross  earnings  during  the  year  ended  June 
30, 1888,  as  r^iorted  to  the  Interstate  Commerce  Commission,  were 
$1,107,764.77. 

There  are  two  branch  lines  of  the  Atlantic  and  St.  Lawrence  oper- 
ated by  the  Grand  Trank.  One  connects  the  line  named  with  Lewiston 
and  is  about  5  miles  in  length.  Another,  about  1^  miles  long,  extending 
from  the  Atlantic  and  St.  Lawrence  to  Norway. 

In  the  State  of  New  York  there  is  a  short  line  1^  miles  in  length,  ex- 
tending from  the  Canadian  boundary  to  Rouse's  Point.  This  was  built 
by  a  company  which  was  consolidated  with  the  Grand  Trnnk. 

The  line  extending  from  the  Canadian  border  noar  Fort  Covington 
to  Massena  Springs,  in  the  State  of  New  York,  a  distance  of  23  miles, 
although  built  by  a  separate  corporation,  is  practically  owned  by  the 
Grand  Trunk  and  connects  that  system  with  the  Bome  and  Watertown 
Railway. 

The  Chicago,  Detroit  and  Canada  Grand  Trunk  JunctioA  Railroad 
extends  from  Fort  Gratiot,  Mich.,  to  West  Detroit,  a  distance  of  59 
miles.  It  was  built  to  give  the  Grand  Trunk  a  connection  with  Detroit 
and  is  leased  to  the  Grand  Trunk. 

The  Michigan  Air  Line  Railway  extends  from  Lenox,  Mich.,  to  Jack- 
son, Mich.,  a  distance  of  105  miles.    The  Grand  Trunk  controls  a  ma 
iority  of  the  stock  of  the  company  and  the  operation  of  the  road. 

The  Chicago  and  Grand  Trunk  Railway  extends  from  Port  Huron, 
Mich.,  to  the  city  of  Chicago,  and  is  331  miles  in  leigth.  This  is  a  sep- 
arate corporation  and  a  separate  organization  is  kept  up,  the  line  being 
wholly  within  the  United  States,  but  a  majority  of  the  stock  and  bonds 
is  held  by  stockholders  of  the  Grand  Trunk  Railway  of  Canada,  which 
absolutely  controls  its  management  and  operation. 

The  Detroit,  Grand  Haven  and  Milwaukee  line,  extending  from  De- 
troit to  Grand  Haven,  Mich.,  is  controlled  in  the  same  way  by  tbe  Grand 
Trunk  corporation,  which  has  the  power  of  electing  the  directors  of  tljo 
company  and  its  officers. 
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The  Toledo,  Saginaw  and  Mnskegon  Eailway  is  owned  and  controlled 
by  a  separate  corporation,  bat  has  ma^le  a  traffic  arrangement  nnder 
which  it  is  operated  as  a  connection  of  the  Chicago  and  Grand  Tmnk 
Bailway. 

LINKS  CONTROLLED  BY  TUB  CANADIAN  PACIFIC. 

■ 

The  International  Eailway  of  Maine,  extending  from  Montreal  across 
the  State  of  Maine  to  Mattawamkeag,  in  that  State,  is  leased  to  the 
Canadian  Pacific  Railway  Company  and  Js  operated  as  a  part  of  its 
main  line  between  Montreal  and  the  maritime  pravinces  of -Canada.  By 
a  trackage  arrangement  the  Canadian  Pacific  also  uses  jointly  the  line 
of  the  Maine  Central  Railway. 

The  Canadian  Pacific  owns  a  controlling  interest  in  the  road  extend- 
ing from  Montreal  to  Newport,  in  Vermont.  That  road  runs  into  Ver- 
mont for  a  short  distance,  then  back  into  Canada,  and  finally  into  Ver- 
mont again.  It  connects  the  Canadian  Pacific  at  Newport  with  the 
Boston  and  Lowell  Railroad,  thus  affording  it  a  connection  with  Boston 
and  points  in  New  England. 

The  Minneapolis,  St.  Paul  and  Sault  Ste.  Marie  Railroad  and  the 
Duluth,  South  Shore  and  Atlantic  Railroad  are  known  as  the  ^^Soo" 
lines.  They  extend  from  Minneapolis  and  from  Duluth,  respectively,  to 
Sault  Ste.  Marie,  connecting  there  with  the  Canadian  Pacific  by  means 
of  the  international  bridge,  owned  by  a  corporation  known  as  the  Sault 
Ste.  Marie  Bridge  Company.  One-half  of  the  stock  of  this  bridge  cora- 
l)any  is  owned  by  the  Canadian  Pacific  Railway  Company,  one-fourth 
by  the  Minneapolis,  St.  Paul  and  Sault  Ste.  Marie  Railroad  Company, 
and  one-fourth  by  the  Duluth,  South  Shore  and  Atlantic  Railway  Com- 
pany. The  Canadian  Pacific  as  a  corporation  is  not  interested  in  these 
"Soo''  lines,  but  their  construction  was  promoted  and  aided  by  stock- 
holders and  friends  of  the  Canadian  Pacific,  who  hold  a  controlling 
interest  in  the  "  Soo"  lines.  While  operated  independently,  the  rela- 
tions between  these  lines  and  the  Canadian  Pacific  are  naturally  of  the 
most  friendly  character.  The  interests  of  each  dre  the  same.  Through 
the^^Soo"  lines  the  Canadian  Pacific  gains  access  to  the  business  be- 
tween the  Northwest  and  the  East,  passing  through  Minneapolis  and 
Duluth,  and  vice  versa. 

COMPETITION    BETWEEN    BAILBOABS    IN    THE    UNITED    STATES    AND 
CANADA  AS  APFECTED  BT  THE  INTERSTATE  COMMEBCE  ACT. 

Since  the  enactment  by  Congress  of  the  interstate  coiQmerce  act 
complaints  have  occasionally  been  made  in  behalf  of  the  railroad  inter- 
ests of  the  United  States  to  the  effect  that  certain  of  its  provisions 
operated  to  place  them  at  a  disadvantage  in  their  competition  with  the 
Canadian  railroads  which  are  engaged  in  the  transportation  of  traffic 
between  points  in  the  United  States  across  Canadian  territory  and  be- 
tween the  United  States  and  the  Dominion  of  Canada.  It  has  been 
claimed  that  the  statute  placed  restrictions  uponthe  railroads  operating 
lines  wholly  within  the  United  States  which  did  not  apply  with  like 
force  to  or  could  not  be  enforced  against  railroads  operating  lines  mainly 
within  foreign  territory  and  under  a  foreign  jurisdiction,  a^  in  the  case 
of  the  Grand  Trunk  Railway  of  Canada  and  the  Canadian  PacificRail- 
way,  and  that  in  consequence  the  legislation  of  the  United  States  hav- 
ing in  view  the  regulation  of  interstate  commerce  practically  operated 
to  divert  traffic  from  American  to  Canadian  lines  of  transportation  and 
to  build  up  and  enrich  the  latter  at  the  expense  of  the  former. 
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The  committee  was  therefore  directed  by  the  Senate  to  ascertain 
''  whether  commerce  originating  in  the  United  States  is  diverted  from 
American  to  Canadian  lines  of  transportation ;  and^  if  so,  to  what  ex- 
tent and  by  what  means."    And  it  was  farther  directed — 

to  inquire  fully  into  the  question  of  the  regulation  of  the  commerce  carried  on  by 
railro|Ul  or  water  routes  between  the  United  States  and  the  Dominion  of  Canada,  and 
to  report  what  legislation  on  the  subject,  if  any,  is  necessary  for  the  protection  of 
the  commercial  interests  of  tlie  United  States  or  to  promote  the  enforcement  of  the 
'*  act  to  regulate  commerce,"  approved  February  4,  1887. 

In  endeavoring  to  carry  out  the  directions  of  the  Senate  in  these  re* 
spccts  the  committee  examined  a  large  number  of  witnesses  to  ascer- 
tain the  effect  of  the  regulations  imposed  by  the  interstate  commerce 
act  upon  the  railroads  of  the  United  States  in  their  competition  with 
the  Gtoadian  railroads  for  traffic  originating  in  the  United  States,  and 
the  effect  of  the^e  regulations  and  the  competition  of  the  Oanadiau 
railroads  upon  the  commercial  interests  pf  the  United  States. 

Upon  the  one  side  the  committee  summoned  before  It  and  examined 
the  principal  officers  of  the  leading  trunk  lines  operating  between  Chi- 
cago and  the  Atlantic  seaboard  which  are  most  actively  in  competition 
with  the  Canadian  railroads,  representatives  of  the  leading  railroads  of 
New  England  which  are  in  direct  connection  with  the  Canadian  rail- 
roads, and  representatives  of  two  of  the  leading  transcontinental  lines 
which  are  in  competition  with  the  Canadian  Pacific  Railway,  Upon  the 
'  other  side  the  committee  secured  the  views  of  a  large  number  of  ship- 
pers and  representatives  of  commercial  and  other  organizations  through- 
out New  England  and  the  West  who  were  especially  interested  in  the 
maintenance  of  the  present  facilities  for  transportation  afforded  them 
by  the  Canadian  railroads.  As  a  result,  both  sides  of  the  various  im- 
portant questions  involved  in  the  inquiry  which  the  committee  was  di- 
rected to  make  were  fully  presented  in  the  course  of  its  public  hearings 
and  are  set  forth  in  detail  in  the  stenographic  report  of  those  hearings, 
which  is  submitted  herewith  and  made  a  part  of  this  report 

THJS  IKTEBSTATE  GOMMEBCE    AOT   AND    THE    CANADIAN  BAILBOAJDS. 

I 

The  two  principal  railroad  systems  of  Canada  are  those  of  the  Grand 
Trunk  Bailway  of  Canada  and  of  the  Canadian  Pacific  Eailway,  and 
both  have  become  formidable  competitors  of  the  Amencan  roads  iu 
the  transportation  of  traffic  originating  in  the  United  States.  Under 
the  system  of  transporteition  in  bond  which  has  grown  up  within  the 
past  twenty-three  years,  these  foreign  roads  participate  freely  and 
npKon  equal  terms  with  the  railroads  of  the  United  States  in  the  car- 
rying trade  between  the  East  and  the  West,  and  the  Northwest,  and  in 
the  transportation  of  the  products  of  the  United  Stales  to  the  sea- board 
for  export.  Cars  belonging  to  the  Canadian  railroads  pass  freely  back 
and  forth  across  the  border,  and  are  practically  interchanged  with 
those  of  the  American  lines,  as  if  both  countries  were  under  the  same 
government.  The  customs  regulations  observed  at  the  border  have 
been  so  arranged  that  practically  they  do  not  interrupt  or  impede  the 
flow  of  traffic  from  one  portion  of  the  United  States  to  another  across 
Canadian  territory,  and  the  amount  of  this  traffic  increases  from  year 
to  year. 

The  Grand  Trunk  Bailway  of  Canada  has  been  for  years  a  member  of 
the  Trunk  Line  Association.  It  participates  with  the  other  trunk  lines 
in  the  agreements  made  by  the  members  of  that  association  and  is  gov- 
erned by  the  rules,  regulations,  and  rates  agreed  upon  by  that  associa- 
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tion.  It  is  treated  by  its  competitors  and  connections  in  the  United 
States  as  if  it  were  an  American  road,  as  it  is  in  some  respects,  having 
under  its  control  American  corporations  whose  lines  connect  it  with 
tlie  leading  railroad  jsystems  of  the  United  States  at  Chicag^o  and  in 
Few  England. 

The  Canadian  Pacific  Eailway  and  the  lines  under  its  control  form  a 
transcontinental  route  from  ocean  to  ocean  wholly  within  Canadian  ter- 
ritory, except  a  link  running  for  a  shorts,  distance  across  the  State  of 
Maine,  but  it  has  made  connections  with  American  railroads  at  the  in- 
ternational border  at  several  important  points  and  is  bnilding  to  others. 
Its  main  line  was  completed  in  November,  1885,  and  was  opened  for 
traffic  in  August,  1886.  It  has  since  been  tapping  the  American  rail- 
way system  at  difierent  points  and  improving  its  connections,  bnt  its 
capacity  as  a  competitor  for  American  traffic  has  hardly  yet  been  YuUy 
developed  or  exhibited,  and  it  is  feared  by  its  American  rivals  more  for 
what  it  may  do  in  the  future  than  for  what  it  has  done  in  the  past. 

The  provisions  of  the  interstate  commerce  act  all  apply  to  the  trans- 
portation of  passengers  and  freight  by  these  Canadian  railways  from 
points  in  the  United  States  across  Canadian  territory  into  the  United 
States,  or  from  points  in  Canada  into  the  United  States.  The  power  of 
Congress  under  the  Constitution  "to  regulate  commerce  with  foreign 
nations"  as  well  as  "among  the  several  states,"  is  unquestioned.  The 
situation  with  respect  to  these  Canadian  railways  was  considered  when 
the  interstate  commerce  act  was  drawn,  and  it  was  so  framed  as  to 
apply  to  the  transportation  of  all  the  traffic  carried  by  rail  between 
the  two  countries  in  the  manner  indicated. 

And  with  the  view  of  rendering  more  certain  the  observance  of  the 
law  by  the  Canadian  railways  the  following  special  provision  was  also 
incorporated  in  the  section  requiring  the  publication  and  posting  of 
rates : 

Auy  cotumon  carrier  subject  to  the  provisionB  of  this  act  receiving  freight  in  the 
United  States  to  be  carried  through  a  foreign  country  to  any  place  in  the  United 
States  shaU  also  in  like  manner  print  and  keep  open  to  public  inspection^at  every  depot 
or  office  where  such  freight  is  received  for  shipment,  schedules  showing  the  through 
rates  established  and  charged  by  such  common  carrier  to  all  points  in  the  United 
States  beyond  the  foreign  country  to  which  it  accepts  freight  for  shipment;  and  auy 
freight  shipped  from  the  United  States  through  a  foreign  country  into  the  United 
States,  the  through  rate^ou  which  shall  not  have  been  made  public  as  required  by 
1  his  act,  shall,  before  it  is  admitted  into  the  United  States  from  said  foreign  country, 
bo  subject  to  customs  duties  as  if  said  freight  were  of  foreign  production;  and  any 
law  in  conflict  with  this  section  is  hereby  repealed. 

GEOGRAPHIC AL.    ADVANTAGES    OF    THE    CANADIAN  EAJXWAYS  WITH 

RESPECT  TO  THE  LAW. 

But,  while  the  provisions  of  the  interstate  commerce  act  thus  apply 
to  all  the  traffic  carried  by  the  Canadian  railways  over  which  the  United 
Stales  has  jurisdiction,  it  will  seen  by  an  examination  of  the  testimony 
that  the  representatives  of  the  American  railroads  who  appeared  before 
the  committee  were  generally  of  the  opinion  that  the  restrictions  imposed 
by  the  statute  upon  the  railroads  of  the  United  States  did  not  apply  with 
equal  force  to  those  of  Camida,  The  feeling  of  these  witnesses  seemed  to 
be  that  the  Canadian  railwayswere  in  aposition  which  wouldenable  them, 
if  they  so  desired,  to  find  many  opportunities  of  evading  the  law  without 
fear  of  detection,  because  the  greater  part  of  their  operations  are  carried 
on  under  a  foreign  jurisdiction.  It  was  suggested,  for  example,  that 
while  the  agents  of  the  Canadian  railways  in  the  United  States  might 
strictly  observe  the  law  in  all  their  transactions^  their  officers  in  Canada 
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might  pay  rebates  or  offer  inducements  to  large  shippers  which  woold 
be  sufficient  to  divert  traffic  from  American  lines  of  transportation,  and 
which  it  would  be  very  difficult  to  detect. 

Two  illustrations  were  given  in  the  testimony  of  the  manner  in  which 
traffic  originating  in  the  United  States  might  be  diverted  to  and  carried 
by  the  Canadian  lines  without  regard  to  the  restrictions  of  the  interstate 
commerce  act.  The  Grand  Trunk  Bailway,  for  instance,  might  publish 
its  through  rates  from  Detroit  to,  the  east  and  might  observe  them  strictly 
as>to  all  passengers  starting  from  Detroit,  and  yet  it  could  make  what 
rates  it  pleased,  without  regard  to  the  law,  to  any  points  upon  its  lines 
within  the  Dominion  to-passengers  who  would  cross  the  river  at  Detroit 
and  begin  their  journey  in  Canada,  and  might  in  this  way  so  cut  the 
rates  as  to  secure  a  large  proportion  of  that  class  of  business  from  De- 
troit to  eastern  points.  It  was  not  directly  charged  that  this  had  been 
done,  but  it  was  suggested  that  it  could  be  done. 

A  case  in  which  freight  originating  in  the  United  States  was  placed 
outside  of  the  operation  of  the  interstate  commerce  act  is  given  in  the 
atatement  of  Mr.  J.  M.  Hannaford,  traffic  manager  of  the  Northern 
Pacific  Railroad.  The  following  extracts  from  his  statement  will  explain 
the  case : 

Now,  take  the  hop  bnBiness.  Last  year  there  were  probably  15,000  bales  of  hops  from 
Seattle  that  went  to  London.  Nobody  conld  tell  at  what  rate  they  went.  We  did 
not  carry  them.  They  conld  local  them  by  those  little  ontside  steamers  up  to  Van- 
couT^r,  and  the  moment  they  reached  there  they  were  entirely  within  the  British 
domain  nntil  they  reached  destination. 

The  Chairman.  Wherever  the  hops  would  be  gathered  in  Washington  Territory, 
would  they  be  billed  through  to  London  or  up  to  Vancouver  f 

If r.  Hannapord.  They  simply  would  be  lightered  up  to  Vancouver. 

The  Chairman.  And  then  billed  to  London  f 

Mr.  Hannaford.  And  then  billed  to  London.  We  could  not  find  them.  We 
changed  our  tariff  several  times  during  the  season,  reduced  rates,  but  never  had  them 
low  enough  to  get  that  business. 

The  Chairman.  Perhaps  you  did  not  make  your  tariff  low  enough  in  any  respect  to 
oompete  with  the  Canadian  line  f 

Mr.  Hannaford.  Possibly.    We  made  the  rate  as  low  as  |1.25  from  the  Pacific, 
coast  to  the  Atlantic  sea-board,  and  put  all  our  intermediate  business  on  the  same 
basis. 

The  Chairman.  One  dollar  and  twenty-five  cents  a  hundred  f 

Mr.  Hannaford.  Yes ;  it  seemed  like  quoting  a  pretty  low  rate.  (Testimony,  pp. 
571-672.) 

Seattle  is  on  the  line  of  the  Northern  Pacific,  while  the  Canadian 
Pacific  Bailway  has  no  connection  by  rail  with  that  city. 

EFFECT  OF  THE  LONG  AND   SHOBT  HAUL  CLAUSE. 

Bat  the  argument  most  strongly  urged  in  behalf  of  the  American 
railroads  in  support  of  the  claim  that  the  interstate  commerce  act  op- 
erated to  the  advantage  of  t^e  Canadian  railways  was  based  upon  the 
section  of  the  act  which  prohibits  the  making  of  a  greater  charge  for  a 
shorter  distance  than  for  a  longer  distance  over  the  same  line,  in  the 
same  direction  under  substantially  similar  circumstances  and  condi- 
tions. 

There  was  a  substantial  unanimity  of  opinion  among  the  representa- 
tives of  the  American  railroads  who  appeared  before  the  committee 
with  respect  to  the  operation  of  this  section  of  the  statute.  The  follow- 
ing extracts  from  the  statements  of  representative  railroad  men  will 
serve  to  show  the  views  generally  expressed  upon  this  point. 

Mr.  Albert  Fink,  the  commissioner  of  the  Trunk  Line  Association,  of 
which  the  leading  American  trunk  lines  and  the  Grand  Trunk  Bailway 
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of  Canada  are  members,  expressed  the  belief  that  the  Canadian  rail- 
roads had  an  advantage  under  the  operation  of  the  short-hanl  provision 
of  the  act  ^^  in  so  far  as  they  need  not  observe  the  law  in  Canada,"  and 
said : 

The  C&naflian  roads  can  make  low  rates  in  competition  with  the  American  roads 
and  need  not  redoce  their  local  rates  nnder  the  long  and  short  hanl  olaase,  while  the 
low  competitive  rates  on  American  roads  force  areanction  in  rates  on  all  local  traffic. 
(Testimony,  p.  18.) 

In  the  event  of  a  rate  war,  Mr.  Fink  thought  the  American  railroads 
would  suffer  more  comparatively  than  the  Grand  Trunk  Bailway,  be- 
cause the  short-haul  clause  would  require  the  local  rates  of  the  former 
to  conform  to  the  through  rates,  which  would  make  a  very  serious  in- 
road upon  thei^  revenues,  while  the  Canadian  roads  could  keep  up  their 
local  rates. 

Upon  the  same  question  Mr.  Chauncey  M.  Depew,  president  of  the 
New  York  Central  and  Hudson  Biver  Railroad  Company,  expressed  the 
opinion  that  the  greatest  advantage  the  Grand  Trunk  Bs^ilway  enjoyed 
over  its  competitors  in  the  United  States  in  consequence  of  the  enact- 
ment of  the  interstate  commerce  act  was  the  fact  it  could  recoup  in 
Canada.    He  said: 

They  have  got  the  whole  of  Canada  in  which  to  recoup  for  any  loss  they  may  sus- 
tain on  through  business  from  Chicago.  They  can,  therefore,  at  all  times  compel  the 
American  roads  to  give  them  such  a  percentage  of  the  traffic  as  they  think  they  ought 
to  have  on  the  through  business  to  the  American  sea-boards— American  business. 
Otherwise  they  can  demoralize  the  whole  business  of  the  American  roads  and  make 
themselves  good  in  Canada  on  account  of  the  long  and  short  hanl  clause^  which  makes 
the  direct  rate  cover  oui*  whole  business. 

Speaking  of  the  tendency  of  commerce  to  follow  the  line  of  least  re- 
sistance, Mr.  Charles  Francis  Adams,  president  of  the  Union  Pacific 
Bailway,  said : 

The  effect  of  laws  recently  passed  has  been  to  create  an  artificial  resistance  on  that 
line,  and  I  find  in  the  case  of  the  Union  Pacific,  as  in  that  of  the  other  lines,  that 
there  is  a  tendency  now  to  a  diversion  of  traffic  to  what  might  be  called  the  artificial 
line  of  least  resistance  to  the  Gulf  of  Mexico  on  the  south  where  traffic  strikes  water, 
or  else  to  the  lakes  on  the  north  where  it  strikes  water.  The  tendencv,  owing  to  the 
long  and  short  haul  clause  of  the  act  and  the  maintenance  of  rates  which  is  now  be- 
ing brought  about  by  the  more  perfect  enforcement  of  the  act,  is  to  cause  the  east 
and  west  lines  from  Chicago  and  St.  Paul  to  the  sea- board  to  be  put  at  a  disadvantage 
as  compared  with  the  Canadiftn  lines  and  the  lakes  and  the  Gulf  of  Mexico,  so  that 
there  is  a  tendency  toward  finding  new  lines  of  least  resistance,  and  in  that  way 
afiecting  the  old  lines  and  the  business  of  the  country.    (Testimony,  p.  140.) 

The  St.  Paul,  Minneapolis  and  Manitoba  Railway  extend^  from  St. 
Paul  to  within  500  miles  of  the  Pacific  coast,  running  about  150  miles 
south  of  the  Canadian  Pacific  Bailway  on  an  average,  and  from  90  to 
150  miles  north  of  the  Northern  Pacific  Railroad.  Mr.  James  J.  Hill,  the 
president,  stated  that  his  road  was  in  competition  with  the  Canadian 
Pacific  Bailway,  and  when  asked  if  he  could  compete  on  fair  terms,  the 
interstate  commerce  act  being  observed,  he  replied : 

There  are  a  great  many  tiroes  when  the  interstate  commerce  act  would  work  an 
apparent  hardship*  and  I  might  say  a  very  great  hardship,  upon  the  American  lines, 
because  the  other  lino  is  not  compelled  to  observe  it.  I  think  if  the  conditions  were 
equalj  and  that  if  we  had  relatively  the  same  conditions  that  prevail  in  Canada,  an 
American  road  could  not  live.  We  have  sixty-five  millions  of  people  in  this  country 
and  a  great  deal  more  money  than  the  people  of  Canada.    The  various  business  enters 

?>rises  carried  on  m  the  United  States  as  compared  with  Canada  are  enormous,  and 
^  iimish  business  and  traffic  and  tonnage  and  persons  traveling,  moving  in  a  way  that 
is  not  the  case  in  the  lower  or  eastern  portions  of  the  Dominion,  and  if  they  had  to 
iepend  upon  themselves  the  same  as  our  roads  do  they  could  not  live  (Testimony, 
p.  182.) 
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Mr.  George  B.  Boberts,  president  of  the  Pennsylvania  Railroad,^aid: 

Sioc^  the  National  Government  baa  undertaken  to  regulate  by  special  enactmenta 
the  methods  of  transportaipn  upon  tbe  American  lines  of  railway,  I  can  not  bnt  feel 
that  they  have  placed  tbe  American  corporations  at  a  disadvantage  with  tbe  Cana- 
dian lines,  which  are  not  under  such  laws.  These  laws,  in  many  instances,  are  quite 
restrictive,  and  do  not  permit  the  same  freedom  that  has  existed  heretofore  in  th^ 
management  of  rail  road  properties. 

The  Chairman.  Do  yon  see  that  your  road  has  in  any  degree  snffered  from  the  fact 
that  the  Grand  Trunk  operates  in  Chicago  and  from  Chicago  eastf 

Mr.  RoBEBTS.  Not  directly  so ;  but  we  have  felt  with  ibe  other  roads  the  effect  of 
the  Grand  Trunk  Railway  being  independent  in  its  action  of  tbe  rules  governing  the 
railways  of  the  United  States.  It  is  not  necessary  for  me  to  state  to  you  tbat  the  rates 
that  are  charged  upon  the  various  lines  which  are  known  generally  as  the  trunk  line 
system  of  the  country  must  be  nearly  uniform.  Tbe  rates  are  higber  on  some  roads 
than  they  are  on  others,  but  any  severe  depression  of  rates  on  any  one  of  the  lines 
affects  indirectly  the  revenues  or  rates  of  the  others.  It  must  be  quite  apparent  to 
jon  that  the  Grand  Trnnk^  for  instance,  or  the  Canadian  Pacilic  Railway,  which  draws 
its  traffic  largely  from  the  States,  does  not  come  under  any  control  of  tbe  laws  of  this 
country.  The  rates  on  that  traffic  or  its  system  of  carriage  are  not  under  such  con- 
trol, and  while  thosfi  corporations  may  observe  the  law ,  so  far  as  their  connecting  lines 
in  tne  States  are  concerned,  the  moment  tbat  traffic  leaves  tbe  States  and  passes  into  the 
foreign  country  it  is  without  such  restriction,  and  they  may  treat  it  in  any  manner 
they  see  fit  and  proper.  I  do  not  claim  that  they  are  now  operating  their  lines  in 
Canada  so  as  to  seriously  interfere  with  our  rates,  bnt  they  have  done  so  in  tbe  past, 
and  caused  very  serious  complications  with  the  roads  in  the  United  States.  (Testi- 
mony, p.  203.) 

Sabseqaently  Mr.  Roberts  said,  referring  to  the  Canadian  roads : 

rdo  not  know  that  they  are  now  doing  an^  serious  injury  to  tbe  railway  interests 
of  this  conntry  or  to  the  country,  bnt  I  submit  that  it  is  entirely  within  their  power 
to  do  so.  They  have  a  very  great  advantage  over  the  railways  in  the  United  States 
in  their  independence  of  our  legal  restrictions. 

Mr.  Boberts,  however,  did  not  advocate  the  taking  of  any  radical 
steps  with  respect  to  the  regulation  of  the  competition  of  the  Canadian 
railways*  He  expressed  the  belief  that  the  question  was  one  to  be 
approached  gradually;  that  it  was  some  distance  ahead,  and  said: 

The  development  of  the  local  business  and  the  prosperity  of  the  Canadian  roads 
have  not  become  so  great  as  yet  for  us  to  have  any  serious  feeling  as  to  tbe  effect  of 
their  competition,  but  probably  it  would  come  in  a  very  reasonable  period  of  time. 
I  take  it  that  the  increase  of  local  prosperity  upon  our  own  lines  will  be  very  much 
greater  than  upon  the  Canadian  roads.  1  do  not  believe  the  Canadian  roads  will  ever 
catoh  up  to  na.    (Testimony,  p.  220. ) 

Mr.  Henry  B.  Ledyard,  president  and  general  manager  of  the  Michi- 
gan Central  Bailroad  Company,  which  operates  a  line  running  through 
Canada  from  Detroit  to  Suspension  Bridge,  known  as  the  Canada 
Southern  Bailway,  speaking  of  the  competition  of  his  road  with  the 
Grand  Trunk  Bailway,  stated  that  ^^  the  Canadian  roads,  by  charging 
higher  rates  on  the  local  traffic  in  Canada,  are  enabled  to  charge  lower 
through  rates  on  traffic  from  the  United  States,"  and  said : 

The  local  rates  for  short  hauls  are  much  higher  than  in  the  United  States.    The 

Iiassage  of  the  interstate  commerce  act  had  the  effect  in  this  conntry  of  reducing 
ocal  rates,  growing  out  of  the  application  of  the  long  and  short  hanl  provisions  of 
the  act.  If  yon  will  compare  tlie  rates  given  by  tbe  distance  tariffs  on  one  class 
of  freight  yon  will  find  tbat  the  Grand  Trank  rates  in  Canada  are  from  10  to  25  per 
oent.  higher  on  lumber,  for  equal  distances,  than  aie  charged  by  the  Michigan  Cen- 
tral Bailroad  in  Michigan.    (Testimony,  p.  269.) 

Mr.  Ledyard  cited  the  rates  between  a  number  of  points  in  Canada 
and  io  Michigan  in  support  of  this  statement,  and  added,  referring  to 
the  Oanada  ^uthem  Bailway: 

Onr  local  rates  are  higher  in  Canada  than  in  the  United  States.  Oar  local  traffic 
theie  is  comparatively  nothing,  however. 
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Mr.  0.  S.  Mellen,  traffic  mauager  of  the  Union  Pacific  Bail  way,  was 
of-  the  opinion  that — 

the  Canadian  Pacific  haa  an  advantage  in  the  fact  that  it  is  not  compelled  to  scale 
down  its  intermediate  rates  to  meet  the  rates  it  names  on  through  rrei|;ht  as  the 
American  lines  are  compelled  to  do,  and  thus  takes  it  away  firom  the  American  roads. 
(Testimony,  p.  350.) 

He  also  stated  that — 

the  Canadian  Pacific  takes  bnsiness  aronnd  by  way  of  Vanconver  into  an  eastern 
terminos.  They  get  an  advantage  there/ and  we  can  not  compete  with  them  on  that 
point.  As  the  American  lines  go  inland  from  either  side  of  the  continent  their  rates 
are  not  subject  to  water  competition  and  become  subject  to  the  long  an^  short  haul 
provision  of  the  interstate  law.  That  is  not  the  case  with  the  Canadian  Pacific  and 
is  an  advantage  to  that  company.  Again,  by  its  various  connections  by  both  water 
and  rail  it  draws  business  m>m  intermediate  points  in  the  American  lines  to  it  at  va- 
rious junction  points  and  is  not  obliged  to  apply  the  rates  named  on  such  business  to 
the  various  points  on  the  line  over  which  such  business  goes  to  destination  although 
the  same  are  intermediate  and  would  under  the  law  on  an  American  line  take  the 
same  or  a  lower  rate.    (Testimony,  p.  352.) 

On  the  other  hand,  in  opposition  to  the  views  thus  generally  advanced 
by  railroad  men,  it  was  urged  by  Mr.  Alonzo  C.  Raymond,  who  attended 
the  difi*erent  hearings  of  the  committee  as  the  representative  of  the 
Board  of  Trade  of  Detroit,  that  the  advantage  was  all  with  the  Ameri- 
can roads.    He  said : 

It  has  been  stated  that  a  large  advantage  rests  with  the  Canadian  railroads  by  rea- 
son of  their  exception  from  the  long  and  short  haul  clause  of  our  interstate  com- 
merce act.  I  do  not  think  that  is  so.  I  think  the  advantage  is  all  with  the  Ameri- 
can roads.  The  New  York  Central  has  a  thousand  miles  of  road — ^the  West  Shore  and 
leased  line — most  of  it  a  four-track  line ;  so  that  you  can  double  the  distance  almost 
'in  the  calculation  as  to  these  lines  traversing  an  immensely  wealthy  and  populous 
community,  filled  with  the  most  fertile  farms  and  dotted  with  immense  factories. 
Their  local  traffic,  as  shown  in  this  report  to  which  I  have  referred,  is  so  great  that 
this  system  is  beyond  the  Influence  of  the  interstate  commerce  act,  and  it  has  a  great 
advantage  I  think  over  any  Canadian  line. 

This  is  not  alone  true  of  the  New  York  Central  system.  The  Pennsylvania  system 
does  a  large  local  business,  and  that  road  in  the  State  of  Pennsylvania  is  exempt  from 
the  operations  of  the  long  and  short  haul  clause  of  the  act  as  well  as  the  New  York 
Central  is  exempt  within  the  State  of  New  York.  The  Michigan  Central  has  700  miles 
of  road  in  the  State  of  Michigan  over  which  the  interstate  act  has  virtually  no  con- 
trol. The  Canadian  lines  stretch  long  distances  over  sparsely  settled  sections  and 
through  comparatively  poor  communities,  and  their  local  traffic  amounts  to  a  small 
item.    (Testimony,  p.  500.) 

Mr.  Baymond  contended  that  on  all  interstate  bnsiness  the  Canadian 
roads  were  just  as  thoroughly  controlled  by  the  interstate  commerce 
act  as  the  American  lines.  In  his  opinion  the  first  section  of  the  act 
was  so  drawn  as  to  govern  the  Canadian  portions  of  our  Canadian  traffic, 
and  there  was  no  escape  from  liability  under  the  act  for  the  Canadian 
roads  on  any  interstate  traffic.    Further  than  that,  he  thought  that — 

the  ruling  of  the  Interstate  Commerce  Tlommission  in  the  Buffalo  coal  case  shows 
a  determination  on  the  part  of  the  Commission  to  construe  that  law  strictly  against 
the  Canadian  lines. 

In  thus  presenting  the  arguments  submitted  upon  both  sides  with  re- 
spect to  the  effect  of  the  short-haul  provision  upon  the  American  rail- 
roads in  their  competition  with  the  Canadian  roads,  it  seems  proper  to 
call  attention  to  the  protection  afforded  the  former  by  the  provisions  ot 
the  section  itself  and  by  the  rulings  of  the  Interstate  Commerce  Com- 
mission. 

It  is  provided  in  the  act  that  upon  application  to  the  Commission  the 
carriers  may  in  special  cases,  after  iu  vestigation,  be  authorized  to  charge 
less  for  longer  than  shorter  distances,  and  that  the  Commission  may 
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firom  time  to  time  prescribe  the  extent  to  which  such  carriers  may  be 
relieved  from  the  operation  of  the  short- baol  provision. 

And  in  the  Lonisville  and  Nashville  case,  in  whfch  the  Commission 
first  laid  down  the  general  principles  that  wonld  govern  it  in  passing 
apon  cases  based  npon  departures  by  the  carriers  from  the  general  rale 
of  the  short-haul  section  of  the  act,  referring  to  the  circumstances  and 
conditions  that  might  justify  a  departure  from  the  general  rule  marked 
out,  the  Commission  specified  certain  cases  in  which — 

• 

the  existence  of  actnal  competition ,  which  is  of  controUing  force  in  respect  to  traffic 
importftnt  in  acnonnt,  may  make  oat  the  dissimilar  circamstances  and  conditions  en- 
titling the  carrier  to  charge  leas  for  the  longer  than  the  shorter  haul,  over,  the  same 
line  in  the  same  direction,  the  shorter  heing  mclnded  in  the  longer. 

And  one  of  these  cases,  which  evidently  applied  to  the  competition  of 
the  Canadian  railways,  was^ 

when  the  competition  is  with  foreign  or  other  railroads  which  are  not  snhject  to  the 
provisions  of  tne  statute. 

This  very  question  was  investigated  by  the  Commission  in  the  case 
of  Martin  v.  The  Southern  Pacific,  Central  Pacific,  and  Union  Pacific 
Kail  ways,  involving  the  violation  of  the  short-haul  section  by  the  roads 
named  in  making  higher  rates  from  San  Francisco  to  Denver  than  to 
Kansas  City,  a  greater  distance.  The  competition  of  the  Canadian 
Pacific,  a  foreign  railway,  was  relied  upon  by  the  defendants  as  justifi- 
cation for  their  violation  of  the  short-haul  section.  The  Commission 
obtained  the  exact  amount  of  shipments  over  the  Canadian  Pacific  dur- 
ing the  period  in  question  to  ascertain  to  what  extent  the  competition 
uf  that  railway  affected  the  rates  under  consideration,  and  in  its  decis- 
ion, filed  May  17, 1888,  went  fully  into  the  character,  extent,  and  results 
of  that  competition,  thus  indicating  that  the  competition  of  a  foreign 
railway  might  create  such  a  dissimilarity  of  circumstances  and  condi- 
tions as  would  justify  the  competing  American  roads  in  departing  in 
special  cases  from  the  general  rule  of  the  short-haul  section.  But  in 
this  case,  as  the  result  of  the  active  competition  with  which  the  Cana- 
dian Pacific  inaugurated  the  opening  of  its  line  had  been  its  admis- 
sion into  the  Transcontinental  Association  on  the  terms  it  demanded 
and  the  discontinuance  of  its  competition  at  the  points  to  wbich  the 
rates  complained  of  were  made,  the  Commission  held  that  the  long-dis- 
tance rates  in  question  from  the  Pacific  coast  to  Missouri  Biver  points 
were  not  at  the  time  subject  to  ''  actual  competition  of  controlling  force 
in  respect  to  traffic  important  in  amount "  engaged  in  by  Canadian  roads 
not  subject  to  the  provisions  of  the  statute,  and  that  there  was  no  jus- 
tification to  warrant  the  defendants  in  charging  more  &om  San  Fran- 
cisco to  Denver  than  to  Missouri  Biver  points. 

lELOW  THE  CANADIAN  PAOEPIO    INATTGURATED    THE    OPENINa  OF  ITS 

THROUGH  LINE. 

Some  extracts  from  this  decision  of  the  Commission  will  be  of  interest 
in  this  connection  as  an  of&cial  and  authoratative  statement  of  the  com- 
petition to  which  the  transcontinental  lines  wece  for  a  time  subjected 
by  the  Canadian  Pacific  Bail  way  while  the  latter  was  endeavoring  to 
make  favorable  terms  with  the  former  for  a  division  of  the  traffic,  and 
as  showing  the  extent  to  which  such  competition  may  be  carried.  It 
was  this  period  to  which  Mr.  Van  Home,  the  president  of  the  Canadian 
Pacific,  referred  when  he  said  to  the  committee : 

We  had  a  little  fight  oat  on  the  Pacific  coast  at  one  time,  and  we  took  freight  for 
pretty  mnoh  everywhere  to  show  that  we  were  around,  but  we  do  not  do  that  for  a 
Uving. 
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The  history  of  this  contest  between  the  Canadian  Pacific  and  the 
other  transcontinental  lines  is  given  by  the  Commission  in  the  decision 
referred  to,  as  follows : 

In  Jastification  of  the  Bnbseqnent  redaction  on  through  business  yrhich  took  effect 
May  25«  1887,  the  carriers  pointed  to  the  completion  of  the  Canadian  Pacific  Railway, 
which  was  practically  a  new  factor  in  the  sitnation,  and  which  became  energetio  and 
active  in  the  spring  of  1887,  contemporaneously  with  the  taking  effect  of  the  act  to 
regulate  commerce.  Anew  lino  was  thus  opened,  running  for  1,600  miles  or  more 
through  a  foreign  country,  which  competed  on  the  street^s  of  San  Francisco  for  busi- 
ness from  the  Pacific  Coast  to  the  Missouri  River,  Chicago,  New  York,  and  Boston. 
This  completion  was  so  managed  as  to  make  itself  felt  successively  upon  one  com- 
modity and  another  and  at  various  points,  forming  aeon linual  menace  to  the  through 
business  of  the  transcontinental  lines  in  both  directions,  without  undertaking  the 
carriage  of  any  very  considerable  amount  of  tonnage,  except  at  the  outset,  when 
large  consignments  of  sugar  were  shipped  east  for  a  few  weeks  over  the  Canadian 
line. 

A  steamer  of  the  Pacific  Coast  Steam-ship  Company  left  San  Francisco  weekly  for 
Vancouver,  where  its  freight  was  loaded  upon  the  cars  of  the  Canadian  Pacific  Com- 
pany and  taken  East  across  the  mountains  to  be  delivered  via  St.  Paul  or  via  more 
Eastern  routes,  according  to  its  destinatiou.  The  rates  of  freight  established  for  each ' 
sailing  of  these  steamers  have  been  regularly  filed  with  the  Commission;  and  the 
Commission  has  also  obtained  accurate  information  respecting  the  amount  and  desti- 
nation of  all  goods  shipped  in  each  steamer  sailiug  from  San  Francisco  to  Vancouver 
between  April  1  and  December  31,  1887.  The  shipments  of  May  13  and  May  21 
were  each  a  little  over  1,000  tons ;  the  average  of  the  34  remainiug  shipments  was 
about  160  tons  each.  The  goods  carried  by  this  route  to  stricti^v  Missouri  River 
points  were  944  tons  of  refined  sugar  (900  tons  of  which  were  carried  on  May  13),  7 
car-loads  of  beans,  2  car-loads  of  dried  fruit,  4  car-loads  of  canned  fruit,  and  1  car- 
load of  bags.  These  articles  were  taken  at  rates  lower  than  the  rates  in  force  at  the 
time  on  the  defeudaut  roads.  The  Canadian  Pacitic  rate  on  dried  fruit  to  Chicago 
was  at  different  times  90  cents  and  $1. 

It  docs  not  appear  that  the  Canadian  Pacific  line  charged  a  less  rato  to  St.  Paul 
and  other  points  in  the  United  States  near  the  northern  boundary  than  it  charged  to 
Omaha,  Kansas  City,  Chicago,  New  York,  and  other  more  distant  points  in  the 
United  States  on  the  same  line  in  the  sapae  direction.  It  is  not  known,  however,  that 
any  limitation  exists  upon  the  said  line  in  respect  to  charging  any  desired  rat«  to  and 
from  intermediate  poiuts  in  the  Dominion  of  Canada,  without  reference  to  the  rat-ee 
established  at  more  distant  points,  either  in  Canada  or  in  the  United  States ;  aitd 
higher  raytes  to  and  from  intermediate  points  are  in  fact  there  charged.  Nor  does  it 
appear  that  the  Canadian  business  of  this  carrier  is  subject  to  any  statutory  prohibi- 
tion of  rebates,  drawbacks,  or  other  forms  of  unjust  discrimination,  or  to  any  restric- 
tions in  respect  to  preferences  between  persons  or  localities.  So  far  as  appears,  its 
Canadian  rates  may  be  changed  at  will  and  be  varied  from  at  pleasure. 

[Here  follows  a  reference  to  the  revision  of  the  railway  laws  then  pending  in  the 
Canadian  Parliament,  and  which  has  been  enacted  into  law  since  this  decision  was 
filed.] 

The  policy  of  the  Canadian  Pacific  Company  during  the  period  following  the  taking 
effect  in  the  United  States  of  the  act  to  regulate  commerce  was  to  maintain  its  rates 
between  San  Francisco  and  the  Central  and  Eastern  States,  upon  leading  articles,  a 
little  below  the  rates  made  by  the  transcontinental  lines  in  this  country ;  this  was 
designed  to  compel  the  recognition  by  the  latter  of  the  general  principle  which  it 
asserted,  that  rates  upon  a  circuitous  line  between  like  terminals  should  be  lower  than 
rates  upon  the  direct  line,  in  order  to  enable  the  longer  route  to  obtain  a  certain  por- 
tion of  the  traffic.  In  other  words,  that  natural  disadvantages,  operating  to  the  preju- 
dice of  a  route  competing  f»r  the  business  in  question,  should  be  compensated  by 
the  privilege  of  offering  to  the  public  a  lower  rate. 

And  that  policy  was  pursued  with  sufficient  energy  to  produce  at  least  the  effect 
desired.  On  January  16,  1888,  an  arrangement  was  made  by  which  the  Canadian 
Pacific  Railway  became  a  member  of  the  Transcontineutal  Association.  The  trans- 
continental lines,  including'  the  Canadian  Pacific,  are  now  working  under  a  tariff 
which  fixes  rates  from  Pacific  coast  points  to  Missouri  River  common  points  and 
easterly  to  New  York  that  are  considerably  advanced  from  the  low  rates  which  pre- 
vailed after  May  2.'»,  1887.  The  new  tariff  provides  that  on  rates  from  San  Francisco 
to  Chicago  and  the  east,  via  the  Canadian  Pacific  Railway,  certain  differentials  are 
to  be  deducted,  amounting  to  a  reduction  of  from  5  to  10  per  cent,  in  favor  of  the 
Canadian  road.  No  differentials  are  given  that  line  On  shipments  to  and  from  the 
Missouri  River ;  the  result  of  which  is  that  business  from  the  Pacific  coast  to  Missouri 
River  points  is  not  now  competed  for  by  the  Canadian  road.  (Vol.  II,  Interstate  Com- 
meioe  (Commission  Reports,  17-20.) 
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OBSEBYANOE  OF  THE  LAW  BY  THE  CANADIAN  RAILWAYS. 

While  the  qaestion  of  fact  as  to  whether  the  provisions  of  the  inter- 
state commerce  act  are  obseryed  by  the  Canadian  railways  is  not 
directly  involved  in  the  present  inquiry,  and  is  one  that  should  prop- 
erly be  passed  upon  by  the  Interstate  Commerce  Commission  rather 
than  by  this  committee,  it  seems  in  order  to  briefly  review  in  this  report 
the  statements  upon  this  subject  made  in  the  course  of  the  hearings 
held  by  the  committee.  Even  a  casual  reading  of  the  testimony  will 
reveal  decided  differences  of  opinion  on  the  subject  among  those  exam- 
ined by  the  committee. 

Mr.  Albert  Fink,  who  as  commissioner  of  the  Trunk  Line  Association 
has  for  years  had  supervision  of  the  tariffs  and  operations  of  the  Grand 
Trunk  Railway  of  Canada,  which  is  a  member  of  that  association,  said : 

I  think  It  is  altogether  a  Tolantary  thing  with  the  Orand  Trunk  to  obey  the  law 
or  not.  It  is  a  matter  of  policy  with  them.  I  think  their  policy  is  to  obey  it.  I  think 
they  find  that  this  is  the  wisest  and  most  profitable  course;  but  it  is  voluntary  with 
them.    I  do  not  think  we  can  enforce  the  law  upon  them. 

Senator  Gormak.  Do  ^on  think  the  conditions  that  might  be  enforced  with  respect 
to  the  inspection  of  cars  is  sufficient  to  keep  the  Grand  Trunk  in  line  with  our  roads  f 

Mr.  FiPTK.  I  think  the  expectation  that  you  may  take  that  course  is  a  strong  ele- 
ment in  their  trying  to  obey  the  law. 

Senator  Gorman.  Is  not  that  the  only  hold  you  have  upon  them  T 

Mr.  Fink.  No  ;  I  think  thoy  have  always  shown  a  disposition  to  co-operate  under 
the  (general  principles  on  which  the  trunk  lines  co-operate.  They  have  always  been 
a  party  to  that  agreement.  I  think  they  understand  it,  and  feel  that  that  is  the  only 
way  they  can  manage  their  property  properly.  They  are  very  much  opposed  to  war 
and  low  rates.  Their  existence  depends  on  getting  something  for  the  work  they  do. 
They  can  not  afford  to  go  to  war. 

Senator  Gorman.  So  you  do  not  apprehend  any  trouble  with  the  Grand  Trunk. 

Mr.  Fink.  No,  sir;  no  more  than  with  American  roads.    (Testimony,  p.  24.) 

And  in  answer  to  another  inqniry  Mr.  Fink  said : 

So  far  as  my  intercourse  with  the  Grand  Trunk  is  concerned,  it  conforms  to  our 
rules  and  tariffs  about  as  well  as  other  roads  do.  I  believe  the  Grand  Trunk  is  i* 
little  more  aggressive  (to'  use  a  mild  term)  in  securing  business  and  taking  every 
advantage  the^  can.  I  think  they  have  been  more  conservative  since  the  interstate 
law  has  been  m  effect.  They  do  not  want  to  be  disturbers,  and  I  think  they^  have 
sense  enough  to  know  that  if  they  get  too  much  business  the  American  lines  will  not 
stand  it.  The  Grand  Trunk  will  go  for  all  that  is  within  reach,  but  at  the  same  time 
they  will  not  do  anything  that  will  cause  a  disruption.  That  is  the  policy  they  pur- 
sue, and  that  is  the  policy  of  most  roads.    (Testimony,  p.  19.) 

Mr,  Ghanncey  M,  Depew,  of  the  New  York  Central,  said : 

I  think  that  the  Grand  Trunk  officials  have  tried  to  live  up  fairly  to  the  law.  (Tea- 
tunony,  p.  62.)  ^ 

On  the  other  hani  Mr.  John  EjDg,  president  of  the  Erie  road,  ex- 
pressed the  opinion  that  the  Canadian  railway  men  ^'do  not  mind  the 
law,"  and  said : 

Of  conrse  we  can  not  tell  how  they  act  up  there,  not  nearly  as  well  as  we  can  tell 
how  we  act  ourselves ;  but  we  know  this,  that  they  have  abundant  opportunities  for 
doing  things  contrary  to  law  without  being  punished. 

The  Chairman.  What  are  these  opportunities  f 

Mr.  King.  The  opportunities  are  these :  As  an  example  of  what  they  can  do,  and  I 
mast  confess  I  believe  they  do  it,  i  hey  make  a  contract  with  a  man  in  Chicago  to 
take  his  export  business  to  Liverpool,  and  they  give  him  rates  and  the  rates  are  on 
the  bill  of  lading,  and  everything  is  right  on  the  face  of  it  andhardly  anybody  knows 
anything  different;  but  it  is  the  easiest  thing  in  the  world,  and  I  am  told  it  is  a  fact, 
for  the  might  agent  in  Montreal  to  send  a  draft  to  the  man  in  Liverpool  or  London 
paying  him  a  rebate.  .  If  the  rate  is  25  cents  on  a  bill  of  lading  and  the  agent  agreed 
to  make  it  22  cents,  the  3  cents  in  sterling  is  sent  to  Liverpool.     (Testimony,  p.  46.) 

Sabseqnently  Mr.  King  farther  stated : 

Well,  IconId  not  prove  it,  and  I  would  not  attempt  to  prove  it,  but  my  impression 
is  that  they  do  these  things.    I  have  understood  that  they  give  drawbacks. 
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The  CHiiiRMAK.  And  in  fact  the  Canadian  road  does  not  obey  the  law  as  yon  do  f 

Mr.  KiKO.  No,  sir. 

The  Chairman.  AndTiolates  it  by  giving  rebates  f 

Mr.  Kino.  I  can  not  account  for  it  in  any  other  way.  I  do  not  say  anything  abont 
onr  line.  Bnt  you  take  a  line  like  the  Lake  Shore.  Nobody  knows  any  better  line 
than  the  Lake  Shore  running  from  Chicago  to  the  East.  The  Michigan  Central  also 
is  a  good  line.  It  runs  to  Detroit  and  runs  over  the  Canadian  Sonthem,  which  they 
lease,  to  the  Niagara  frontier.  Everybody  knows  that  the  Pennsylyania  Railroad  is 
a  splendid  line,  and  yet  the  Grand  Trunk  go  into  Chicago  and  get,  as  they  did  a  week 
or  two  ago,  39  per  cent,  of  the  business,  when  It  used  to  get  less  than  20  per  cent. 
[This  supposed  large  increase  in  the  traffic  of  the  Orand  Trunk  from  Chicago  was  re- 
ported through  a  mistake  in  making  up  the  returns.] 

Mr.  S.  M.  Feiton,  jr.,  finrt  vice-president  of  the  Erte  road,  being  asked 
if  he  knew  whether  it  was  true,  as  claimed,  that  the  Grand  Trank  rigidly 
observed  the  law,  replied  that  hedid  not  know  anything  to  tke  contrary. 
He  had  an  impression  that  the  Canadian  roads  had  been  observing  the 
law  since  it  had  been  amended,  bat  did  not  think  they  observed  it  any 
more  than  the  American  lines  prior  to  that  time. 

Mr.  John  Newell,  president  of  the  Lake  Shore  and  Michigan  Sonth- 
ern  Kailway,  speaking  of  the  steady  increase  in  the  tonnage  of  the 
Grand  Trunk  from  Chicago,  said : 

I  am  inclined  to  think  that  a  large  portion  of  their  success  is  due  to  their  yiolation 
of  contracts  and  compacts  which  thoy  enter  into  for  the  maintenance  of  rates;  not 
that  they  are  accustomed  to  coming  into  the  field  openly  and  making  low  rates  pub> 
licly,  but,  as  a  rule,  in  all  negotiations  they  are  found  advocating  nigh  rates,  and 
after  the  rates  have  been  established  making  low  ones  privately  where  they  can 
secure  large  shipments  by  doing  so.    (Testimony,  p.  256.) 

Mr.  Henry  B.  Ledyard,  president  of  the  Michigan  Central  Eailroad, 
expressed  the  opinion  that  the  Grand  Trunk  did  not  observe  the  law  as 
to  traffic  going  from  the  United  States  into  Canada,  and  cited  in  proof 
the  Buffalo  coal  case  decided  against  the  Grand  Trunk  by  the  Commis- 
sion. He  also  submitted  a  case  of  noncompliance  with  the  published 
tariff,  as  follows : 

I  have  another  case  of  non-compliance  with  their  published  tariff.  Here  is  a  tariff- 
sheet  of  the  Grand  Trunk  Railway  [exhibiting]  reading,  '*  Interstate  tariff  on  grain 
from  Port  Huron  ex-lake  from  Chicago."    It  gives  no  other  point  but  Chicago  as  the 

Eoint  of  origin.  Grain  has  been  taken  out  of  our  elevators  in  Detroit  in  the  last  month 
y  vessel  and  taken  to  Port  Huron,  and  thence  forwarded  by  the  Grand  Trunk  to 
Portland,  Me.  The  rate  from  Detroit  to  Portland  by  the  Grand  Trunk  and  the 
Michigan  Central  is  the  same. 

The  Chairman.  The  published  rate  is  the  same  f 

Mr.  Ledtard.  Yes,  sir;  and  the  all-rail  tariff  from  Port  Huron  to  Portland  is  the 
same  as  Detroit  to  Portland.  Here  is  a  tariff  on  grain  only,  ex-lake  from  Chicago 
[exhibiting].  That  same  tariff  is  applied  by  the  Grafid  Trunk  on  grain  by  vessel  from 
Detroit  to  Portland.    That  results  in  reducing  the  rate,  all-rail,  by  2^  cents. 

The  Chairman.  Which  is  a  means  of  getting  around  the  interstate  commerce  act 
without  anybody  discovering  what  it  is.    That  is  the  case  yon  have  just  described! 

Mr.  Ledtard.  Yes,  sir ;  I  can  not  find  that  any  tariff  has  been  issued  from  Detroit 
via  lake  and  via  Port  Huron  to  Portland,  or  any  other  eastern  point. 

The  Chairman.  What  is  the  date  of  that  last  tariff  you  speak  off 

Mr.  Ledtard.  April  10.    That  specifies  the  point  of  origin  as  Chicago. 

The  Chairman,  but  it  does  not  show  where  the  traffic  is  going  f 

Mr.  Ledtard.  It  gives  the  point  of  destination,  but  says  the  grain  must  be  ex-lake 
from  Chicago.     (Testimony,  p.  268.) 

Mr.  O.  8.  Mellen,  traffic  manager  of  the  Union  Pacific  Eailway,  be- 
lieved that  the  Canadian  Pacific  was  cutting  the  published  rates.  He 
said: 

The  Canadian  Pacific  is  increasing  its  proportion  of  tonnage  carried.  When  a  road 
in  the  month  of  April  will  do  34  per  cent,  of  the  business  going  out  of  San  Francisco, 
and  when  that  road  is  such  a  road  as  you  will  see  the  Canadian  Pacific  is  b^  looking 
on  the  map,  it  certainly  looks  as  if  something  was  wrong.  I  do  not  beheve  that 
business  was  ever  done  on  the  differentials,  which  the  association  allows  the  Cana- 
dian Pacific.    I  believe  there  is  a  cat.    I  have  no  doubt  of  it. 


THE  UNITED  STATES  AND  CANADA.  15 

Senator  €k>RMAN.  Woald  not  the  fact  that  the  Canadian  Pacific  carried  so  large  an 
•monnt  of  the  bnsinefis  ont  of  San  Francisco  be  positive  proof  that  there  was  a  oat  t 

Mr.  Mkllks,  I  do  not  believe  there  is  a  railroad  man  bat  who  believes  that  there 
is  a  cat.  It  may  be  a  concession  on  bnsinees  that  goes  fVom  San  Francisco  to  Mon- 
treat  The^  might  give  a  concession  on  Montreal  basiness  in  the  Dominion  of 
Canada,  and  it  weald  be  wholly  legal,  and,  at  the  same  time,  it  might  be  used  to  in- 
duce the  shipment  of  American  goods  over  that  line. 

Senator  Gorman.  Do  yon  know  of  any  case  where  a  drawback  has  been  given  T 

Mr.  MxLLEN.  I  have  not  absolate  proof  of  it.    (Testimony,  p.  363.) 

It  was  stated  by  Mr.  Ashley  Pond,  solicitor  for  the  Michigan  Central, 
that  there  had  been  some  controversy  as  to  jnst  to  what  extent  the  Ca- 
nadian roads  were  sabject  to  the  interstate-commerce  act,  and  that — 

almost  every  step  of  the  way  has  been  controverted  by  the  Canadian  roads,  or  by 
the  Grand  Trnnk — every  step  of  the  attempt  to  enforce  the  act  against  them  has  been 
controverted. 

Mr.  Pond  made  one  suggestion  which  wonld  seem  to  have  a  very  dif- 
ferent application  than  the  one  he  gave  it.  H^e  said  that  his  company 
was  advised  that  the  Grand  ISrunk  gave  a  lower  rate  to  passengers  who 
crossed  the  river  at  Detroit  and  began  their  journey  in  Canada  than  to 
those  who  started  from  Detroit.    When  asked  if  his  road  conld  not  do 

the  same  thing  on  its  Canada  Southern  line,  Mr.  Pond  replied : 

♦ 

Our  passengers  coald  go  across  the  river  and*  start  similarly ;  bat  we  have  desired 
to  obey  the  law  strictly,  because  we  have  felt  a  fear,  whether  there  is  any  occasion  for 
it  or  not  I  do  not  know,  that  if  the  Canadiai  roads  did  not  obey  the  law  there  might 
be  some  restrictive  legislation  that  wonld  greatly  decrease  the  valoe  of  our  roads  on 
the  other  side  of  the  river.  I  do  not  know  what  we  might  not  do  if  we  were  not 
under  some  fear.    (Testimony,  p.  531.) 

It  may  be  fairly  presumed  that  the  Grand  Trunk,  a  foreign  corpora- 
tiony^would  be  under  as  much  restraint,  if  not  more,  on  this  account 
than  an  American  road  operating  a  Hue  through  Canada. 

Havings  by  these  extracts  shown  the  character  of  the  charges  made 
against  the  Canadian  railways  with  respect  to  the  question  of  their 
observance  of  the  law,  it  is  in  order  to  bring  together  the  substance  of 
what  was  said  upon  the  other  side. 

When  questioned  as  to  the  observance  of  the  law  by  his  company, 
Mr.  Joseph  Hickson,  general  manner  of  the  Orand  Trunk  Railway  of 
Canada,  replied : 

We  consider  all  our  husiness  interchanged  with  the  United  States  and  all  our  husi- 
ness  carried  through  Canada  from  State  to  State  is  snhject  in  the  fullest  deg^ree  to  the 
interstate-commerce  act.    We  have  never  assamed  any  other  position. 

The  Chairman.  Yon  mean  to  say,  taking  the  husiness  hetween  Chicago  and  Port- 
land,  for  instance,  that  you  publish  the  rates  T 

Mr.  Hickson.  Yes. 

The  Chairman.  And  abide  by  them  absolutely ;  is  that  so  T 

Mr.  Hickson.  Certainly. 

The  Chairman.  In  doin^  that  do  yon  take  advantage  of  what  our  roads  can  not 
do— recoup  on  local  traffic  in  your  own  country  T 

Mr.  Hickson.  Now,  you  must  put  that  a  little  differently,  for  I  am  not  quite  sure 
what  you  mean.    I  want  to  give  the  fullest  information  I  can. 

The  Chairman.  Our  American  railroads  are  forbidden  to  charge  more  for  the 
shorter  than  for  the  longer  haul.  They  are  forbidden  to  charge  more  for  a  short  dis- 
tance on  their  line  than  for  a  long  distance— a  larger  aggregate  sum.  Now,  so  far  as 
your  business  in  Canada  is  concerned,  having  no  relation  or  reference  to  the  United 
States  whatever,  as  I  understand,  you  have  no  law  regulating  you,  and  you  can 
charge  what  you  please,  consistent  with  your  obligation  to  the  people,  between  local 
points  or  points  between  Detroit  and  Montreal. 

Mr.  Hickson.  Not  between  Detroit  and  Montreal.  Where  we  have  traffic  between 
Detroit  and  Montreal  we  connider  it  under  the  interstate  law,  and  that  we  are  bound 
to  obey.  But  as  regards  purely  Canadian  traffic  we  are  in  the  same  position  to-day 
as  the  New  York  Central.  They  can  make  what  rates  they  like,  so  far  as  the  inter- 
state law  is  concerned,  within  the  Stat9  of  New  York.  We  are  in  the  same  position 
with  regard  to  the  provinces.    For  local  rates  through  the  provinces,  of  course,  we 
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are  not  amenable  to  the  interstate  act,  bnt  as  a  matter  of  fact  I  believe  that  the  local 
ratoe  in  Canada  on  the  Grand  Trunk  are  as  low,  if  not  lower,  than  the  rates  on  United 
States  lines,  for  the  reason  that  for  nearly  the  whole  length  of  the  Grand  Trunk  sys 
,tem  we  have  water  routes  that  regulate  the  rates.    (Testimony,  p.  93.) 

In  answer  to  fartker  inquiries  Mr.  Hickson  stated  that  his  company 
complied  with  the  interstate  act  in  all  respects,  and  considered  itself 
bonnd  by  it  as  to  all  bnsiness  except  that  beginning  and  ending  in 
Canada.  He  explained  the  Bnffalo  coal  case  which  has  been  previonsly 
referred  to,  saying  that  it  only  applied  to  coal  shipped  into  Canada 
from  Buffalo,  and  not  to  any  other  traffic ;  that  there  was  no  secrecy 
about  the  lower  rates  made  to  large  shippers ;  that  these  rates  were 
made  on  the  advice  of  their  counsel ;  and  that  when  the  Commission 
decided  against  their  right  to  make  such  differences  new  tariffs  were 
sent  to  the  Commission  made  in  accordance  with  its  directions. 

Being  ask^nl  if  as  a  matter  of  fact  the  local  rates  df  the  Grand  Trunk 
in  Can^a  were  higher  t)r  largely  higher  than  those  made  under  the  in- 
terstate act,  Mr.  Hickson  replied : 

'liie  local  rates  are  undoubtedly  higher  in  proportion  than  the  through  rates,  bnt 
I  do  not  think  they  are  higher  tlmn  uie  local  rates  in  the  States,  and  they  are  simply 
made  in  reference  to  the  exigencies  of  the  business.  I  wiU  give  yon  the  reason  why 
our  rates  are  very  low  in  Canada,  and  that  is  because  during  the  season  of  open  nav- 
igation we  are  running  alongside  the  carriers  on  the  St.  Lawrence  River  and  the  lakes. 

He  also  stated  that  the  local  rates  in  Canada  had  not  been  changed 
on  account  of  the  lower  rates  made  on  interstate  commerce  or  because 
of  the  enactment  of  the  interstate  commerce  act. 

Mr.  Hickson  also  stated  positively  that  no  rebates  or  drawbacks  had 
been  paid  by  either  the  Grand  Trunk  or  the  steam-ship  companies  since 
the  passage  of  the  law,  and  that  his  company  bad  not  been  buying 
traffic  by  any  rebates  or  concessions,  because  it  had  made  none.  He 
explained  the  increase  in  the  traffic  over  his  road  from  Chicago  by  say- 
ing it  was  due  to  the  superior  facilities  provided  there  for  the  ship- 
ment  of  grain. 

Mr.  William  C.  Van  Home,  president  of  the  Canadian  P&cific  Bail- 
way,  answered  similar  inquiries  as  follows : 

The  Chairman.  You  take  a  consignment  at  Pnget  Sound  at  very  much  less  than 
you  take  a  consignment  500  miles  this  side  of  Pnget  Sound  coming  east^  do  you  not  T 

Mr.  Van  Horne.  No.  Our  local  rates  in  Canada  have  been  graded  down  to  meet 
the  requirements  of  the  United  States  interstate  commerce  act. 

The  Chairman.  Do  yon  pay  any  attention  to  that  act  f 

Mr.  Van  Horns.  Yes,  we  are  as  strictly  bound  by  it  as  if  we  were  operating  in  the 
United  States. 

The  Chairman.  With  respect  to  goods  that  you  take  at  Pnget  Sound,  or  goods  that 
you  get  in  the  United  States  and  take  to  Montreal,  do  you  regard  the  interstate  com- 
merce act  f 

Mr.  Van  Horne.  Yes,  sir ;  we  regard  every  pound  of  it  as  subject  to  the  interstate 
commerce  act.    (Testimony,  p.  241.) 

Senator  Gorman.  I  understood  you  to  say  a  moment  ago  that  in  point  of  fact  the 
Canadian  Pacific  observed  the  requirements  of  the  interstate  commerce  law.  What 
do  you  mean  by  that  f 

Mr.  Van  Horne.  I  mean  that  all  United  States  freight  and  all  freight  we  take  from 
one  point  in  the  United  States  ^oing  into  Canada  and  freight  from  Canada  into  the 
United  States  to  another  point  in  the  United  States,  is  carried  in  conformitv  to  the 
provision  of  the  interstate  commerce  act,  so  far  as  we  understand  those  provisions. 

Senator  Gorman.  That  is  to  say,  you  publish  your  rates  on  the  roads  located  within 
our  territory  f 

Mr.  Van  Horne.  Yes. 

Senator  Gorman.  And  you  take  the  freight  through  to  the  point  of  destination 
without  giving  rebates  or  drawbacks  of  any  description. 

Mr.  Van  Horne.  Yes,  sir.  I  believe  we  fully  comply  with  the  requirements  of  the 
act  in  that  respect.  Every  agent  we  have  working  on  United  States  territory,  an 
I  understand  the  law,  is  liable  to  imprisonnftnt  if  we  fail  to  do  so. 
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Senator  GoRMAK.  What  portion  of  the  dead  freight  goes  throigh  from  your  sea- 
port to  Europe  f 

Mr.  Van  Hornk.  We  have  done  practically  none  of  that  business.  The  export 
business  from  United  States  points  to  Great  Britain  we  have  not  much  of.  It  iH  al- 
most in^nitesimal.  There  is  nothing  in  it.  We  have  not  sought  tbe  business.  We 
are  building  a  line  to  the  Detroit  Biver  now,  and  possibly  we  may  try  to  get  some  of 
it  when  it  pays. 

Senator  Gorman.  Tou  observe  the  provisions  of  our  law  upon  that  trade  alone. 

Mr.  Van  Hornb.  Yes,  sir. 

Senator  Gorman.  Bujt  how  as  to  the  other  branch,  where  our  roads  aje  required  uot 
to  charge  more  for  a  shorter  haul  than  a  longer  haul  f  Do  you  obseive  that  as  to  all 
freight  going  over  your  road^  no  matter  where  it  originates  f 

Mr.  Van  Hornb.  I  think  it  is.  obsei'ved  all  the  way  through.  I  remember  over- 
hauling only  a  few  months  ago  our  trafQc  department  for  a  reduction  of  rates  in  the 
interior  of  British  Columbia,  and  I  was  told  that  it  had  to  be  done  on  account  of  the 
interstate  cooimerce  act.  Our  intermediate  rates  were  governed  by  the  provisions  of 
that  act  as  well  as  the  intermediate  rates  of  railways  in  the  United  States  were.  I  do 
not  know  but  that  we  have  misconstrued  the  law  in  that  respect. 

Senator  Gorman.  Yon  do  not  mean  to  say  that  you  apply  that  principle  to  freight 
originating  in  Canada  for  delivery  to  points  in  Canada? 

Mr.  Van  noRNB.  Yes,  sir.    We  have  no  higher  intermediate  rate  than  the  rate  we 

Set  on  State  to  State  traffic  carried  over  |ihe  same  line,  so  I  am  informed  by  our  traffic 
epartment. 

Senator  Gorman.  So  yon  voluntarily  enforce  the  long  and  short  haul  clause  f 
Mr.  Van  Hornb.  We  bad  to  do  it  or  stay  out  of  the  business,  as  we  construed  the 
law.  We  did  not  want  to  pay  the  fines  or  have  our  ageuts  go  to  prison.  I  think  our 
tariff  manager  was  so  advised,  and  he  made  his  tariffs  in  accordance  with  this  advice. 
This  was  the  case  only  a  short  time  ago.  I  do  not  think  there  has  been  any  change 
or  I  should  have  heard  of  it.    (Testimony,  p.  247.) 

Subsequent  to  his  appearance  before  the  committee  Mr.  Van  Horne 
Bubmitted  a  letter  upon  the  subjects  covered  by  the  above  inquiries  ad- 
dressed to  him  by  Mr.  George  Olds,  traffic  manager  of  the  Canadian 
Pacific.  From  this  it  appears  that  the  Canadian  Pacific  at  first  ob- 
served the  interstate  commerce  act  as  to  local  traffic  within  Canada,  as 
stated  by  Mr.  Van  Home,  but  that  after  the  transcontinental  tariffs 
were  revised  in  January  Mr.  Olds  did  not  deem  it  necessary  to  follow 
the  frequent  changes  made  on  all  the  domestic  business  within  Canada. 
He  states  that  in  a  few  instances  he  had  departed  from  the  strict  ruling 
of  the  law  as  to  Canadian  traffic,  and  adds : 

So  far  as  States  traffic  is  concerned,  whether  ''States  to  States"  traffic  or  traffic 
between  Canada  and  the  States,  we  have  been  governed  by  the  interstate-commerce 
law.  We  have  not  attempted  to  discriminate  between  individuals  or  localities ;  nor 
have  we  paid  rebates  or  anything  equivalent  thereto  in  any  shape  or  form ;  nor  have 
we  assisted  our  American  connections  in  any  way  to  evade  the  law. 

We  have  been  unable,  as  I  have  before  stated,  and  for  the  reasons  stated,  to  bring 
our  domestic  traffic  strictly  within  the  long  and  short  h4ul  principle ;  but  I  can  safely 
assure  you  that  both  the  letter  and  spirit  of  the  interstate-commerce  law  has  been 
far  better  observed  by  the  Canadian  Pacific  than  by  any  of  its  competitors  in  the 
United  States.  The  reports  to  the  contrary  originate  with  rival  lines  or  interested 
parties  and  their  purpose  is  obvious. 

The  laws  of  Canada  prohibit  pooling,  also  discriminations  as  to  localities  and  in- 
dividuals ;  they  do  not,  however,  prohibit  carriers  from  charging  less  for  aloug  than 
for  a  short  haul,  the  Canadian  lines  being  left  comparatively  free  from  the  long  and 
short  haul  restrictimi,  owing  to  our  extensive  lake-coastlines  and  the  competition  the 
water-routes  insure  to  shippers  during  the  season  of  navigation,  but  onr  deviations 
from  the  long  and  short  haul  principle  in  this  domestic  traffic  do  not  in  tbe  slightest 
degree  anect  our  American  competitors. 

The  full  opening  of  the  lines  between  Montreal  and  St.  Panl  and  Daluth,  via  Saulf 
8te.  Marie,  for  all  traffic  may  require  us  to  make  our  rates  on  local  traffic  between 
points  in  eastern  Ontario,  the  province  of  Quebec,  and  the  Ottawa  Valley  and  Sault 
ote.  Marie  conform  to  the  long  and  short  h»ul  principle  of  the  interstate-commerce 
law.  As  we  have  but  recently  opened  this  line  for  through  traffic  our  existing  local 
tarifis  may  be  considered  temporary.  Tbe  traffic  of  this  part  of  our  system  during 
the  season  of  navigation  is  exposed  to  lake  competition ;  but  we  will  have  no  greater 
difficulty  in  conforming  strictly  to  all  the  proviRions  of  the  interBtato-comuierce  law 
than  will  onr  American  competitors.  We  should  not,  howcvcri  be  expectied  to  oon- 
ftUBk  to  that  law  any  more  strictly  than  they  do. 
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With  regard  to  the  products  of  the  country*,  we  are  govemed  in  Ontario  generally 
by  the  rates  from  Detroit  to  the  Atlantic  sea-board,  and  we  find  that  the  Detroit  rates 
are  as  high  as  we  can  get  on  domestic  produce  shipped  from  any  Ontario  point  east 
of  the  Detroit  River  and  the  Georgian  Bay.  The  necessity  which  compels  the  Cana- 
dian farmer  to  seek  foreign  markets  in  common  with  his  American  neighbor  forces  us 
to  conform  to  the  rates  oHered  by  the  American  lines.     (Testimony,  pp.  254-255.) 

Mr.  Alden  Speare,  president  of  the  Chamber  of  commerce  of  Boston, 
who  represented  a  large  number  of  the  commercial  organizations  of  that 
eity  before  the  committee,  stated  that — 

I  have  read  with  great  care  the  testimony  taken  in  New  York,  and  I  have  also  read 
statements  of  parties  in  Chicago.  I  find  there  is  not  a  man  but  who  says  the  Cana- 
dian roads  have  served  him  reasonably,  honorably,  and  squarely ;  that  he  has  had  no 
rebates  in  any  shape  or  kind,  and  does  not  believe  anybody  has.  86  far  as  my  own 
knowledge  ^oes,  no  man  in  Boston  or  New  England  receives  any  rebate  from  the 
Canadian  railways.    (Testimony,  p.  380.; 

Governor  J.  Gregory  Smith,  president  of  the  Central  Vermont  Bail- 
road,  said: 

I  doubt  if  there  is  a  president  of  any  of  the  competing  lines  kuown%s  the  trunk- 
lines  who  would  be  unwilling  to  admit  that  in  all  the  dealinj^  of  the  Grand  Trunk 
system,  so  far  as  its  relation  to  the  interstalie  commerce  law  is  concerned,  they  have 
endeavored  to  xon^uct  their  business  upon  sound  business  principles,  and  to  recog- 
nize the  fact  that  they  are  to  a  large  extent  dependent  for  the  prosperity  of  their  tom. 
upon  their  relations  to  the  American  traffic,  to  the  traffic  of  the  United  States.  They 
are  the  simple  medium  of  transportation  from  one  important  point  of  the  United 
States  to  another — from  the  point  where  the  products  of  the  country  are  raised  to  the 
consamer.  It  is  the  medium  by  which  what  the  East  has  to  eat  is  brought  to  them, 
and  so  the  Grand  Trunk  feels  itself  compelled,  as  a  pure  matter  of  self-protection  and 
as  a  matter  of  sound  policy,  to  conform  to  such  rules  and  regulations  and  fair  dealing 
as  the  roads  in  the  United  States  are  compelled  to  conform  to  under  the  interst-ate 
commerce  law,  whether  all  its  provisions  be  sound  and  wise  or  not. 

In  all  my  intercourse  and  association  and  experience  with  tbe  Grand  Trunk  road — 
and  we  are  in  daily  communication  with  them  on  all  the  pointo  involved  in  this  in- 
quiry— I  have  found  that  in  practice  they  have  not  only  shown  a  readiness  to  conform 
to  the  requirements  of  the  law,  but  also  a  ready  disposition  to  throw  no  obstacle  in 
the  way  of  its  fair  execution.    (Testimony,  p.  441.) 

Mr.  William  G.  Brownlee,  a  lamber  mannfactarer  of  Detroit,  testi- 
fied: 

I  have  been  a  shipper  over  the  Grand  Trunk  and  other  roads  for  a  great  many 
years,  certainly  for  twenty  years,  and  I  have  never  received  a  cent  from  the  Grand 
Trunk  Railroad  in  the  way  of  rebates,  and  quite  recently  we  have  been  exporting  by 
the  Grand  Trunk  Railroad.  .  (Testimony,  p.  536.) 

And  it  was  suggested  by  Mr.  A,  0,  Eaymond,  of  Detroit,  that — 

The  only  charge  that  is  made  against  the  Canadian  lines  is  that  they  have  op- 
portunity for  violating  the  law  by  way  of  rebates  and  all  that  sort  of  thing.  Now, 
the  American  lines  have  the  same  opportunity  if  they  choose  to  violate  the  law  as 
the  Canadian  roads,  and  I  think,  if  tliis  committee  will  recall  Mr.  John  NewelFs  tes- 
timony given  before  the  committee  in  New  York,  he  stated  that  it  w^san  easy  thing 
for  railroads  to  pay  rebates — an  easy  thing  for  any  railroad  to  pay  rebates — without 
its  appearing  on  their  books  or  in  their  vouchers. 

So  far  as  opportunity  is  concerned  it  seems  to  me  that  the  American  lines  and  the 
Canadian  lines  are  alike,  and  the  mere  charge  that  the  Canadian  roads  do  these  wrong- 
ful things  because  they  have  the  opportunity  should  have  no  weight  with  this  com- 
mittee considering  this  great  question  of  the  importance  of  the  Canadian  lines  to 
American  business  interests. 

Senator  Harris.  The  opportunity  being  common  to  all  railroads  f 

Mr.  Raymond.  Yes,  sir. 

The  Chairman.  Provided  they  are  not  caught. 

Mr.  Raymond.  Yes,  sir.  And  further,  it  seems  to  me,  that  the  Canadian  roads  are 
in  a  more  dangerous  position  and  less  likely  to  violate  intentionally  the  interstate 
commerce  act  than  the  American  roads,  because  I  should  be  in  favor,  and  I  think 
every  American  citizen  would,  that  if  they  willfully,  intentionally,  and  defiantly  dis- 
obey the  law  that  they  should  be  cut  off,  and  I  think  they  are  conscious  that  they 
would  be  the  loser.  So  that  the  restraint  upou  Canadian  lines  is  very  much  greater 
than  upon  the  American  lines,  and  the  Canadian  lines  are  less  likely  to  violate  the 
law,  and  so  far  it  has  not  been  shown  that  they  have  willfully  violated  it  (Teati- 
mony,  pp.  501-2.) 
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Mr.  David  Edwards,  Assistant  General  Manager  of  the  Flint  and 
Pere  Marqnette  Railroad,  stated  that  his  road  at  certain  seasons  car- 
ried considerable  freight  destined  to  Canadian  points,  and  he  did  not 
know  of  a  single  instance  in  which  any  allowance  had  been  made  to 
8hip[)er8  from  the  published  rates  on  such  freight.  On  the  subject  of 
rebates  he  further  testified  as  follows : 

The  Chairman.  Is  there  any  arranf^ement  by  which  a  CaDadian — a  man  living 
across  the  line — can  get  a  rebate,  and  by  which  he  can  avoid  being  detected  in  so  do- 
ing where  Americans  wonld  be  detected  if  they  did  the  same  thing  f  Can  any  of  yon 
go  on  and  disregard  the  law,  pay  rebates,  or  make  secret  rebates  without  being  caught 
at  it  f 

Mr.  Edwards.  Not  on  this  side  of  the  frontier. 

The  Chairman.  How  abont  the  other  side  f 

Mr.  Edwards.  That  depends.  If  the  man  in  Canada  can  be  pnt  on  his  honor  I  have 
no  doubt  It  could  be  done.  It  is  the  same  way  here.  It  is  a  question  of  honor.  If 
you  say  to  him,  '*  Here,  I  will  pay  you  5  cents  rebate,  and  you  say  nothing  about  it," 
you  have  to  depend  on  bis  honesty.  I  wouldnot  dare,  and  I  do  not  think  the  railroad 
companies  and  their  representatives  to-day  would  dare,  to  make  such  a  proposition.  I 
think  they  are  afraid  to  do  anything  of  that  kind.  They  are  getting  out  of  the 
habit  of  doing  it.    (Testimony,  p.  544. ) 

Mr.  William  J.  Spicer,  general  manager  of  the  Detroit,  Grand  Haven 
and  Milwaukee  Eailroad,  and  of  the  Chicago  and  Grand  Trunk  Rail- 
road, entered  a  denial  of  the  statements  made  by  Mr.  Pond  in  reference 
to  the  payment  of  rebates  by  the  Gi:and  Trunk.  With  respect  to  the 
Buffalo  coal  case  he  said : 

So  far  as  concerns  the  shipment  of  the  coal  to  which  he  referred  that  matter  has 
been  tried  before  the  Interstate  Commerce  Commission  and  a  decision  has  been  reache<l. 
There  is  no  doubt  that  a  concession  was  made  to  a  shipper  on  coal  to  some  place  in 
Canada  on  the  ground  that  he  was  a  large  shipper  and  provided  ir  special  coal-yard 
and  gave  particular  dispatch  to  the  unloading  of  the  cars.  That  is  why  the  con- 
cessiou  was  made,  and  it  was  not  considered  at  the  time  to  be  a  violation  of  law. 
(Testimony,  p.  545.) 

He  thought  this  concession  was  stopped  as  soon  as  the  decision  of 
the  Commission  was  made  known,  and  did  not  believe  the  violations  of 
the  act  and  discriminations  charged  had  been  going  on,  and  he  was  in 
a  position  where  the  rates  were  brought  to  his  notice  and  he  would  be 
apt  to  know  it  if  such  discriminations  were  made.  Mr.  iSpicer's  answers 
to  questions  concerning  the  observance  of  the  law  by  the  Grand  Trunk 
were  as  follows: 

I  am  quite  sure  that  our  desire  is  to  observe  the  interstate  commerce  law  in  every 
particular.    We  have  no  desire  to  evade  it. 

The  Chairman.  How  far  do  you  regard  the  interstate  commerce  act  as  extending 
with  reference  to  business  going  into  and  coming  out  of  Canada  f 

Mr.  Sficrr.  I  understand  that  it  extends  to  all  business  going  through  Canada  from 
one  United  States  point  to  another.  ^ 

The  Chairman.  And  not  on  traffic  from  the  United  States  to  Canada  or  from  Can- 
ada into  the  United  States  f 

Mr.  Spigbr.  I  think  it  applies  to  that  business.  I  should  so  interpret  it,  and  I  be- 
lieve it  is  so  interpreted  by  our  people  of  the  Grand  Trunk. 

The  Chairman.  Does  that  in  any  way  operate  in  favor  of  your  roads  or  against 
themT 

Mr.  Spicer.  I  do  not  think  it  is  against  the  road.  I  think  it  leads  to  a  maintenance 
of  rates,  a  steadiness  of  rales,  which  js  very  desirable.  The  tarlffis  are  published  and 
I  think  generally  observed.    (Testimony,  p.  546.) 

THE  ADVANTAGES  AFFORDED  SHIPPERS  IN  THE  UNITED  STATES  BY 
THE  FACILITIES  FOR  TRANSPORTATION  FURNISHED  BY  THE  CANA- 
DIAN HALLWAYS. 

The  geographical  situation  of  Canada  with  respect  to  the  United  States 
ifi  such  that  the  railway  lines  extending  across  the  peninsula  of  Canada 
between  Ifew  York  and  Michigan  afford  the  shortest  and  most  direct 
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chanuels  of  communication  between  important  sections  of  the  TJnited 
States  contiguoas  to  the  Dominion  of  Canada  in  the  West  and  North- 
west and  in  northern  New  York  and  New  England,  With  their  con- 
nections in  the  United  States  they  afibrd  direct  lines  of  transportation 
between  other  sections  of  the  West  and  on  the  Atlantic  sea-board;  and 
for  still  larger  areas  of  territory  in  the  East  and  West,  between  which  the 
Canadian  railways  do  not  in  all  cases  constitute  the  most  direct  lines  of 
communication,  they  furnish  routes  suflftciently  advantageous  to  largely 
increase  the  facilities  for  transportation  such  sections  enjoy  and  to  ren- 
der more  active  the  competition  between  rival  liues*which  secures  to 
the  shipper  better  service  and  more  favorable  rates. 

There  is  no  doubt  that  the  Canadian  railways  engaged  in  transporta- 
tion within  the  United  States  have  contributed  very  materially  to  the 
development  and  commercial  prosperity  of  those  particular  cominunities 
they  have  directly  served,  and  that  they  have  also  benefited  other  sec- 
tions of  the  United  States  in  so  far  as  their  competition  has  tended  to 
regulate  and  reduce  the  rates  charged  upon  other  lines  of  transporta- 
tion. To  those  commercial  centers  and  communities  which  they  have 
most  directly  benefited  the  continuance  of  the  advantages  afforded  by 
the  Canadian  roads  is  a  matter  of  vital  importance.  Many  millions 
have  been  invested  in  business  enterprises  of  all  kinds  that  are  depend- 
ent for  their  existence  and  success  upon  the  transportation  facilities 
which  the  Canadian  railways  have  furnished  or  assisted  in  securing,  and 
any  action  by  Congress  that  would  resnlt  in  the  withdrawal  or  abridge- 
ment of  these  advantages  would  prove  disastrous  to  the  communities  in 
question. 

These  communities  naturally  regard  the  continuance  of  the  relations 
at  present  existing  between  the  shippers  of  the  United  States  and  the 
Canadian  railways  as  of  vital  importance  to  their  commercial  pros- 
perity, and  emphatic  protests  were  made  to  the  committee  in  their  be- 
half against  any  legislation  that  would  in  any  wise  restrict  the  privileges 
now  enjoyed  by  the  Canadian  railways  under  the  existing  system  of 
transportation  in  bond  or  that  would  occasion  the  withdrawal  of  the 
advantages  these  foreign  lines  now  afford. 

The  extent  to  which  these  Canadian  railways  have  proved  of  benefit 
to  shippers  in  the  United  States  will  more  clearly  appear  by  grouping 
together  some  of  the  statements  made  and  views  expressed  upou  the 
subject  by  witnesses  who  appeared  before  the  committee. 

Mr.  Erastus  Wiman,  of  New  York,  was  of  the  opinion  that — 

there  has  been  no  contribution  to  the  Western  States  quite  bo  advantageous  as  the 
construction  of  the  Canadian  railways.  Next  to  the  construction  of  the  American 
railways  and  the  provisions  of  nature  in  the  water-ways  which  Mr.  Hill  has  spoken  of 
just  now  these  Canadian  railroads  have  proved  the  most  beneficial.  I  think  the 
Canadian  railways  have  contributed  more  to  the  facilities  for  the  handling  of  products 
going  east  and  the  merchandise  going  west,  at  rates  lower  than  ever  before  dreamed 
of,  than  any  other  enterprises  that  have  been  inaugurated  in  this  country.  First, 
there  is  the  directness  of  route,  and  second  the  business  has  been  done  at  rates  so  low 
that  they  never  paid  anything  on  the  capital  invested.    (Testimony,  p.  190.) 

He  thought  the  facilities  afforded  by  the  Canadian  roads  had  done 
more  to  develop  the  West  than  anything  else,  and  said: 

These  roads  have  paid  nothing  to  the  investors,  while  at  the  same  time  they  have 
affoixled  enormous  advantages  to  the  West.  The  Vanderbilt  line,  known  as  the^ 
Canada  Southern,  the  old  Great  Western  line,  and  the  Grand  Trunk  are  three  great 
avenues  running  as  straight  as  a  crow  flies  across  the  Canadian  peninsula  from  New 
York  to  Michigan.  The  Canada  Southern  is  the  best  line  toward  the  West.  It  is 
perfectly  straight,  and  can  carry  more  stuff  to  the  train  than  any  other  line.  It  has 
low  grades  and  comparatively  no  curves  at  all.  Then  there  is  the  Grand  Trunk 
running  down  from  Sarnia  to  Toronto,  Montreal,  and  Boston.  Then  there  is  a 
northern  route  that  formerly  carried  enormous  amounts  of  grain  from  Georgian  Ba^ 
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to  Toronto  and  then  reshipped  it  across  the  lake  into  the  canals.  Then  there  was  a 
roate  from  Georgian  Bay,  by  Port  Hope,  to  Rochester ;  then  the  Grand  Trunk  line  from 
Port  Huron  to  Ogdenshurgn,  taking  the  river  from  there  and  crossing  and  joining. the 
Vermont  Centraisystem  and  other  roads  to  New  Bngland.  Besides  tliis  the  Canada 
Pacific  will  soon  be  at  Detroit,  and  add  still  another  linl^  to  the  Great  Boo  route  as  an 
oDtlet  for  American  produce.  So  that  it  would  be  impossible  to  have  a  more  com- 
plete system  or  means  of  communication  between  the  extreme  East  and  West  than 
these  two  great  roads  afford.  The  development  of  this  Soo  route  has  cost  millions  of 
dollars  of  American  capital,  which  would  be  completely  lost  if  yon  adopted  extreme 
measures.     (Testimony,  p.  196. ) 

Mr.  Charles  S.  Smith,  president  of  the  Chamber  of  Commerce  of 
New  York,  said  of  the  Canadian  lines  that — 

they  have  been  of  very  great  advantage  to  New  England  and  to  the  West.  There 
are  a  large  number  of  very  important  mills,  with  a  production  of  from  one  to  two  mil- 
lions per  annum,  located  in  the  East,  notably  at  such  places  as  York,  Lewiston,  Saco, 
and  Biddeford,  which  can  ship  their  goods  by  the  Canadian  lines  direct  to  Chicago 
quite  as  cheaply,  and  I  haveknoWn  instances  in  which  they  have  been  shipped  5  cents 
per  hundred  cheaper,  than  they  could  be  landed  in  New  York  from  the  points  I  have 
named. 

Now.  it  is  unfair  to  cut  off  Chicago  and  other  western  cities  from  these  facilities. 
If  you  should  do  away  with  competition  by  the  Canadian  lines  our  Western  friends 
wonlH,  in  many  instances  and  at  certain  times,  have  to  pay  at  least  50  per  cent,  more 
on  freig:ht,  because  the  goods  '^ouid  have  to  be  brought  to  New  York  or  Boston  and 
then  shipped  to  the  West.     (Testimony,  p.  278.) 

Mr.  Charles  F.  Choate,  president  of  the  Old  Colony  Eailroad,  ex- 
pressed himself  as  clearly  of  the  opinion  that — 

the  Canadian  lines  in  the  past  have  exerted  a  very  important  part  with  respect  to 
all  business  to  and  from  New  England.  It  has  simply  been  through  the  competition 
of  the  Canadian  lines  that  rates  to  and  from  New  England  have  been  reduced.  The 
Canadian  roads  have  made  manufacturing  more  possible  and  more  profitable  in  New 
England  than  it  ever  was  before.  All  the  heavy  freight  brought  here  is  brought  at 
much  lower  rates  since  the  Canadian  roads  have  entered  into  this  business,  and  the 
products  of  New  England  have  been  carried  cheaper  than  they  ever  were.  (Testi- 
mony, p.  3*22.) 

I  think  the  opening  of  the  Canadian  roads  has  been  much  more  important  to  the 
people  of  New  England  than  it  has  been  to  the  owners  of  those  roads,  I  do  not  think 
the  owners  of  those  roads  have  got  very  much  money  out  of  the  New  England  busi- 
ness, What  business  has  been  done  has  been  done  at  extremely  low  rates.  (Testi- 
mony, p.  332.) 

A  comprehensive  showing  of  the  impiortance  of  transportation  facili- 
ties to  Njcw  England  was  made  by  Mr.  Alden  Speare,  president  of  the 
ston  Chamber  of  Commerce,  when  he  stated  that — 


Kev 


ew  England  has  8  per  cent,  of  the  population  of  the  United  States,  and  grows 
one-fourth  of  t  per  cent,  of  the  wheat  crop  and  one-half  of  1  per  cent,  of  the  corn 
crop  to  feed  8  per  cent,  of  the  inhabitants  of  the  United  States ;  not  enough  to  sup- 
ply the  inhabitants  of  Rhode  Island  alone,  and  we  have  to  buy  aunnally  of  and  bring 
from  other  sections  550,000  tons  of  grain,  525,000  tons  of  flour,  and  |50,000,000  worth 
of  meat  for  our  own  consnfaiption.  We  grow  but  4  pei  cent,  of  the  wool  crop  of  the 
country,  but  consume  50  per  cent,  of  the  entire  clip  and  55  per  cent,  of  all  consumed 
in  the  country.  We  grow  not  a  pound  of  cotton,  but  consume  annually  23  per  cent, 
of  the  whole  crop  and  75  per  cent,  of  all  consumed  in  this  country. 

While  New  England  has  31  per  cent,  of  the  water-power  employed  in  industrial 
work,  we  also  have  15  per  xent.  of  steam-power,  and  consume  5,250^000  tons  of  an- 
thracite and  4,000,000  tons  of  bituminous  coal,  and  we  do  not  produce  a  pound  of 
either,  and,  of  course,  buy  of  and  transport  from  other  sections. 

The  estimated  value  of  American  goods  consumed  in  New  England  in  1888  was 
$310,000,000. 

New  England  annually  produces  more  than  $200,000,000  in  value  of  boots  and  shoes 
and  leather,  at  least  50  per  cent,  of  the  production  and  consumption  of  the  United 
States. 

Rnch  being  our  inability  to  supply  our  own  wants  within  our  own  borders,  the 
value  to  ns  of  reasonable  freight  rates  muft  be  apparent  to  every  one,  and  the  abso- 
lute necessity  in  order  that  we  may  retain  such  reasonable  rates  that  we  should  re- 
tain every  line  of  transportation  that  we  now  have  to  and  firom  other  sections  of  our 
country  that  furnish  us  our  needed  supplies  and  take  our  manufactured  product^ 
(Testimony,  p.  3(>7.> 
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« 

Mr.  Speare  considered  the  facilities  furnished  by  the  Canadian  lines 
nnder  the  existing  bonding  regulations  of  vital  importance  to  New  Eng- 
land and  a  manifest  advantage  to  every  section  of  the  country  that 
furnished  New  England  with  any  of  its  supplies  or  consumed  any  of 
its  products.  And  he  expressed  the  belief  that  it  .would  be  gross  in- 
justice to  those  industries  which  have  been  created  and  fostered  by 
these  facilities  to  deprive  them  of  facilities  which  can  not  be  supplied 
on  equally  advantageous  terms  by  any  existing  American  line. 

Mr.  Speare  stated  that  prior  to  the  establishment  of  the  Canadian 
lineS)  when  Boston  depended  upon  the  New  York  Central  and  the  Bos- 
ton and  Albany,  the  rates  were  high,  but  that,  through  the  oi>ening  of 
the  Hoosac  Tunnel  and  the  arrangements  made  with  the  Grand  Trunk 
and  the  Lackawanna  and  Western,  the  rates  had  been  reduced,  and  a 
large  number  of  towns  in  New  England  had  secured  the  advantage  of 
the  Boston  rates. 

To  illustrate  the  benefits  derived  through  the  Canadian  lines,  he 
stated  that — 

when  the  interstate  commerce  law  first  went  into  effect  the  Trank  Line  Association 
notified  the  varioas  lines  that  they  must  not  give  any  reduced  Boston  rates  beyond 
Boston.  A  little  later  the  Canadian  Pacific  perfected  its  arrangements  whereby  it 
came  in  contact  with  the  whole  Boston  and  Maine  system,  and  opened  up,  in  con- 
nection with  the  Grand  Trunk,  seven  or  eight  hundred  towns  in  New  England  which 
became  benefited  by  Boston  rates,  as  well  as  towns  in  Canada.  So  that  to-day  goods 
can  be  shipped  from  the  West  by  means  of  the  two  Canadian  lines  and  their  connec- 
tions ;  also  by  the  Red,  White  and  Blue  Line,  and  the  Erie  Despatch,  and  one  or  two 
other  lines,  to  a  vast  number  of  towns  in  Now  England,  to  .the  great  benefit  of  the 
people. 

Mr.  Mellen  admitted  here  on  yesterday  that  north  of  a  line  drawn  through  White 
River  Junction  there  was  great  benefit  derived  by  the  existence  of  the  Canadian 
lines.  But  .we  could  draw  the  line  at  the  Fitchburg  Railroad,  or,  for  that  matter, 
take  in  the  territory  north  of  the  Boston  and  Albany,  and  say  that  aU  that  country  is 
benefited  by  the  Canadian  lines.     (Testimony,  p.  369.) 

The  views  entertained  upon  the  subject  by  the  commercial  organiza- 
tions of  Boston  are  indicated  by  the  following  paragraphs  of  the  reso- 
lutions adopted  by  the  Boston  Executive  Business  Association,  which  is 
composed  of  eighteen  different  organizations : 

Beaolvedf  That  for  many  years  a  considerable  quantity  of  produce  from  the  West- 
ern States  has  been  carried  through  Canada  to  Boston,  not  only  for  home  consumption, 
but  also  for  export  J^om  the  port  of  Boston,  and  a  large  amount  of  manufactured  an«L^ 
imported  goods  has  been  sent  from  Boston  to  Canada,  and  through  Canada  to  tli^p 
Western  States,  much  to  the  advantage  of  Boston  and  New  England  interests. 

Jiesolvedf  That  the  route  through  Canada,  to  and  from  Boston,  is  geographically 
the  natural  route  for  many  places  of  importance  in  the  Western  and  North westeror 
States. 

Resolved,  That  for  the  long  period  during  which  business  has  been  open  to  the  mer- 
chants and  manufacturers  of  Boston  andl^ew  England  by  this  channel,  it  has  been 
cariied  on  by  the  Canadian  railway  companies  undertaking  it  in  a  fair  and  greatly 
advantageous  manner. 

Beaolv^f  That  a  competitive  route  through  Canada,  independent  of  other  trunk 
lines  in  America,  has  been  of  great  benefit  to  the  merchants,  manufncturers,  and  the 
community  generally  of  Boston  and  New  England,  as  by  that  means  any  tendency 
there  might  otherwise  have  been  to  charge  exorbitant  rates  has  been  held  in  check. 
(Testimony,  p.  367.) 

In  behalf  of  the  business  interests  of  Boston  Mr.  H.  B.  Goodwin, 
president  of  the  Boston  Executive  Business  Association,  who  also  rep- 
resented the  Boston  Chamber  of  Commerce,  stated  that — 

the  Boston  Chamber  of  Commerce  repret»ents  a  number  of  large  and  important 
interests, particularly  in  Boston — the  breadstufi"  interest,  the  produce  interest,  the 
provision  interest,  the  oil  interest,  the  grocery  interest,  and  a  number  of  other  inter- 
ests of  less  iniportance.  To  three  or  four  of  these  interests  the  maintenance  of  the 
Canadian  traffic  (the  traffic  over  the  Canadian  roads  in  all  its  entirety)  is  especially 
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importAnt.  Take,  for  instance,  the  grain  interest.  Dorinji:  ^e  winter  season — the 
season  of  closed  nay{gatiou — a  very  Targe  proportion  of  the  ^ain  shipped  from  Chi- 
cago to  Boston  and  New  England,  as  much  as  40  per  cent.,  is  carried  over  the  Cana- 
dian roads,  leaving  Chicago  by  the  Chicago  and  Grand  Trnnk  Bailroad,  and  carried 
by  the  northern  ronte  to  New  England  and  there  distributed.  Port  Huron  is  the 
principal  point  where  the  Grand  Tronk  receives  its  grain.  The  grain  is  stored  on 
the  eastern  coast  of  Georgian  Bay  during  the  season  of  navigation,  and  distributed 
lat-er  in  the  season^to  northern  and  northeastern  New  England,  as  occasion  requires. 
We  will  take  n'ext  the  produce  interest,  which  is  a  very  large  one,  especially  with 
Boston.  That  interest  complained  that  until  the  advent  of  this  Canadian  transpor- 
tation, this  route  By  the  Chicago  and  Grand  Trunk,  and  also  over  the  Grand  Trunk 
of  Canada,  they  had  to  submit  to  high  charges  and  poor  transportation  service,  and 
that  the  Grand  Trunk  has  been  the  means  of  improving  the  service  and  lowering  the 
rates.  Ten  or  twelve  years  ago,  when  this  National  Dispatch  Line  was  established, 
the  rate  on  British  products,  such  as  butter,  cheese,  and  eggs— butter  more  particu- 
larly— was  $1  a  hundred,  and  the  time  consumed  in  the  transportation  of  it  from  Chi- 
cago and  the  initial  points  to  Boston  was  at  least  twelve  days.  Owing  to  the  com- 
petition established  by  the  Grand  Trunk  line  the  rates  were  reduced  froui$l  a  hun- 
dred to  75  cents  a  hundred,  and  the  time  of  carnage  has  been  reduced  from  twelve 
days  to  six,  and  even  five  days.  In  many  cases  the  time  from  the  West  to  Boston  is 
not  now  over  four  days,  thereby  obviating  the  necessity  of  re-icing  the  cars  in  transit, 
which  was  a  matter  of  considerable  expense.    (Testimony,  p.  388.) 

Mr.  Goodwin  further  stated — 

That  immediately  after  the  passage  of  the  interstate  commerce  law  the  trunk  lines 
withdrew  their  through  Boston  rates  from  a  large  number  of  New  England  points, 
terminating  the  billing  at  Boston,  an&  thus  compelling  New  England  freight  to  pay 
the  local  rates,  ranging  from  5  to  10  or  15  cents,  according  to  distance.  That  operated 
in  this  way,  as  was  fores^n  at  the  time  the  interstate  commerce  law  was  passed: 
A  5>oent  arbitrary,  added  m  the  local  freight  on  the  Canadian  roads,  enabled  New 
York  merchants  to  come  In  by  water  to  Boston  and  to  various  points  along  the  Mas- 
sachusetts coast,  and  take  irom  us  our  Boston  business.  During  the  first  summer, 
while  that  state  of  things  continued,  the  largest  consumer  of  grain  in  Boston  was 
supplied  by  vessel  from  New  York.    The  Canadian  lines  came  to  the  rescue  at  that 

E)int,  and,  as  has  been  stated,  opened  up  several  hundred  points  in  southeastern  New 
ngland  at  Boston  rates,  and  the  American  trunk  lines  were  compelled  to  follow. 

'Hie  effect  of  restricting  or  suppressing  this  Canadian  traffic  would  undoubtedly 
be  to  restore  that  condition  of  things  of  which  I  have  just  spoken,  namely,  to  with- 
draw again  the  Boston  rates  firom  this  very  lar^e  number  of  New  England  poiuta 
and  t<erminate  billing  at  Bo8t,on,  thereby  increasing  the  cost  to  the  consumer  by  Just 
BO  much  on  all  the  lood  products  that  are  brought  from  the  West. 

I  do  not  mean  to  claim  that  the  Canadian  lines  have  been  reckless  in  rates, 
for  they  have  not.  The  trunk  lines  seem  to  consider  New  England  a  harvest-field 
from  which  to  reap  large  profits,  and  this  competition  on  the  part  of  the  Canadian 
lines  is  about  the  only  check  we  have.  Aside  from  the  competition  of  the  Cana- 
dian railroads  it  can  hardly  be  claimed  that  we  have  any  competition  because, 
altbongh  we  have  two  trunk  lines,  the  West  Shore  line  and  the  New  York  Central, 
they  are  both  under  Vanderbilt  control,  and  the  New  York  and  New  England 
route  is  so  circuitous,  that  at  minimum  rates  they  are  unable  to  compete. 

Boston  has  had  a  hard  struggle  for  years  to  maintain  her  trade  against  all  these 
diaadvantages,  and  it  is  vital  that  wu  should  not  now  lose  any  of  our  advan- 
tages.   (Testimony,  p.  392.) 

Speaking  for  the  Arkwright  Club,  of  Boston,  composed  of  mannfact- 
urers  representing  the  principal  industries  of  New  England,  Mr.  L.  M. 
Sargent  said : 

It  is  very  essential,  indeed,  to  the  mills  of  New  England,  especially  to  those  in 
Maine,  New  Hampshire,  and  Massachusetts,  that  every  possible  means  of  transporta- 
tion should  he  kept  open.  Business  is  under  sharp  competition,  and  any  regulation 
of  the  Canadian  roads  which  would  tend  to  increase  the  cost  of  transportation  would 
be  a  serious  injury  to  the  mills. 

The  business  oi  making  freight  contracts  is  done  by  the  customers,  by  the  buyers 
who  live  in  the  Northwest  and  West — speaking  now  of  the  business  that  goes  to  the 
Northwest.  The^  are,  therefore,  familiar  with  the  rates  of  freight,  and  the  managers 
of  the  mills  here  in  New  England  are  not,  as  a  general  rule.  Our  customers  prefer  to 
use  the  Grand  Trunk  for  certain  portions  of  their  shipment,  particularly  in  the  win- 
ter season.  The  Canadian  Pacific  is  used  principally  on  business  for  export  to  Chiua« 
(TeittiDOBy:,  p.  419.)   . 
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Mr.  Jerome  Jon^l^  of  Boston,  an  importer  of  earthenware,  in  bebalf 
of  tbe  importers  expressed  the  belief  that  the  success  x>f  that  commerce 
was  dependent  upon  a  reliable  continuance"  of  comparatively  low  rail 
rates  to  and  from  Boston,  and  that  this  reliance  was  secured  by  the 
competition  of  the  northern  rojids  which  are  a  part  of  the  Grand  Trunk 
and  Canadian  roads,  and  which  have  brought  about  an  equality  of 
rates.  Having  secured  this  equality  of  jrates,  it  seemed  to  be  next  to 
if  not  a  vested  right,  and  they  believed  the  burden  of  proof  was  upon 
those  who  would  make  a  change.  (Testimony,  p.  473.) 
\  Ex-Governor  William  Olaflin,  of  Boston,  stated  that  the  position  of 
almost  all  Kew  England  merchants  and  manufacturers  was  that  they  did 
not  wish  matters  changed  so  far  as  the  Canadian  railroads  were  con- 
cerned, and  explained  their  position  by  saying : 

It  has  been  the  experience  of  Massachusetts  for  more  than  thirty  years  that  she 
was  hampered  by  want  of  complete  communication,  and  she  spent  enormous  sums 
in  order  to  make  her  road  to  the  West  easy  and  inexpensive.  Massachusetts  abso- 
lutely lost  nearly  $12,000|000  in  the  construction  df  the  Hoosac  Tunnel  line  in  order 
that  ner  merchandise  might  be  carried  from  the  Atlantic  coast  to  the  West  at  low 
rates.  She  has  fostered  railroads  by  large  expenditures.  She  almost  built  a  road 
out  of  Worcester  to  the  West.  I  speak  of  this  because  it  was  brought  to  your  atten- 
tion that  roads  had  been  subsidized  by  the  Canadian  or  British  Government,  or  by 
both.  Massachusetts  subsidized  roads  in  the  way  I  speak  of  in  order  that  her  people, 
who  were  shut  up  here,  as  it  were,  in  one  part  of  the  world,  might  have  egress. 
We  of  New  England  have  no  mines  of  any  value,  and  we  have  nothing  but  tbe 
industry  of  the  people  and  the  water-courses  to  attract  |^ple  here. 

One  great  means  of  equalizing  the  transportation  for  tSKcust  twenty  or  twenty-five 
years  has  been  these  Canadian  roads.  The  routes  through  Canada  have  been  very 
potential.  In  the  first  place,  we  went  by  northern  lake  routes  and  reached  the  West 
at  moderate  prices,  and  those  prices  controlled  the  ^reat  central  lines.  Say  what 
they  would,  they  could  not  overcome  the  fact.     (Testimony,  p.  475.) 

Some  interesting  facts  were  contributed  by  Mr.  Francis  F.  Emery,  of 
Boston,  who  appeared  as  the  representative  of  the  Shoe  and  Leather 
Association  of  Kew  England,  as  follows: 

The  operation  of  this  northern  line  under  its  liberal  management  has  been  of  ines- 
timable benefit  to  the  people  of  all  sections  of  this  country.  It  is  an  avenue  through 
-which  a  large  quantity  of  the  manufactures  of  the  East  are  transported  to  the  con- 
sumers of  the  West  and  the  South,  and  a  large  quantity  of  raw  materials  is  brought 
from  the  South  and  West  to  be  manufactured  at  the  East;  it  is  also  the  carrier  of  a 
large  food  supply  from  the  West  to  the  consuiners  of  the  East.  By  its  moderate  and 
just  rate  of  charges  its  influence  has  ext>ended  to  other  lines,  so  that,  although  carry- 
ing but  a  small  part  of  this  entire  freight,  it  has  been  the  great  power  in  the  interest 
of  the  people  for  the  regulation  of  the  rates  of  freight  of  all  lines  between  the  differ- 
ent sections  of  the  country.  Every  man,  woman,  and  child  in  the  northern  half  of 
the  United  States,  and  probably  also  in  the  greater  part  of  the  southern  half,  has 
been  directly  benefited  by  the  reasonable  charges  which  have  been  obtained  through 
this  line. 

The  geographical  position  of  the  State  of  New  York  operates  to  cut  in  twain  the 
great  streams  of  business  which  flow  between  the  Eastern  and  the  Western  and  South- 
ern sections  of  our  country.  Without  the  competition  which  has  come  from  this 
northern  line  the  railroads  of  that  State  have  it  in  their  power  to  monopolize  and  im- 
pose upon  this  large  volume  of  business  any  tribute  that  their  manager  might  dic- 
tate; m  fact,  it  was  the  excessive  tribute  which  was  so  extorted  which  first  led  to 
the  establishment  of  this  northoTU  line  from  Boston  to  Chicago.  It  was  to  free  the 
people  of  the  country  from  this  oppression  that  the  business  men  of  the  great  West 
and  of  the  great  East  united  in  a  request  to  the  managemeut  of  the  northern  roads  to 
establish  this  through  line.  It  is  not  really  a  foreiirn  line  in  tbe  ordinary  accepta- 
tion of  the  word,  since  it  was  established  for  the  benefit  of  the  business  of  our  own 
country  by  our  own  business  men,  who  co-operated  to  sustain  the  line  until  it  was 
firmly  established.  A  large  portion  of  it  is  located  within  our  boundary.  These  busi- 
ness men  established  it  at  great  labor  and  cost,  and  it  has  been  to  them  one  of  their 
greatest  boons.  They  now  cherish  it,  regard  it  as  a  national  right,  and  of  vital  con- 
sequence to  the  people  of  all  sections  of  tbe  country.  They  therefore  protest  strongly 
when  any  scheme  is  projected  which  threatens  to  take  from  them  the  reliefs  which 
they  have  experienced  from  this  important  line  of  transportation. 
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To  refer  more  in  detail  to  this  matter,  the  particular  bnainess  interest  which  I 
repreaent  is  that  of  inannfacturing  and  distributing  boots  aud  shoes  througliout  the 
country.  The  boot  and  shoe  industry  probably  had  more  to  do  with  the  establish- 
ment of  this  northern  line  between  Boston  and  Chicago  than  had  anv  other  industry. 

At  the  time  this  liue  was  established  the  New  Yor^  Central  Railroad  system  im- 
posed a  charge  of  |1.80  per  100  pounds  upon  boots  and  shoes  from  Boston  to  Chicago 
and  St.  Louis — a  charge  that  was  equal  to  from  5  to  6  per  cent,  of  the  value  of  the 
grade  that  was  being  transported.  Remonstrance  was  unavailing.  Every  avenue 
of  transportation  westward  from  Boston  was  influenced  or  controlled  by  one  line. 
The  geographical  situation  of  the  State  of  New  York  enabled  its  railroad  systems  to 
accomplish  ibis  and  to  exact  this  high  charge.  It  was  then  that  the  shoe  merchants 
of  the  West  and  South,  co-operating  with  those  of  the  East,  worked  together  to  effect 
the  establishment  of  tni^  northern  line.  As  a  result  of  their  pledge  of  support  to 
this  northern  line  it  was  established,  and  the  freight  of  boots  and  shoes  to  the  points 
named  was  reduced  to  a  satisfa6tory  rate,  and  ever  since  a  fair  and  reasonable  rate 
has  prevailed. 

The  benefits  which  have  come  to  the  people  from  this  action  are  almost  beyond 
compntation.  For  instance:  The  number  of  pairs  of  boots  and  shoes  which  are  pro- 
duced annually  in  New  England  and  are  distributed  through  the  West  and  South  is 
probably  not  far  iirom  90,(1^0,000  pairs.  This  number  of  pairs  represents  probably 
36,000,000  individuals  outside  of  New  England  who  are  directly  affected.  If  a  tax  of 
5  per  cent,  is  imposed  npon  these  shoes,  as  it  was  formerly,  in  lieu  of  1^  per  cent, 
which  lately  prevails,  it  means  every  man,  woman,  and  child  of  the  36,000,000  is  to 

?ay  that  much  additional  for  each  and  every  pair  of  boots  or  shoes  consumed  by  them, 
he  number  of  persons  affected  and  the  cost  to  each  is  a  very  serious  matter.  If 
added  to  this  is  the  extra  tax  which  is  put  upon  the  raw  material  which  comes  from 
the  South  and  West,  and  which  entered  into  the  construction  of  the  boots  and  shoes, 
the  added  cost  is  very  materially  further  increased  and  becomes  a  serious  matter. 

The  people  of  New  England,  amounting  to  several  million  persons,  are  also  affected 
through  their  food  supply^  which  comes  to  them  mainly  from  the  West  and  South. 
Every  cent  of  all  such  unnecessary  tax  upon  freight  would  be  an  unnecessary  tax 
bearing  directly  and  only  upon  all  these  millions  of  people,  and  would  affect  directly 
their  comfort  and  welfare.    (Testimony,  pp.  484-485. ) 

For  these  reasons  Mr.  Emery  contended  that  it  woald  not  be  prudent 
to  interfere  with  these  northern  lines  until  it  could  be  shown  that  they 
were  working  injury  to  other  lines  or  oppressing  the  people  of  the 
United  States. 

Jifr.  Jonathan  A.  Lane,  president  of  the  Boston  Merchants'  Associa- 
tion, composed  of  about  two  hundred  mercantile  firms,  most  of  which 
are  the  large  wholesale  houses  of  the  city,  thought  that  Boston  labored 
nnder  a  good  deal  of  disadvantage  in  its  efforts  to  secure  trade  through- 
out the  country  in  competition  with  New  York,  and  that  the  merchants 
of  Boston  could  not  afford  to  lose  any  advantage  they  possessed.  This 
was  the  case  with  the  advantages  secured  through  the  Central  Vermont 
and  its  northern  connections,  and  he  believed  it  would  be  a  tremendous 
loss  to  Boston  if  any  of  these  advantages  were  seriously  curtailed. 

Mr.  Lane  stated  that  the  Canadian  Pacific  was  carrying  cheap  grades 
of  merchandise  that  would  not  bear  high  rates — what  he  called  the 
skimmed  milk  of  the  business — from  the  East  to  San  Francisco,  ths 
haul  being  700  miles  further  than  by  the  American  roads,  at  rates  by 
which  the  San  Francisco  merchant  was  said  to  save  from  2^  to  5  per 
cent,  in  sending  the  goods  that  way.  He  did  not  believe  the  transac- 
tion could  be  very  profitable  to  the  Canadian  Pacific,  and  thought  that 
road  Was  serving  the  interests  of  the  people  of  the  West  and  New  Eng- 
land in  thus  transporting  ordinary  aud  cheap  merchandise  that  could 
not  stand  the  high  rate  that  first-class  dry  goods  stand.  It  was 
therefore  his  opinion  that  if  the  people  of  the  United  States  got  a  good 
job  out  of  the  Canadian  roads  there  was  no  occasion  to  worry  about 
whether  they  recouped  upon  their  friends  in  Canada  or  what  rates  were 
paid  by  the  people  in  Canada.    (Testimony,  pp.  487-488.) 

Mr.  S.  Henry  Skilton,  of  Charles  H.  North  &  Co.,  iK)rk  packers  at 
Boston,  considered  the  Canadian  railroads  of  vital  importance  to  Bos- 
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ton,  and  thought  that  withoat  them  Boston  would  be  entirely  at  the 
mercy  of  the  V'anderbilt  system  of  roads,  which  favored  New  York  as 
against  Boston  eveiy  time,  ^is  house  was  using  the  Canadian  rail- 
roads, but  did  not  get  any  less  rat^  from  them  than  they  would  over 
the  Yanderbilt  lines.  He  felt  that  the  Canadian  roads  had  a  pretty 
hard  fight  as  it  was.  and  that  any  legislation  against  them  would  not 
only  be  detrimental  to  the  Canadian  roads  and  those  that  connect  with 
them  but  also  to  the  merchants  of  Boston  and  to  every  line  of  trade. 
(Testimony,  pp.  493-494.) 

Ex-Governor  J.  Gregory  Smith,  president  of  the  Central  Vermont 
Railroad,  called  attention  to  the  fact  that — 

All  the  territory  covered  by  onr  system,  and. reaching  down  into  New  Hampshire, 
Massachusetts,  Connecticut,  and  Rhode  Island,  is  all  dependent  for  its  main  supiily 
of  breadstnffs  and  food  upon  the  West.  No  Slate  In  New  England  raises  enough  to 
supply  its  population.  *  Onr  line  ia  the  most  direct  and  the  cheapest  for  the  supply  of 
the  great  manufacturing  districts  in  New  England  north  of  Boston,  like  Lowell, 
lAwrence,  Concord,  and  all  those  places.  We  are  in  more  direct  communication  by 
the  cheapest  and  shortest  line  through  our  connections  to  the  West  for  the  supply  of 
those  points.  They  constitute,  perhaps,  a  larger  distributive  district  than  even 
Boston  it«elf. 

Now,  then,  the  question  arises,  Mr.  Chairman,  what  is  to  be  the  effect  of  any  dis- 
turbance of  the  relations  existing  at  present  for  the  direct  and  speedy  transportation 
of  all  the  material  we  bring  in  to  supply  this  wide  territory  and  this  large  population  T 
The  tonnage  passing  over  our  road  amounts  to  very  nearly  3,000,000  of  tons  annually, 
over  one-half  of  which  is  what  we  denominate  through  tonnage — tonnage  coming 
from  the  West  to  the  East  to  supply  the  demand  ana  to  feed  the  population  here. 
(Testimony,  p.  440.) 

He  did  not  believe  that  the  points  raised  with  resi>ect  to  the  restric- 
tion of  the  commerce  passing  over  the  Canadian  lines  were  sound.  On 
the  contrary,  he  thought  they  were  specious  and  did  not  comport  with 
the  facts.    It  seemed  to  him  that  was  the  view — 

one  must  take  when  he  comes  to  understand  fully  the  greographical  situation  and  the 
physical  condition  of  the  roads  under  consideration,  and  particularly  that  of  the 
Canadian  Pacific,  which  is  charged  with  being  the  most  obnoxious,  because  of  inter- 
ference with  American  roads. 

Governor  Smith  thought  it  had  been  clearly  established  that  the 
Grand  Trunk  conducted  its  business  upon  sound  busines3  principles, 
and  recognized  the  fact  that  it  was  toa  large  extent  dependent  for  the 
prosperity  of  its  road  upon  its  relations  to  the  American  people  and  its 
traffic  in  the  United  States.    Nor  did  he  believe  that — 

the  Canadian  Pacific  would  attempt  to  recoup  from  the  inhabitants  of  Canada  what 
it  is  alleged  they  lose  by  low  rates  on  through  traffic,  for  the  simple  reason  that, 
traversing  as  they  do  almost  an  entire  wilderness  from  the  time  they  leave  Ottawa 
until  they  reach  Fort  Moody,  there  are  no  opportunities  to  recoup.  There  is  no  such 
local  business  on  the  line  of  that  road  as  would  enable  them  to  reconp  if  they  had 
the  disposition  so  to  do.  It  is  a  very  sparsely  settled  country,  and  miles  and  milea  of 
railway  have  to  be  maintained  and  operated  and  the  ti-ansportation  of  the  through 
freight  done  with  scarcely  a  watering  place,  with  no  population  to  help  support  it. 

Hence  to  my  mind,  with  what  little  know  ledge  I  have  of  railroading,  I  think  the 
fact  that  they  are  compelled  to  carry  that  freight  and  support  their  rai&oad  forms  of 
itself,  without  the  intervention  of  Congress  or  anybody  else,  a  sufficient  protection 
to  the  American  lines  dotted  all  along  as  they  are  through  this  country  with  thickly 
populated  sections  and  places,  affording  an  immense  traffic  known  as  local  traffic,  and 
therefore  the  physical  condition  of  the  two  systems  is  of  itself  a  protection,  or  else 
the  Canadian  ros^s  must  involve  themselves  in  losses  on  every  ton  of  freight  they 
carry.    (Testimony,  p.  441. J 

It  was  therefore  his  opinion  that  any  interruption  of  the  relations 
existing  between  the  Central  Vermont  Kailroad  and  the  Canadian 
railways  would  cause  great  injury  to  New  England  at  large,  which 
woHld  be  severely  felt  while  no  corresponding  benefit  could  in  any  wi^ 
result. 
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lu  Ijfehalf  of  ttie  Boara  of  Trade  qt  Portland,  Me.,  Mr,  William  L, 
Patnam  sabmitted  resoltitions  setting  forth  at  considerable  length 
th«)  advantages  afforded  by  the  Canadian  railways  to  Portland  and  the 
State  of  Maine,  and  concluding  as  follows : 

Reftolfoedy  That  this  board  protests  against  the  enactment  of  any  legislation  which 
wUl  deprive  oar  citizens  of  tne  facilities  for  transportation  of  breadstaffs  and  other 
manofactores  now  offered  by  oar  great  commercial  highways  through  Canada  and 
between  the  Atlantic  sea-board  and  the  West,  and  especially  protests  against  any 
amendment  of  existing  Jaws  for  the  purpose  of  throwing  obstacles  in  the  way  of  such 
iransportation  and  against  the  withdrawal  of  the  privilege  of  carrying  merchandise 
of  the  United  States  in  bond  through  Canada  as  now  practiced,  and  against  any  ac- 
tion which  will  tend  to  obstruct  or  destroy  competition  in  the  transportation  of  such 
merchandise  and  thereby  build  up  monopolies  to  the  detriment  of  cities  and  commer- 
cial interests  now  receiving  the  benefits  of  free  and  unobstructed  transportation  to 
and  from  the  West  over  Canadian  roads.    (Testimony ,  p.  402.) 

In  narrating  the  history  of  the  extension  of  the  transportation  facil- 
ities of  Portland,  Mr.  Patnam  stated  that  in  the  forties  the  people  of 
that  city  tried  to  open  a  route  to  Montreal ;  that  the  Qrand  Trnnk  took 
it  off  their  hands  or  they  would  have  been  crushed  entirely,  and  that 
the  Grand  Trunk  had  faithfully  performed  its  obligations.  By  the  aid 
of  the  Grand  Trunk,  Portland  aod  a  number  of  other  points  in  Maine 
had  become  billing  points  and  received  western  products  at  the  same 
rates  at  which  they  were  received  at  Boston.  This  was  an  important 
matter  for  Portland  and  the  whole  State  of  Maine.  It  was  estimated 
that  the  amount  of  western  products,  including  grain  and  beef  and 
other  products,  received  annually  in  the  State  of  Maine  from  the  West 
and  Northwest  was  equivalent  to  about  2,225,000  barrels  of  flour,  and 
if  the  present  bonding  system  was  abrogated  or  the  Canadian  roads  in- 
terfered wHh  it  was  l]^lieved  that  the  arbitrary  rates  that  would  be  put 
upon  these  products  would  be  equal  to  not  less  thftn  10  cents  per  bar- 
rel, and  would  cost  the  people  of  Maine  $225,000  a  year,  besides  break- 
ing up  the  ports  of  Portland  and  Bangor.  Mr.  Putnam  stated  that 
the  city  of  Portland,  in  its  municipal  capacity,  invested  about  (2,020,000 
some  twenty  years  ago  in  the  construction  of  a  line  through  the  White 
Mountains  across  the  State  of  Vermont,  to  secure  a  connection  with 
the  lines  then  in  contemplation  through  Canada,  which  have  since  be- 
come incorporated  into  the  Canadian  Pacific  system,  and  that  the  people 
of  Portland  felt  that  they  ought  to  be  protected  in  those  investments, 
which  amounted  to  over  $3,000,000,  and  which  had  been  made  by  the 
city  for  the  purpose  of  securing  more  complete  western  connections. 
Through  the  aid  of  the  Canadian  railways  the  people  of  Maine  could 
reach  the  West  with  from  150  to  500  miles  less  carriage  than  is  required 
to  Boston,  and  practically  Portland  was  as  near  to  St.  Paul  as  Kew 
York. 

Similar  views  were  expressed  by  Mr.  S.  W.  Thaxter,  a  merchant  of 
Portland,  who  thought  there  was  no  community  in  the  United  States, 
perhaps,  that  depended  so  largely  for  its  supplies  upon  the  West  as  the 
State  of  Maine.  The  people  of  the  whole  State  were  largely  dependent 
for  their  supplies  upon  the  Grand  Trunk,  which  touched  the  Maine 
Central  system  at  two  points,  Yarmouth  Junction  and  Danville  Junc- 
tion. Practically  the  Grand  Trunk  was  their  only  through  line,  their 
only  connection  with  the  West,  and  the  geographical  situation  of  Maine 
was  such  that  it  must  be  connected  with  the  West  through  Canada. 
(Testimony,  p.  415.) 

The  situation  of  Bangor,  with  respect  to  the  Canadian  railways,  appears 
to  be  similar  to  that  of  Portland.  Mr.  Charles  P.  Stetson,  who  appeared 
in  behalf  of  the  Bangor  Board  of  Trade  and  the  Bangor  and  Piscataquis 
Bailroady  informed  the  committee  that  Bangor  many  yeara  ago  qiol* 
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barked  iu  the  enterprise  of  building  the  Bangor  and  Piscataqnis  Bail- 
road  from  Bangor  to  Moosehead  Lake,  to  secnre  a  connection  with  the 
railroad  system  of  Canada,  and  invested  in  that  enterprise  between 
$1,000,000  and  $1,500,000.  The  city  of  Bangor  had  not  the  ability  to 
carry  out  this  scheme  and  it  lay  dormant  for  a  considerable  length  of 
time.  Theyiinished  their  road  to  the  lake,  and  the  Canadian  PaciS:^  had 
lately  constructed  a  railroad  from  the  western  line  of  the  State  to  the 
foot  of  Moosehead  Lake.  This  gave^Bangor  a  short  route  to  the  West, 
making  the  distance  over  that  railro«^d  and  the  ^*Soo"  line  from  Minne- 
apolis to  Bangor  about  the  same  as  from  Minneapolis  to  Boston  by  the 
American  routes  and  within  40  miles  of  the  shortest  distance  to  Port- 
land by  the  Grand  Trunk.  Consequently  the  people  of  Bangor  felt  that 
it  would  benefit  their  railroad,  their  city,  and  the  eastern  part  of  the 
State  of  Maine  to  be  allowed  to  maintain  as  favorable  connections  with 
the  Canadian  Pacific  as  possible.    (Testimony,  p.  424.) 

But  the  advantages  conferred  by  the  Canadian  lines  have  not  been 
confined  to  New  England,  although  tliat  section  is  more  *  largely 
dependent  upon  them  than  any  other.  Mr.  A.  C.  Raymond,  represent- 
ing the  Board  of  Trade  of  Detroit,  was  convinced  tliat  the  importance 
of  the  Canadian  lines  to  Detroit  and  the  State  of  Michigan  was  very 
great,  and  that  the  prosperity  of  the  State  depended  largely  upon  them. 
He  also  believed  that  they  favorably  aflfected  the  commercial  interests 
of  the  country  generally,  and  that  the  Grand  Trunk  exercised  great 
infiuence  in  making  reasonable  the  rate  from  Chicago  to  New  York, 
upon  which  all  the  rates  of  the  trunk  lines  and  their  connections  are 
based.    (Testimony,  p.  496.) 

Mr.  Charles  C.  Bowen,  of  the  Detroit  firm  of  Terry  &  Co.,  seedsmen, 
after  referring  to  the  great  differences  in  the  distance  from  Port  Huron 
and  Detroit  to  Bufifalo  by  the  lines  through  Canada  and  by  those  in 
the  United  States,  said: 

In  view  of  these  facta,  I  submit  that  the  denial  of  these  short  routes  to  the  com- 
merce of  Michigan  would  be  an  outrage  to  the  citizens  of  this  Commonwealth,  and 
would  impose  upon  us  a  burden  destructive  not  only  to  our  material  interests,  but, 
in  my  opinion,  would  foster  and  encourage  disloyalty  among  our  citizens.  It  seems 
to  me  our  Grovernment  can  not  afford  to  antagonize  a  large  portiou  of  her  citizens 
unless  some  adequate  compensation  is  to  follow.  If  the  British  Government  has  sub- 
sidized railroads  iu  Canada,  and  thereby  brought  immeasurable  advantages  to  us,  it 
is  our  duty  to  foster  this  state  of  affairs. 

If  it  is  desirable  to  have  iu  mind  the  acquisition  of  Canada  (leacefully,  we  should 
cultivate  close  comu>ercial  relations.  On  the  other  hand,  it  muy  be  urged  that  in  so 
doing  \ve  strengthen  the  hands  of  a  foreign  people.  True,  wo  do;  but  if  we  add  to 
our  own  strength  by  this  process  in  a  ratio  of  five  to  their  oue,  which  I  think  is  our 
experience  in  the  past,  it  is  the  only  true  course  to  pursue.     (Testimony,  p.  522.) 

Mr.  David  Edwards,  assistant  general  manager  of  the  Flint  and  Pere 
Marquette  Railroad,  speaking  of  the  relations  of  the  Canadian  railroads 
with  the  railroads  and  shippers  of  Michigan,  believed  that  it  would  be 
most  disastrous  to  the  railways  and  the  commercial  interests  of  Michi- 
gan and  especially  of  the  northern  portion  of  the  State,  if  any  action 
should  be  taken  by  Congress  that  would  prevent  the  line«  through  Can- 
ada operated  by  the  Michigan  Central  ana  the  Grand  Trunk  from  doing 
business  in  the  United  States  on  precisely  the  same  basis  as  American 
roads.  He  claimed  that  traffic  originating  in  ihe  United  States  was  not 
unnaturally  diverted  from  the  American  lines  by  the  Canadian  lines. 
The  traffic  from  Northern  Michigan  destined  to  the  Eastern  States 
found  a  more  natural  outlet  by  the  Canadian  lines  than  by  any  other. 
The  purely  American  lines  running  south  of  Lake  Erie  secured  a  fair 
share  of  the  traffic,  and  it  would  be  a  great  hardship  upon  the  shippers 
located  on  the  lines  of  the  railways  in  Northern  Michigan  should  they 
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be  compelled  to  forward  all  their  products  by  purely  American  lines. 
Mr.  Edwards  was  of  the  opinion  that  more  tban^  50  per  cent,  of  the 
northwestern  business  over  his  road,  and  between  50  and  60  per  cent* 
of  that  originating  on  the  road,  was  carried  east  over  the  Oanadian  lines. 
(Testimony,  pp.  640-642.) 

In  behalf  of  the  Ohamber  of  Commerce  of  Sault  Ste.  Marie,  Mich., 
Mr.  Henry  W.  Seymour  presented  resolutions  adopted  by  that  organ- 
ization most  earnestly  protesting  against — 

any  legislation  on  tbe  part  of  the  United  States  that  shall  tefid,  in  any  manner,  to 
discriminate  in  favor  of  any  line  of  transportation,  or  to  deprive  any  citizen  of  free, 
unrestricted  transportation  of  western  products  over  the  great  central  line  of  trans- 
portation from  the  Northwest  to  the  East  or  from  the  East  to  the  Northwest,  over  any 
and  all  lines  of  transportation,  be  the  same  Canadian  or  American  lines.  (Testimony, 
p.  548.) 

Mr.  Seymour  stated  that  Sault  Ste.  Marie  was  especially  interested  in 
the  question  under  consideration  by  the  committee  because  of  the  re- 
cent construction  to  that  city  of  two  lines  of  railway,  one  from  Minne- 
apolis and  one  from  Duluth,  which  connect  at  the  international  bridge 
with  a  branch  of  the  Canadian  Pacific  Railway  that  joins  the  main  line  at 
Sudbury  Junction.  He  believed  that  any  restrictions  upon  transporta- 
tion between  Canada  and  the  United  States  would  not  only  operate 
very  strongly  against  his  city  locally,  but  against  the  entire  Northwest. 

At  Chicago  the  committee  appointed  to  represent  the  Board  of  Trade 
of  that  city  submitted  a  formal  report  upon  the  questions  involved  in 
the  present  inquiry,  which  appears  in  full  in  the  statement  of  Mr.  George 
F.  Stone,  the  secretary  of  the  board.  It  is  stated  in  this  report  that  the 
Canadian  lines  of  transportation  operating  in  the  United  States  aftect 
the  commercial  interests  of  this  country  favorably — 

First — By  their  effect  in  smashing  iniquitous  and  scandalous  pools  and  agreements 
at  times  existing  between  tbe  Michigan  Central,  Michigan  Soathern,  and  Pennsyl- 
vauia  Railways,  by  which  unjust  and  unreasooable  rates  were  exacted  on  western 

Sroducts  from  Chicago  to  the  sea-board  previous  to  tbe  entrance  of  the  so-called 
anadian  lines  into  tnis  city.  For  facts  and  figures  on  this  point,  see  special  rex>ort 
of  Chicago  Board  of  Trade  of  February,  1876,  herewith  appended. 

Second — By  the  equalization  of  freights  on  all  western  products  to  numerous  points 
in  New  England,  where  previously  American  railway  lines  charged  and  exacted  se- 
vere and  unjust  arbitraries,  averaging  from  5  to  25  cents  per  cental  over  rates  to 
Boston  and  other  sea-board  points,  which,  under  the  competition  of  Canadian  lines, 
have  been  entirely  discontinued. 

Third — The  Grand  Trunk  system  of  railway  was  the  pioneer  in  the  dressed-beef 
triiffio,  which  it  commenced  and  fostered  years  ago,  while  the  New  York  Central  and 
Pennsylvania  systems  antagonized  the  shipment  of  dressed  beef  and  favored  the 
shipment  of  live  cattle,  that  their  transportation  and  stock-yard  revenues  might  be 
augmented,  to  the  detriment  of  the  cattle-producing  and  beef-consuming  public. 
(Testimony,  p.  606.) 

In  support  of  this  answer  tbe  committee  say,  in  a  supplemental  sta- 
tistical report: 

We  wish  to  call  the  attention  of  your  honorable  committee  to  the  rate  charged  by 
railroads  rnnning  wholly  through  the  United  States,  on  grain  and  liour,  from  Chicago 
to  Springfield  and  Boston,  Mass.,  and  Nashua,  N.  H.,  iu  the  winter  of  1867-'8,  which 
was  85  cents  percental;  the  ^rbi  trades  charged  from  these  Junction  points  named 
to  points  in  Maine,  New  Hampshire,  and  Vermont  ranged  from  10  to' 25  cents  per 
cental.  The  last-named  rate  applied  from  Nashua,  N.  U.,  to  Newport,  Vt.,  making 
the  through  rate  from  Chicago  to  Newport,  Vt.,  81.10  per  cental. 

The  present  tariff— Chicago  to  Newport,  Vt. — on  like  commodities,  via  the  Cana- 
dian railways,  is  25  cents  per  cental,  and  while  we  do  not  cluim  that  all  this  reduction 
has  been  caused  by  Canadian  railways,  we  do  claim  that  Canadian  railways  have 
eradicated  ail  arbitraries  and  given  practically  to  all  the  territory  north  of  the  Boston 
and  Albany  Railway  in  Jfew  Jlngland,  rates  equal  with  Boston  to  and  from  the 
Wept. 
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to  Canadian  lines  of  transportation  the  committee  of  tbe  board  of  trade 
further  say : 

Traffic  originating  in  the  United  States  and  which  would  natnraUy  be  carried  over 
American  linea  has  not^  in  the  opinion  of  this  committee,  b^cu  diverted  to  Canadian 
lines,  only  in  bo  far  as  the  latter  have  offered  greater  facilitien  for  the  safe  and  qnick 
canriage  of  perishable  and  other  property  to  eastern  points  and  for  export.*  The  Ca- 
nadian lines  were  among  the  first  tcr  onild  and  operate  transfer  elevators  here  for  the 
preservation  of  identity  and  the  welching  of  grain  in  hopper  scales,  as  required  by 
the  law  of  this  State  (acopy  of  which  is  hereto  annexed),  and  which  law  is  now  openly 
defied  by  some  of  the  American  lines  centering  here.  The  Canadian  lines  have  won 
the  larger  share  of  this  business  from  the  West  by  snch  and  kindr(*d  measures,  and 
by  nnilormly  jnst  and  equitable  treatment. of  their  patrons,  and  not  by  any  favorit- 
ism to  one  shipper  over  another,  as  evinced  by  the  popular  regard  tnat  is  had  for 
these  lines  so  universally  by  the  merchants  of  this  and  oilier  Western  cities. 

Mr.  William  J.  Pope,  a  member  of  the  Chicago  Board  of  Trade  com- 
mittee,  in  his  statement  expressed  the  belief  that  the  only  complaints  in 
regard  to  the  Canadian  lines  seemed  to  come  from  attorneys  of  lines  in 
direct  competition  with  them,  adding  that  he  had  yet  to  find  the  first 
merchant  in  Chicago  who  found  any  fault  with  them. 

The  foregoing  summary  of  the  testimony  taken  on  the  subject  shows 
that  there  was  a  substantial  unanimity  of  opinion  on  tbe  part  of  those 
who  appeared  before  the  committee,  as  to  tiie  great  advantages  gained 
by  important  sections  of  the  United  States  throngh  the  additional  facil- 
ities for  transportation  furnished  by  the  Canadian  railways.  The  value 
of  these  advantages  to  those  enjoying  them  was  not  questioned  even  by 
those  who  complained  of  the  unfavorable  effect  of  the  competition  of  the 
Canadian  railways  upon  railroads  in  the  United  Stales.  It  was  sug- 
gested, however,  by  Mr.  Aldace  F.  Walker,  chairman  of  the  Interstate 
Commerce  Eailway  Association,  that,  whiletheCanadian  lines  of  trans- 
portation operating  in  the  United  States  affect  the  business  interests  of 
certain  parts  of  this  country  favorably,  especially  New  E  ngland  and  some 
other  sections  immediately  contiguous  to  the  border,  they,  as  a  buite 
natural  corollary,  affect  business  interests  in  other  parts  of  the  country 
to  some  extent  unfavorably,  and  it  seems  appropriate  to  conclude  this 
summary  of  the  testimony  relating  to  this  branch  of  the  committee's  in- 
quiry by  quoting  Mr.  Walker's  suggestions  upon  this  subject,  as  follows: 

Circnmstanoes  which  add  to  the  advantages  of  compethif;  centers  of  trade  in  one 
locality  naturally  do  so  more  or  less  at  the  expense  of  rival  communities  elsewhere. 
For  example,  there  can  be  no  doubt  that  the  Grand  Trunk  Railway  and  the  Canada 
Southern  have  been  large  factors  in  the  development  of  Chicago ;  it  is  also  qnite 
probable  that  the  influence  of  these  transportation  routes  has  diverted  traffic  to  some 
extent  from  St.  Louis  and  some  other  western  cities  to  the  Chicago  gateway ;  and 
again,  the  nsefulness  of  the  Canadian  roads  above  mentioned  to  the  merchants  and 
traders  of  Chicago  may  fairly  be  offset  by  the  injury  done  to  that  city  as  a  distribut- 
ing point  through  the  opening  of  the  *'Soo"  line  to  Minneapolis  and  St.  Paul,  that 
route  operating  with  the  Canadian  Pacific  to  the  Atlantic  sea-bouid,  now  making 
rates  wnich  very  largely  assist  the  merchants  of  the  'Hwin  cities"  at  ihe  expense  of 
their  Chicago  rivals;  it  is  likewise  undoubtedly  true  that  the  competition  of  the 
Grand  Trunl  has  materially  aided  in  bringing  about  the  exceptionally  low  long-dis« 
tance  rates  which  have  prevailed  for  the  past  few  years  upon  commodities  transported 
in  both  directions  between  the  Western  and  Northwestern  States  and  the  Eastern 
sea-board;  these  rates  have  very  largely  promoted  thedevelopmeut  of  many  States 
and  Territories  in  the  West,  but  in  order  to  afford  this  result  tbe  interests  of  the  agri- 
cultural communities  at  intermediate  localities,  and  to  some  extent  in  New  England 
even,  have  correspondingly  suffered. 

These  illustrations,  which  might  be  multiplied  indefinitely,  indicate  some  of  the 
ways  in  which  the  Canadian  lines  afiect  commercial  interests  ill  the  United  States; 
and  the  extent  of  their  influence  is  undoubtedly  very  considerable.  Whether  tbe  re- 
sult obtained  has  on  the  whole  been  more  favorable  than  otherwise  is  not  for  me  to 
■ay.  In  fact  it  hardly  seems  worth  while  to  adjust  the  balance;  the  Canadian  rail- 
roads are  in  existence ;  commercial  conditions  have  become  firmly  settled  in  their  use, 
and  they  are  rapidly  working  their  way  in  other  directions.  It  is  obvious  that  their 
relations  to  interstate  commerce  in  the  United  States  can  by  no  possibility  be  entirely 
iwsdJcateiL    (Testimony,  p.  640.) 
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OPINION  OF  WITNESSES  AS  TO   PLAOINO   AMERICAN  AND  CANADIAN 

LINES  ON  AN  EQUAL  BASIS. 

The  general  opinion  of  gentlemen  examined  by  the  committee  in  its 
investigation  was  to  the  effect  that -if  the  Canadian  lines  secured  any 
undue  advantage  by  being  ontside  the  jurisdiction  of  the  interstate- 
commerce  act,  that  they  should  be  placed  under  the  same  regulations 
as  the  American  roads.  In  support  of  this  view,  a  few  extracts  from 
the  testimony  are  inserted.  While  it  appears  from  the  volume  of  testi- 
mony that  the  dnmage  done  the  American  roads  by  the  construction 
and  operation  of  the  Canadian  roads  has  not  yet  assumed  dangerous 
proportions,  yet  a  good  deal  of  testimony  was  given  as  to  the  power  oi 
the  Canadian  roads  to  interfere  with  the  business  of  the  American  roads 
and  thereby  injuriously  affect  them.  Mr.  Boberts,  the  president  of  the 
Pennsylvania  Bailroad,  was  interrogated  on  this  subject,  as  follows: 

The  Chairmak.  So  far,  then,  yon  do  not  realize  that  the  Canadian  roada  are  doing 
any  particular  damage  to  the  roads  in  this  coantry  f 

To  this  question  Mr.  Roberts  replied :  ^ 

No»  sir;  I  do  not  know  that  they  are  now  doine  any  serioas  injury  to  the  railway 
interests  of  this  country  or  to  the  country,  hut  I  suhniit  that  it  is  entirely  within 
their  power  to  do  so.  They  have  a  very  great  advantage  over  the  railways  in  the 
United  States  in  their  independence  of  our  legal  restrictions. 

Mr.  Ejug,  president  of  the  New  York,  Lake  Erie  and  Western,  in  re- 
ply to  a  similar  question,  stated : 

Of  course  we  can  not  tell  how  they  [the^Canadian  roads]  act  up  there,  not  nearly  as 
weU  as  we  can  tell  how  we  act  ourselves ;  but  we  know  this,  that  they  have  abun- 
dant opportunities  for  doing  things  contrary  to  law  without  being  punished. 

Mr.  Depew's  views  on  this  question  follow : 

But  what  we  complain  of  is  that  they  should  have  the  power,  if  they  choose  to  ex- 
ercise it,  to  do  things  that  we  can  not  do,  to  recoup  where  we  are  tied  up,  and  to  ac- 
complish in  Canada,  free  from  the  restrictions  that  bind  us,  things  that  give  them  an 
advantage  which,  if  we  do,  is  a  penal  offense.    (Testimony,  p.  69.) 

Mr.  John  Eang,  president  of  the  New  York,  Lake  Erie  and  Western, 
said: 

• 

We  do  not  ask  that  we  shall  have  any  advantage  over  the  Canadian  road,  but  we 
ask  that  the  CaQ<|diai|  road  be  put  e^^actly  on  the  same  f6oting  as  we  are.  (Testis 
mony,  p.  48.) 
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Mr.  Depew  stated  his  opinion  in  the  course  of  the  following  coUoqay : 

The  Chairman.  State  af^ain,  Mr.  Depew,  exactly  wfiat  you  think  ought  to  be  an 
ameDdmeut  to  the  present  interstate-commerce  act  in  order  to  protect  American  inter- 
ests as  against  Canadian  interests. 

Mr.  Depew.  I  have  already  said  what  I  think  is  necessaiy,  which  is  the  enlarge- 
ment of  the  powers  uf  the  commissioners,  so  that  they  can  very  properly  say  to  any 
foreign  road,  whether  Mexican  or  Canadian,  *'  If  yon  wish  to  do  any  business  in  the 
United  States  the  condition  is  that  yon  shall  conform  to  our  act."  •  •  »  (Testi- 
mony, pa^70.) 

It  certainly  seems  a  monstrous  case  that  you  have  here  in  the  United  States  almost 
eight  thousand  million  doUars  invested  in  railways  which  are  subject  to  our  laws, 
which  pay  their  taxes,  which  help  support  the  Government,  and  are  therefore  enti- 
tled to  a  measure  of  protection,  which  are,  in  return,  regulated  and  sux^ervised  as 
semi-public  bodies,  ana  yet  that  the  Government  itself  should  take  their  taxes  and 
then  permit  the  roads  of  a  foreign  country,  which  contribute  nothing  to  the  support 
of  our  Government,  owe  it  no  allegiauce,  are  not  owned  by  our  citizens,  and  in  case 
of  war  would  be  used  against  us,  to  emasculate  our  own  properties.  (Testimony, 
p.  67.) 

Mr.  Felton,  vice-president  of  the  New  York,  Lake  Erie  and  Western, 
who  appeared  before  the  committee  in  New  York,  entertained  decided 
opinions  as  to  the  justice  of  applying  similar  laws  and  regulations  to 
the  Canadian  and  American  roads. 

The  Chairman.  Do  you  think  there  ought  io  be  any  legislation  to  protect  Amer- 
ican railroad  interests  as  against  Canadian  railroad  interests  more  than  we  have  al- 
ready T 

Mr.  Felton.  I  think  that  the  Canadian  lines  should  be  placed  on  exactly  the  foot- 
ing as  are  the  American  lines.  I  take  it,  it  is  within  the  power  of  Congress  to  com- 
pel the  Canadian  railroads  to  conform  to  our  laws  if  they  want  to  do  business  in  the 
United  States,  but  I  do  not  suppose  it  is  within  the  power  of  Congress  to  regulate 
traffic  in  Canada.    (Testimony,  p.  125,  1:36.) 

Mr.  Adams,  president  of.  the  Union  Pacific  Bailway,  was  asked  this 
question  by  Senator  Gobman  : 

Then,  aa  a  fair  arrangement,  I  ask  your  opinion  whether  it  would  not  be  the  act  of 
wisdom  before  the  United  States  permits  this  road  to  complete  its  line  through  Maine 
and  then  on  to  Halifax,  that  we  insist  on  the  Canadian  Government  agreeing  to  op- 
erate with  ns  under  the  same  conditions  that  we  impose  upon  yonf 

To  which  Mr.  Adams  replied : 

That  would  be  a  perfectly  fair  proposition  for  us  to  make.    (Testimony,  p.  155.) 

Mr.  ErastUs  Wiman,  in  the  coarse  of  his  address,  said: 

It  seems  to  me  that  in  common  equity  there  should  be  reciprocity  by  Canada  as 
between  all  natious,  and  that  transportation  should  be  put  on  the  same  footing. 
(Testimony,  p.  195.) 

Mr.  Newell,  president  Lake  Shore  and  Michigan  Southern  Bailway, 
expressed  himself  as  follows : 

My  point  is  whether  it  is  not  within  the  province  of  the  Government  of  this  country 
to  say  to  the  Canadians  that  if  they  come  into  this  country  to  transact  what  may  be 
termed  interstate  traffic,  or  international  traffic,  they  must,  before  they  commence  to 
take  hold  of  that  traffic,  put  their  whole  traffic  under  the  same  regulations  as  the 
American  roads  are  under  that  compete  with  them.  I  would  ask  tnem  not  only  to 
accept  the  provisions  of  the  interstate-commerce  act  with  regard  to  traffic  that  is 
interstate  or  international,  but  I  would  also  ask  them  to  apply  it  to  their  local  traffic 
a*)  well,  so  that  thoy  would  be  under,  in  all  respecta,  the  same  general  rules  as  our 
roads  are  under.  You  have  not  a  railroad  running  east  and  west  to  or  from  here  that 
does  not  go  through  one  or  more  States,  except  the  New  York  Central.  (Testimony, 
p.  263.) 

Mr.  Ledyard,  president  and  general  manager  Michigan  Southern  Bail- 
way  Company,  said: 

I  would  say  simply,  ''If  you  [the  Canadian  roads]  want  to  do  the  business,  yon 
shall  do  it  ou  principles  that  are  just  to  you,  but  not  unjust  to  the  American  railways 
that  have  not  the  aid  you  have,  and  that  are  not  able  to  recoup  themselves  by  charge 
ing  as  high  local  rates  as  you  can  charge."    (Testimony,  p.  273.)  .  w 


THE   UNITED   STATES  AND   CANADA.  33 

Mr.  Ledyard  previously  stated:  ^ 

1  made  a  snggestion  to  Jnclee  Cooley  sorae  two  years  since,  with  regard  to  the  state 
of  affairs  then  exiHting,  and  ue  asked  roe  what  I  thought  abont  the  niatteri  and  I 
told  him  I  thought  that  all  Canadian  railways,  before  being  allowed  to  do  bnsiness 
in  carrying  traffic  from  the  United  States  into  Canada,  or  fioiu  the  United  States  into 
Canada  and  then  into  the  United  States  again,  or  from  Canada  into  the  United  States, 
should  tile  with  the  Commission  their  assent  to  the  law.     (Testimony,  p.  270.) 

Mr.  Smith,  president  of  the  Ohamber  of  Oommerce  of  New  York, 
said: 

1  know  that  the  Canadian  railroad  offloials  claim  that  they  observe  the  provisions 
of  the  interstate-commerce  law.  It  is  denied  on  the  part  of  our  American  friends. 
I  know  personally  that  the  Canadian  lines  are  getting  a  very  much  larger  percent- 
age of  business  from  the  New  England  States  and  Chicago  than  they  received  in  former 
years,  and  I  think  it  is  due  to  our  exclusively  American  lines  that  they  should  have 
a  fidr  investigation  of  that  subject,  and  that  the  question,  as  far  as  the^  are  c<m- 
cemed,  should  be  put  upon  a  fair  basis.  That  is,  we  ask  fair  play  for  American  lines ; 
we  do  not  ask  anything  more.    (Testimony,  p.  279.) 

Mr.  Ammidowu^  a  member  of  the  Chamber  of  Commerce  of  Nevr 
York,  said : 

I  do  not  believe  there  is  much  difference  of  opinion  on  that  subject.  It  is  a  ques- 
tioo  of  fair  dealing.  No  man  would  claim — 1  do  not  believe  a  fair  Canadian  himself 
would — that  the  Uanadian  roads  should  be  allowed  to  take  advantage  of  specific 
legislation  oontroUing  American  roads.  I  am  quite  sure  the  American  people  wiU 
DOt  stand  it.    (Testimony,  p.  2i^.) 

Mr.  Kernan,  formerly  a  railroad  commissioner  for  the  State  of  New 
York,  said : 

The  one  direction  in  which  we  can  move  seems  to  be  simply  to  insist  that  the 
Canadian  lines  in  competition  with  American  Hues  over  American  soil  to  and  frutii 
American  points  shall  observe  American  laws  applicable  to  that  transportation  upon 
our  own  railroads.  Now  this  demand  of  the  American  railroa<U  is  right.  If  you  at- 
tempt to  restrict  an  American  railway  by  law  it  is  the  duty  of  the  country  to  it '/is 
one  of  its  citizens,  and  it  is  the  duty  of  the  country  to  the  capital  invested  m  it,  that 
we  insist  that  foreign  competing  lines  running  in  and  out  of  American  points  shall 
observe  that  same  law.  While  this  is  true,  ii  is  a  very  different  question  to  say  that 
we  must  amend  the  interstate-commerce  act  to  accomplish  it.    (Testimony,  p.  297.) 

He  also  stated: 

I  say  simply  this,  that  if  yon  put  American  railroads  engaged  in  transporting 
traffie  from  Chicago  to  New  York  under  certain  restrictions,  such  as  the  publication 
and  filing  of  rates,  the  long  and  short  haul  clause,  etc.,  that  in  justice  to  them  you 
ought  to  put  foreign  lines  carrying  from  Chicago  to  New  York,  or  from  Chicago  to 
Portland,  under  the  same  law ;  that  is  all.    (Testimony,  p.  2U7.) 

Mr.  P.  B.  Thurber,  of  Thurber,  Wyland  &  Co.,  wholesale  grocers,  ia 
the  opening  of  his  address  expressed  his  opiuion  as  follows: 

Upon  the  question  which  this  committee  is  investigating  as  to  the  competition  of 
Canadian  railways  with  those  of  the  United  States  and  the  wtrUingsof  the  interstate- 
commerce  law,  I  would  say  that  it  seems  to  me,  in  Justice  to  our  American  railroads, 
that  competing  Canadian  roads  should  be  placed  under  similar  restrictions  to  those  of 
our  own  roads,  and  if  this  can  not  be  done  then  our  own  roads  should  be  relieved  from 
these  restrictions  to  an  extent  which  would  enable  them  to  compete  with  Canadian 
roads.    (Testimony,  p.  306). 

Hr.  Bliss,  president  of  the  Boston  and  Albany  Eailroad,  in  the  course 
of  his  statement  said : 

I  think  that  foreign  lines  ought  to  be  subject  to  all  the  rnles  and  re^^nlattons  to 
which  the  United  States  roads  are  subject,  both  with  respect  to  Canadian  business 
and  interstate  business.    (Testimony,  p.  310.) 

Mr.  Bliss  also  stated  :  ' 

I  think  it  a  very  good  plan  to  have  the  railroads  regulated.  I  think  it  equally  ^oll 
as  a  principle  that  tlie  shorter  haul  should  pay  no  more  than  the  loogei  haul,  but  I 
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can  not  conceive  of  any  condition  of  affair/s  nnder  which  a  foreign  corporation  ebdald 
be  allowed  to  come  into  tlie  United  Slates  and  mnko  such  rates  as  they  see  fit  wnile 
the  American  roads  are  tied  hand  and  foot.     (Tesiiinony,  p.  315.) 

Mr.  Gfaoate,  president  ef  the  Old  Oolony  Railroad,  was  asked  by  Mr. 
Gorman  : 

Bnt  what  we  are  after  is  to  get  the-opinion  of  such  gentlemen  as  yourself,  who  are 
familiar  with  (ho  question  from  a  business  staud -point.  That  is  the  gist  of  onr  in- 
quiry, and  I  should  like  very  much  to  hare  yonr  opinion  on  that  point.  (Testimony, 
p.  331.) 

Mr.  Ghoate  responded : 

I  think  if  the  Canadian  roads  are  allowe«l  to  compote  with  the  American  roads  they 
should  be  required  to  do  so  on  equal  terms.    (Testimony,  p.  331.) 

Mr.  Mellen,  traffic  manager  of  the  Union  Pacific  Railway,  said  that 
he  was  not  a  practical  legislator,  but  that  it  would  seem  to  him  bnt 
mere  justice  to  make  the  Canadian  Pacific  come  fully  under  the  inter* 
state  commerce  law  in  all  its  business,  as  the  American  roads  are  com- 
pelled to  do.  It  seemed  to  him  that  Congress  should  require  the  Cana- 
dian Pacific  to  be  placed  liuder  bonds,  to  produce  its  books  and  its 
officials  before  the  Interstate  Commerce  Commission,  as  the  American 
roads  are  now  obliged  to  do,  and  to  compel  it,  under  heavy  penalties, 
to  observe  the  law. 

It  seems  to  me  that  that  is  the  only  sensible  thin^  to  do— either  do  that,  or  relieve 
the  bnrdeniB  that  are  now  placed  upon  the  American  lines  in  competition  with  the 
Canadian  Pacific.    (Testimony,  p.  354.) 

The  following  examinatioiTby  the  Chairman  of  Mr.  Goodwin,  repre- 
senting the  Chamber  of  Commerce,  of  Boston,  expresses  that  gentle- 
man's sentiments: 

■ 

The  Chairman.  Suppose  that  any  arrnnji^oment  could  bo  made  by  wliich  the  same 
regulation  of  interstate  commerce  as  exists  in  the  United  States  now  could  prevail 
in  Canada,  so  that  the  Camuliau  roads  wouid  be  brouj^^bt  under  exactly  tltesame  cou- 
dition  of  regulation  tliat  tbe  American  roads  are,  would  you  have  any  objeetiou  to  it  T 

Mr.  GoODWix.  Not  at  all,  sir.  I  think  that  our  American  roads  should  bo  pro- 
tected, but  I  do  not  think  tliat  they  should  be  protected  by  excluding  tbe  Canailiau 
lines,  to  the  great  dctvimout  of  New  England  and  the  Nortliwesf. 

The  Chairman.  No  one  in  this  country  thinks  of  putting  up  a  wall  bctwetMi  this 
country  and  Canada,  I  suppose,  to  keep  out  the  Canadian  ronds.  Tho  only  question 
that  we  are  directed  to  cnunider  especially  is  whether  there  is  anything  that  cnn  l>e 
done,  or  whether  anything  is  necessary  to  be  done,  and  if  anything  is  neccsssry,  what 
it  is,  that  will  protect  the  American  roads  and  stop  the  Canadian  t*oads  g<  tting  au 
nTidiifl  advantage  of  the  American  roads  becanse  or  any  regulation  we  may  have  in 
tbis  country.  So  that  you  conclude  if  tbe  Canadian  lines  could  bo  placed  under  tho 
same  regulation,  by  any  arrangement  between  tho  two  Governments,  yon  would  havo 
no  objccfion  to  it  f 

Mr.  Goodwin.  No,  sir;  I  would  not.  I  think  it  is  fair  that  tho  American  lines 
should  be  protected. 

The  Chairman.  Yon  think  something  of  that  kind  ought  to  bo  done,  in  fairness  to 
American  capital  f 

Mr.  Goodwin.  Yes,  sir.    (Testimony,  p.  395.) 

Mr-  A.  C.  Raymond,  who  represented  the  Board  of  Trade  of  Deti;oit, 
appeared  before  the  committee  in  Detroit.  Appended  is  an  excerpt 
from  his  testimony : 

Senator  HiscocK.  Now,  yonr  understanding,  ns  I  nnderstood  yon  to  say  to  Senator 
CULLOM,  is  that  you  see  no  reason  why  the  trnnk  lines  in  the  United  States  and  iu  Can- 
ada should  not  be  put  on  the  same  basis  before  the  law  f 

Mr.  Raymond.  Yes,  sir;  except  so  far  as  Congress  can  not  control  local  trafllc  in 
Canada,  any  more  than  Congress  can  control  local  traffic  in  Michigan.  (Testimony, 
p.  417.) 

Mr.liinllikeu,  who  is  vice-president  and  general  manager  of  the  Chi- 
cago and  West  Michigan  Railway  Company,  was  examined  by  the  com* 
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mittee  iu  Detroit.  Mr.  Mulliken  thought  the  same  regulations  should 
exist  in  respect  to  both  Gauadian  and  Americau  road»,  as  the  folfowing 
extract  shows : 

Tho  Chairman.  Yoa  heard  Senator  Hisoock's  question  to  Mr.  Raymond  as  to 
whether  he  wonid  have  any  objection  to  the  same  regnlations  prevailing  with  re- 
spect to  the  Canadian  lines  as  prevail  with  respect  to  tlie  Americau  lines.  Uavo  yoa 
any  objection  to  such  a  condition  of  things? 

Mr.  Mulliken.  I  think  the  same  regulations  should  obtain  in  both  cases. 

The  Chauucan.  And  if  they  do  not  obtain  now  in  both  cases  yoa  wonld  be  willing 
to  advocate  a  law  that  would  have  that  cfiect  f 

Mr.  Mulliken.  Tea,  sir.    (Testimony,  p.  ^20.) 

Mr.  Bowen,  a  member  of  the  firm  of  Ferry.  &  Co.,  seedsmeD,  of  Detroit, 
had  not  the  slightest  objection  to  placing  Canadian  and  Americau  roads 
on  an  equality. 

The  Chairman.  Ton  do  not  want  to  pat  up  an  embars^o  against  your  traveling  or 
shipping  over  the  Canadian  roads,  but  if  there  is  anything  to  be  done  at  all  yoa 
aimply  want  the  Canadian xoads  placed  exactly  on  an  equality  with  our  own  roads? 

Mr.  Bo  WEN.  That  is  it. 

The  Chairman.  And  to  do  that,  if  it  should  be  found  necessary,  by  whatever  ar- 
rangement woald  be  potential  between  the  two  Qovemments.  Have  yon  any  objec- 
tion to  that  f 

Mr.  Bowen.  No,  sir;  not  the  slightest.     (Testimony,  p.  522.) 

Mr.  Pond,  an  attorney  at  law,  of  Detroit,  was  asked — 

The  Chairman.  Is  it  your  opinion  or  not,  Mr.  Pond,  that  something  different  from 
what  now  exista  ought  to  be  done  to  protect  Americau  roads  as  agamal  Canadian 
roads? 

And  he  responded^-: 

I  think  that  either  the  interstate-commerce  law  should  be  repealed  or  that  it  should 
be  so  amended  that  the  Conadian  roads  would  be  made  subject  to  the  same  restric- 
tions as  the  American  roads.     (Testimony,  p.  532. ) 

Mr.  Brownlee,  a  lumber  manufactnrer,  of  Detroit,  was  willing  to  have 
the  American  and  Canadian  systems  of  r^jads  placed  under  the  same 
regnlations.    An  extract  from  his  testimony  follows : 

The  Chairman.  And  you  are -willing  to  havi^  them  [tho  Canadian  roads]  placed 
under  the  same  regulations  as  tho  American  roads,  if  it  can  be  done  f 
Mr.  Brownles.  Most  assuredly,  if  it  can  be  doue.    (Tcstimouyj  p.  540.) 

Mr.  Edwards,  assistant  general  manager  of  the  Flint  and  Pere  Mar- 
quette Bailroad,  was  examined  as  follows : 

The  Chairman.  As  a  railroad  man,  would  you  have  any  objection  to  placing  the 
Canadian  railroads  under  the  same  regnlaciou  as  tho  American  roads  are  under  f 
Mr.  EDWAiiDS.  No,  sir ;  not  the  slightest. 
The  Chairmax.  Do  you  think  that  ought  to  be  done  f 
Mr.  Edwards.  Yes,  sir. 

The  CiiAiRMAiY.  Do  you  think  that  such  action  woald  ii^uro  anybody? 
Mr.  Edwards.  No,  air ;  I  do  not. 

The  Chairman.  Do  you  think  it  would  injure  the  commerce  of  Detroit  T 
Mr.  Edwards.  I  can  not  appreciate  why  U  should.    (Testimony,  p.  543.) 

Mr.  Butler,  a  freight  agent  of  the  Wabash  Western  Bailroad,  said : 

I  am  heartily  in  favor  of  such  restrictions  being  put  on  the  Canadian  lines  as  will 
place  them  on  a  plane  of  absolute  equality  with  their  Americau  competitors,  if  that 
regulation  does  not  already  exist.     (Testimony,  p.  558.) 

Mr.  JeflFery,  at  the  time  of  his  examination,  general  manager  of  the 
Illinois  Central  Railway  Company,  stated — 

In  reference  to  the  first  branch  of  the  subject,  Mr.  Chairman  and  gentlemen,  "  What 
is  the  etfect  of  Canadian  competition  on  American  railroads  and  American  commerce," 
it  is  proper  for  me  to  state  that  the  road  1  represent  is  mainly  a  north  aud  south  rail- 
road, extending  from  Chicago  to  New  Orleans,  and  therefore  is  not  one  that  feels 
directly  the  efSct  of  that  competition.    In  common  with  other  railroad  managers 
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who  DO  doabtr  have  expressed  their  views  fully  and  clearly  before  yoa  heretofore,  and 
perhaps  better  than  I  can  do,  I  believe  tliat  the  same  restriction  s  ought  to  be  thrown 
around  foreign  railroads  engaged  in  similar  traffic  in  the  United  States  as  are  thrown 
.  around  United  States  carriers.  It  is  a  self-evident  proposition  and  also  one  borne  ont 
by  the  facts  and  the  evidence  that  you  have  had  before  you  heretofore,  that  the 
Canadian  lines  can  and  do  affect  materially  the  traffic  of  the  West  and  Northwest — 
particularly  of  the  Northwest. 

The  United  States  railroads  are  held  under  the  interstate  commerce  law  to  certain 
lines  of  action.  The  restrictions  that  are  thrown  upon  the  United  States  railroads 
are  such  that  these  railroads,  as  a  general  thing,  do  not  complain  seriously  of  them, 
provided  their  competitors,  who  apparently  have  been  free  from  such  restrictions, 
are  hold  up  to  the  law  and  are  required  to  abide  by  it.     (Testimony,  p.  599.) 

Mr.  Stone,  who  appeared  before  the  committee  as  representing  tlie 
Board  of  Trade  of  Chicago,  stated  his  views  as  follows : 

The  Chairman.  Some  of  the  railroads  in  the  United  States  complain  that  they  are 
a^t  a  disadvantage  by  reason  of  being  regulated  by  tlie  interstate-commerce  act  and 
by  State  laws,  while  the  Canadian  roads  in  competition  with  them  are  not.     Do  you 
know  any  reason  why,  if  it  conid  be  done^  the  same  regulations  should  not  be  ap 
plied  to  the  Canadian  roads  as  now  exist  in  reference  to  American  roads  f 

Mr.  Stone.  I  think  the  report  of  the  committee  recommends  that  the  Canadian 
lines  operating  wholly  in  the  United  States  should  observe  the  provisions  of  the  in- 
terstate-commerce act. 

The  Chairman.  ''Lines  operating  wholly  in  the  United  States^";  but  that  practi- 
cally makes  an  American  road  in  the  sense  that  it  is  within  the  jurisdiction  of  the 
United  States.  But  take  the  Chicago  and  Grand  Trunk,  for  instance.  Its  connection 
is  with  the  Grand  Trunk  of  Canada,  and  by  the  connections  of  the  two  you  do  a  busi- 
ness with  New  England  and  other  points  eaht,  as  you  say.  Now,  while  the  Chicago 
and  Grand  Trunk  is  under  the  jurisdiction  of  the  United  States  the  Grand  Trunk  of 
Canada  is  not,  only  inasmuch  as  they  regard  the  interstate-commerce  act  in  force 
over  them  touching  the  United  States,  or  in  connection  with  freight  taken  from 
here.  Is  there  any  objectioui  therefore,  that  you  gentlemen  know  ot^  to  placing  the 
Canadian  lines  under  the  same  regulations  as  the  Amciican  roads,  if  it  can  be  done, 
in  view  of  the  roads  of  this  country  being  at  a  disadvantage  on  account  of  our  "re- 
strictions f  I  am  not  saying  whether  or  not  our  roads  are  at  a  disadvantage  in  com- 
petition with  the  Canadian  roads,  but  if  the  situation  is  such  that  the  Canadian 
roads  get  an  advantage  because  of  our  regulations,  is  there  any  objection  to  placing 
the  Canadian  roads  under  the  same  rules  and  regulations  as  our  own  roaxls  are  sub- 
ject to  f 

Mr.  Stonr.  I  do  not  know,  Mr.  Chairman,  of  any  reason  why  they  shonld  not  be 
subject  to  a  uniform  treatment  with  the  laws  and  regulations  which  apply  to  the 
roads  of  the  United  States  in  the  transportation  of  American  products.  (Testimony, 
p.  618.) 

Mr.  Pope,  a  representative  of  the  Board  of  Trade  of  Chicago,  thought 
the  two  systems  of  roads  should  be  placed  on  an  equality,  so  that  the 
Canadian  roads  should  not  have  an  advantage. 

The  Chairman.  If  it  should  turn  out  that  you  are  mistaken  and  that  they  are  at  a 
disadvantage,  what  would  you  favor?  Would  you  favor  placing  the  Canadian 
roads,  if  there  is  any  power  to  do  it,  npou  the  same  level,  or  would  yon  want  to 
change  the  laws  of  the  United  States  f 

Mr.  Pope.  The  two  systems  of  roads  shonld  be  placed,  in  my  judgment,  on  the 
same  level.  As  far  as  I  know,  the  Canadian  lines  competing  for  business  here  can 
not  be  reached.  I  think  the  Canadian  Pacific  owns  and  operates  its  line  in  Vermont 
or  Maine.  There  is  no  difficulty  about  reaching  the  Grand  Trunk  any  more  than 
there  is  in  reaching  the  Chicago  and  Grand  Trunk.     (Testimony,  p.  ()33.) 

Mr.  Walker,  chairman  of  the  Interstate  Commerce  Railway  Associ- 
ation, expresses  himself  on  this  point  as  follows : 

In  view  of  these  features  of  the  case,  it  apparently  would  not  be  unjust  for  our 
Government  to  reqnire  from  Canadian  lines  which  are  employed  in  conducting  com- 
merce between  the  ditfcrent  States  of  the  Union  an  engagement  with  the  Unite<l 
States  Government  in  some  effectnal  form,  and,  if  necessary,  under  the  sanction  of 
a  treaty,  providing  that  the  entire  traffic  of  the  roads  composing  the  several  routes 
so  used  shall  be  conducted  in  accordance  with  all  the  provisions  of  the  act  to  regu- 
late commerce,  adding  suitable  arrangements  for  the  service  of  process  and  the  en- 
forcement and  collection  of  penalties.    In  other  words,  aU  that  is  required  would 
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•eem  to  be  some  provision  which  shonld  put  the  Canadian  roaddnpon  an  exaet parity 
with  onr  own ;  that  being  accompllBhed  onr  roads  can  safely  be  left  to  fight  their  own 
battles,  and  those  communities  which  find  the  Canadian  roads  of  nse  commercially 
can  continue  to  enjoy  the  facilities  which  they  afford.    (Testimony,  p.  642.) 

Mr.^Wicker,  traffic  manager  of  the  Chicago  and  Northwestern  Hail- 
way  Company,  appeared  before  the  committee  in  Chicago,  and,  referring 
to  the  American  and  Canadian  roads,  said : 

I  think  that  they  should  be  put  on  an  equality  and  be  subject  to  the  same 
restrictions  that  American  lines  are  subject  to,  and  if  it  is  not  possible  to  do  that  my 
opinion  is  that  that  fact  alone  would  create  conditions  which  would  be  dissimilar, 
and  that  the  American  lines  should  be  relieved  from  the  operation  of  the  provisions 
of  the  fourth  section  of  the  act  in  their  competition  with  tnese  foreign  lines.  (Tes- 
timony, p.  638.) 


GENERAL  OBSERVATIONS  BY  THE  COMMITTEE. 

The  act  to  regulate  commerce,  approved  February  4,  1887,  was 
enacted  lor  the  purpose  of  protecting  the  commercial  and  industrial 
interests  of  the  country.  It  also  had  in  view  the  object  of  maintaining 
orderly  and  just  relations  between  the  railroads.  In  securing  the^e 
objects  new  conditions  have  been  introduced  to  which  the  commercial 
and  transportation  interests  have  become  conformed  or  are  rapidly  ad- 
justing themselves.  Experience  will  undoubtedly  suggest  such  amend- 
ments to  the  law  as  will  the  better  conform  it  to  the  developed  needs  of 
the  country. 

But  this  act  for  the  regulation  of  onr  own  internal  and  foreign  com- 
merce, which  has  accomplished  much  good,  is  to  some  extent  nullified 
by  the  fact  that  many  of  the  chief  lines  of  transportation  in  the  United 
States  meet  the  competition  of  Canadian  lines  which  are  not  so  regu- 
lated. In  competing  with  American  railroads  not  only  does  the 
Canadian  Pacific  Railway  Company  enjoy  the  advantages  of  enormous 
governmental  subventions,  franchises,  and  privileges  by  which  its  road 
was  built,  and  the  advantages  derived  from  the  heavily  subsidized 
Bteamer  line  which  forms  its  connection  to  China  and  Japan,  but  it  is 
aideil  by  express  provisions  of  Canadian  statute  by  being  relieved  from 
the  liability'  to  conform  to  the  priucif  le  ennnciated  in  the  fourth  section 
of  the  interstate-commerce  act,  commonly  known  as  the  long  and  short 
haul  clause. 

The  import  of  these  statements  w'll  become  more  clearly  apparent 
from  facts  hereinafter  presented,  in  regard  to  the  interest  of  the  Do- 
minion government  in  transportation  lines,  the  measures  which  have 
beea  adopted  by  the  Canadian  and  British  Governments  for  the  pur- 
pose of  securing  such  results,  and  the  political  objects  which  have 
prompted  such  measures. 

THE  INTEBEST  OF  THE  CANADIAN  GOVERNMENT  IN  TRANSPORTA- 
TION LINES. 

The  government  of  the  Dominion  of  Canada  is,  and  from  the  time  of 
its  organization  has  been,  a  large  owner  of  transportation  lines.  The 
actual  management  and  operation  of  these  lines  constitutes  a  part  of 
the  governmental  machinery  of  Canada.  The  principal  lines  of  trans- 
])ortation  owned  and  operated  by  the  Dominion  government  are: 

First.  The  system  of  Canadian  canals,  embracing  the  Welland  Canal, 
which  connects  Lakes  Erie  and  Ontario,  the  St.  Lawrence  River  canals, 
the  Rideau  Canal,  the  Champlaki  River  canals,  and  certain  lateral 
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canals.  Tbe  total  coi^^t  of  the  Cnnadinn  canal  system  bas  been  aboat 
$54,000,000,  as  shown  ou  page  7  of  the  Annual  llepoit  of  the  Minister 
of  Bailways  and  Canals  of  the  Dominion  of  Canada  for  the  year  ended 
June  30, 1889. 

Second.  The  Inter- colonial  Railway  system,  the  main  line  of  which 
extends  from  Point  Levis,  opposite  Quebec,  by  a  circuitous  route 
through  Canadian  territory  to  Halifax.  The  total  mileage  of  this  system 
is  between  1,200  and  1,300  miles,  and  its  cost,  as  near  as  can  be  ascer- 
tained from  Canadian  reports,  has  been  about  $47,000,000. 

Bat  the  most  important  railway  enterprise  of  Canada  is  the  Canadian 
Pacific  Eail way,  which,  in  the  Annual  Eeport  of  the  Minister  of  Bailways 
and  Canals,  is  classed  as  a  ^<  government  railway."  The  construction 
of  the  Canadian  Pacific  Railway  was  begun  by  the  Dominion  govern- 
ment soon  after  its  formation  in  1867. 

It  was  the  original  intention  that,  like  the  Intercolonial,  it^  should  be 
owned  and  operated  by  the  government,  but,  after  some  progress  in  its 
construction  had  been  made,  the  work  was  suspended  for  several 
years.  Fnally,  in  the  year  1878,  upon  the  direct  issue  of  building  the 
Pacific  Bailway  as  a  governmental  undertaking  under  the  ownership 
and  control  of  a  private  corporation,  the  Canadian  Pacific  Railway 
Company  b(>gan  work  anew  May  2,  1881.  Tbe  road  was  opened  for 
passenger  traffic  in  June,  1880,  and  ibr  freight  traffic  in  August,  1886. 

When  the  Canadian  Pacific  Railway  Company  took  charge  of  the 
work  in  1881,  the  Dominion  government  turned  over  to  it,  as  a  gift,  all 
that  had  been  done  in  the  way  of  construction^  the  cost  of  such  works 
having  been  about  $35,000,000. 

The  total  value  of  the  aids  of  varions  sorts— gifts,  loans,  gnarantieis 
of  credit,  etc.,  extended  by  the  Dominion  government  to  the  Canadian 
Pacific  Railway  Company,  are  presented  in  tabular  form  herein.  This 
tlible  was  exhibited  by  the  committee  to  Mr.  Van  Ilorne,  president  of 
the  Canadian  Pacific  Railway,  when  he  appeared  before  the  committee 
in  New  York,  and  was  explained  and  commented  on  by  him,  as  will 
appear  in  his  testimony.  It  is  also  given  in  the  statement  made 
to  the  committee  by  Mr.  Nimrao. 

Beviaed  estimate  of  8uhvention8  of  various  aorta  extended  hjf  the  Dominion  government  io 
the  Canadian  Pacific  Bailway  Company,  emhraeing  aeeurUiea  which  thai  company  kaa 
been  enabled  to  float  (atocka  and  bonds)  as  tht  result  of  the  Dominion  guaranty  and  a 
grant  o/ 25,000,000  acres  of  land, 

Caah  subuidiefi  as  follows:  (a)  Sabsidy  of  25,000,000  loentiODed  infiec- 
tion  3  of  act  of  February  15,  1881 ;  (6)  714  miles  of  railroad  con- 
structed by  the  Dominion  government,  costing  $35,000,000,  which 
was  presented  to  the  Canadian  Pacific  Company  as  a  gift,  with  in-  v 

terest  to  Jane  30,  1887.    (See  Public  Accounts  of  Canada  for  1887)..      |61,7G0,785 

Capital  stock  originally  $100,000,000,  but  reduced  to  $65,000,000,  with 
a  dividend  of  3  per  cent,  guarantied  for  ten  years.  (See  Poor's 
Manual) 65,000,000 

Daring  the  session  of  parliament  of  1884,  the  Dominion  government 
authorized  a  loan  to  the  company  oK  $29,880,916,  to  be  paid  as  the 
work  of  constiiiction  continued,  and  for  the  purpose  of  expediting 
constrnction.  Of  this  amount  $9,880,912  is  secured  by  lien  on  the 
entire  road  and  land  grant  subject  to  the  then  outstanding  land- 
grant  bonds;  also  government  bonds  to  the  amount  of  $20,^,000, 
which  was  exchanged  for  a  like  amount  of  the  company's  loan  of 
$35,000,000,  which  h  id  been  issued  in  the  place  of  the  $35,000,000  of 
original  stock  which  had  been  retired.  (See  section  4,  act  20,  July, 
1885) -.. 29,880,912 

Balance  of  $35, 000,000  loan,  after  deducting  $20,000,000  placed  in  the 
hands  of  the  Government  in  order  to  secure  the  $20,000,000  bonds 
above  mentioned 15,000,000 
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Land-grant  bonds  issued  by  the  company  as  a  lien  upon  the  lauds 
which  it  acquired  by  gift  of  the  Douiiuiou (35,000,000 

Bonds,  interest  guarantied  by  the  Dominion  for  fifty  years  at  3^  per 
eent.,  issued  to  the  company  for  the  purpose  of  remunerating  it  for 
the  loss  of  its  relinqnishmeut  of  the  monopoly  of  railroad  building 
in  Manitoba *      15,000,000 

Snbsidy  of  $186,000  a  year  for  twenty  years  to  lino  through  the  State 
of  Maine 3,7-20,000 

Total.... - 215,361,6^ 

The  balance-sbeet  of  the  company  for  December,  1888,  shows  that 
the  total  cost  of  the  road,  and  its  equipment,  etc.,  was  $167,093,895. 
The  total  stock,  bonded  debt,  etc.,  of  the  company  at  same  time 
amoanted  to  $131,350,019.  From  this  it  seems  that  the  aids  received 
from  the  government  at  their  par  value  were  largely  in  excess  of  the 
cost  of  the  road  and  of  its  liabilities. 

But  even  this  fails  to  express  the  total  value  of  the  aids  which  the 
Dominion  government  extended  to  the  Caqndian  Pacific  Railway,  as 
will  appear  from  a  table  on  page  660  of  the  testimony. 

The  Dominion  government  has,  hawever,  gone  still  further  in  its  efforts 
to  secure  the  success  of  the  Canadian  Pacific  Railway  Company.  It  has 
had  recourse  to  a  special  statutory  provision  not  only  enabling  but 
prompting  Canadian  railroads  to  violate  the  rule  of  law  enunciated  in 
the  fourth  section  of  the  interstate-commerce  act  of  the  United  States, 
which  enables  such  railroads  to  tiike  advantage  of  a  restraint  imposed 
upon  American  railroads  by  our  own  laws.  This  statutory  provision  of 
the  Dominion  of  Canada  is  embodied  in  the  following  extract  from  the 
third  annual  report  of  the  Interstate  Commerce  Commission: 

They  are  practically  under  no  restrictions  imposed  by  their  own  statutes  in  respect 
to  long  and  short  haul  traffic,  but  are  at  liberty  to  charge  high  rates  on  local  business 
to  indemnify  for  losses  on  through  or  internationul  bctsiness.  Their  managers  deny, 
with  more  or  less  emphasis,  that  their  local  traffic  is  subjected  to  higher  rates,  but 
when  the  liberty  to  make  such  charges  and  the  necessity  for  it  can  exist,  the  induce- 
inent,  at  least,  is  strong.  The  provisions  of  the  Canadian  statute  on  this  subject  are 
as  follows: 

'*Sbc.  228.  The  company,  in  fixing  or  regulating  the  tolls  to  be  demanded  and  taken 
for  the  transportation  of  goods,  shaU^  except  in  reepeot  to  through  traffic  to  or  from  the 
United  States,  adopt  and  conform  to  any  uniform  classi^cation  of  freight  which  the 
governor  in  council  on  the  report  of  the  minister  from  time  to  time  prescribes. 

*'8rc.  232.  No  company  in  lixing  any  toll  or  rate  shall,  under  like  conditions  and 
eircnmstanoes,  make  any  nnjust  or  partial  discrimination  between  different  localities, 
bnt  no  discrimination  between  localities,  which  by  reason  of  competition  by  water  or  rail- 
way, it  is  necessary  to  make  to  secure  traffic,  shall  be  deemed  to  be  unjust  or  partial." 

These  enactments  give  all  traffic  carried  in  competition  with  our  car- 
riers unlimited  freedom. 

The  Canadian  people,  and  especially  the  political  party  so  long  in 
power  in  Canada,  have  not  attempted  to  disguise  tlie  fact  that  it  was 
their  deliberate  and  undaunted  purpose  to  secure  a  railroad  across  the 
continent  of  commanding  intiuence,  which,  in  connection  with  the  subsi- 
dized steamer  lines,  would  be  able  to  dominate  the  transcontinental 
commerce  of  the  United  States,  and  to  deflect  from  American  vessels, 
American  sea-ports,  and  American  railroads  a  large  share  of  our  own 
commerce  with  the  countries  of  Asia  and  with  Australia  and  New  Zea- 
land. This  has,  to  a  considerable  extent,  been  done  already,  and  the 
work  is  still  going  on. 
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THE  POLITICAL  OBJECTS  WHICH  PROMPTED  THE  DOMINION  GOVERN- 
MENT TO  ENTER  UPON  THE  CONSTRUCTION  OP  THE  CANADIAN 
PACIFIC  RAILWAY  AND  TO  HAVE  RECOURSE  TO  SUCH  STRENUOUS 
MEASURES  FOR  SECURING  THE  SUCCESS  OP  THAT  SCHEME. 

The  Dominion  of  Canada  consists  of  four  blocks  of  inhabited  terri- 
tory, separated  by  vast  desert  spaces.  Tliese  detached  portions  of  the 
Dominion  prior  to  confederation  had  little  commercial  intercourse  with 
each  other,  and  they  were  socially  and  politically  separate*  The  only 
bond  between  them  was  their  common  affection  for  the  mother  coan try. 
Each  province  was  virtually  a  politfcal  autonomy,  for  Great  Britain  had 
long  ceased  to  exercise  any  control  whatever  over  their  governmental 
affairs.  There  were,  however,  close  and  constantly  growing  commer- 
cial relationships  springing  up  between  the  j)rovinces  and  the  adjacent 
States  of  this  country — Maine,  New  Hampshire,  Vermont,  and  New 
York.  During  the  civil  war  in  this  country  the  political  party  so  long 
in  power  in  Canada  resolved  upon  a  line  of  policy  which  should  secure 
closer  commercial  relations  between  the  several  provinces  and  check 
the  growing  commercial  intercourse  with  the  United  States.  This  was 
accomplished  by  the  British  North  Americaaact  of  1867,  which  estab- 
lished the  confederation  known  as  the  Dominion  of  Canada. 

The  organic  act  of  the  Canadian  confederacy  in  terms  provided  for 
the  construction  of  the  Intercolonial  Railway  as  a  government  railroad, 
and  the  construction  of  the  Canadian  Pacific  Railway  became  a  funda- 
mental tenet  of  the  political  party  which  secured  confederation,  and 
which  is  now  in  power  under  the  leadership  of  that  astute  and  able 
statesman  Sir  John  A.  Macdonald.  The  political  character  of  the  whole 
scheme  was  for  years  proclaimed  in  Canada  and  in  England,  and  is  still 
openly  declared  by  all  its  adherents.  In  the  year  3861  tne  Duke  of 
Newcastle,  then  a  member  of  the  British  Cabinet,  declared!  that  the 
Intercolonial  Railway  ^^satisfied  military  and  other  conditions  iu  the 
interest  of  the  Empire,''  and  on  the  3d  of  January,  1863,  while  the  war 
of  the  rebellion  was  raging  iu  this  country,  he  declared  in  the  House 
of  Lonls  that  an  inter-oceanic  railway  through  British  North  America 
would  subserve  important  ends  '^iu  the  event  of  war  on  the  other  side 
of  the  Atlantic." 

In  1862  Sir  E.  Bulwer  Lytton  advocated  the  construction  of  the  two 
political  railroads  of  Canada  ''for  imperial  interests,  commercial  and 
military." 

About  three  years  ago  Sir  John  A.  Ma<^donald,  in  referring  to  the 
Canadian  Pacific  Railway  as  a  part  of  an  enormous  British  political 
scheme,  said, ''  With  England  as  a  central  power,  with  Canada,  Australia 
and  South  Africa  as  auxiliaries,  we  (the  confederated  British  Empire) 
must  control  the  seas,  and  the  control  of  the  seas  means  the  coptrol  of  the 
world." 

The  strength  of  this  political  purpose,  and  the  deep  hold  which  it  has 
taken  upon  the  Canadian  people  from  Nova  Scotia  to  Vancouver,  is 
evidenced  by  the  subsidies,  franchises,  and  privileges  which  their  gov- 
ernment has  conferred  upon  the  Canadian  Pacific  Railway,  to  which 
that  enterprise  owes  its  existence  and  its  potentiality  as  a  disturbing 
power  in  the  conduct  of  the  internal  and  foreign  commerce  of  the  United 
States.  This  purpose  is  also  evidenced  by  the  fact  that  the  public  debt 
of  Canada  was  increased  from  $93,0()0,0()0  in  1867  to  $235,107,948  in 
1889,  that  large  increase  being  in  the  main  the  result  of  construction  of 
railroads  by  the  government.    The  debt  thus  incurred  is  proportionally 
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as  great  as  that  incurred  by  the  United  States  Government  for  the 
preservation  of  our  National  Union. 

THE  MSANS  ADOPTED  AND  THE  DEGREE  OF  SUCCESS  ATTAINED  BY 
THE  CANADIAN  PACIFIC  RAILWAY  IN  COMPETING  ^VITH  AMERICAN 
RAILROADS. 

Upon  the  opening  of  the  Canadian  Pacific  Railway  for  freight  traffic 
it  formed  a  connection  with  the  Pacific  Coast  Steam-ship  Gompany,*an 
American  line,  whereby  it  was  enabled  to  compete  for  traffic  between 
San  Francisco  and  other  Pacific  coast  ports  of  the  United  States  and 
points  in  the  United  States  east  of  the  Missouri  River,  connections  hav- 
ing been  formed  at  the  east  with  railroads  in  this  country.  Soon  after- 
wards a  line  of  British  steamers  was  established  between  Vancouver, 
British  Columbia,  and  China  and  Japan.  This  line  is  receiving  a  large 
subsidy  from  the  British  and  Canadian  (jrovernmcnts.  Thus,  the  Cana- 
dian Pacific  route  was  at  once  equipped  for  active  competition  with 
American  steamers  engaged  in  our  commerce  with  China  and  Japan, 
and  also  for  active  competition  with  the  transcontinental  railroads  of 
the  United  States. 

By  virtue  of  the  subsidies  which  the  Canadian  Pacific  had  received 
from  the  Dominion  government  it  was  enabled  to  underbid  the  Amer- 
ican roads  in  rates.  A  "war  of  rales''  was  at  once  inaugurated  by  the 
Canadian  Pacific,  and  was^continued  until  a  compromise  was  reached, 
on  the  basis  of  differentials  in  favor  of  that  road. 

The  committee  refer  to  the  statement  of  Mr.  Nimmo,  in  his  testimony, 
page' 673,  in  which  he  furnishes  tables  showing  the  rates  which  pre- 
vailed in  February,  1890,  on  through  traffic  from  San  Francisco  to 
Chicago,  both  on  the  American  routes  and  the  Canadian  Pacific  route, 
the  Canadian  route  being  formed  by  the  steamer  rotite  from  San  Fran- 
cisco to  Vancouver,  aud  thence  by  the  Canadian  Pacific  Railway  and 
its  eastern  connections ;  also  rates  from  St.  Paul,  Minn.,  to  Portland, 
Oregon,  via  the  Korthern  Pacific  and  the  Canadian  Pacific  Railroads. 

The  Interstate  Commerce  Commission,  in  their  third  annual  report, 
say: 

It  i8  estimated  that  fally  one-tbird  of  the  through  bnsiness  of  the  CanadiaD  Pacific 
to  aDd  from  the  Pacific  coast  consists  of  traffic  far  Dished  from  the  United  States. 

The  traffic  secured  by  the  Canadian  Pacific  between  Asia  and  points 
in  the  United  States  east  of  the  Missouri  River  is  not  included  in  the 
above  statement  of  the  percentage  secured  by  that  line.  This  traffic  is 
of  very  considerable  magnitude. 

THE  OCEAN  STEAMER  LINE  OONNBOflONS  OP  THE  CANADIAN  PACIFIC 

RAILWAY. 

The  ocean  steamer  line  portions  of  the  Canadian  Pacific  scheme  have 
been  inaugurated  by  the  establishment  of  a  heavily-subsidized  line  of 
steamers  connecting  Vancouver,  the  western  terminus  of  the  Canadian 
Pacific  Railway,  with  China  and*Japan,  provision  having  been  made  in 
the  same  act  for  the  establishment  of  a  steamer  line  from  Vancouver  to 
Australia  and  New  Zealand,  and  also  a  line  from  Halifax  to  Liverpool; 
all  of  these  lines  being  so  heavily  subsidized  as  to  enable  them  at  the 
very  beginning  to  deflect  commerce  from  American  ships,  American 
shippers,  and  American  internal  transportation  lines.    The  act  of  the 
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Dominion  parliament,  iat  its  session  for  the  year  1889^  upon  tbe  sabject 
of  ocean-steamer  line  subsidies,  is  as  follows: 

I  AN  ACT  relating  to  ocean  stoam-aliip  snbsidies.] 

Htr  Majestiff  bif  and  mth  Ike  adcice  and  consent  of  the  senate  and  house  of  commons 
of  Canada^  enacts  as  follows  : 

1.  Tbe  governor  in  conncil  may  grant  to  any  individnal  or  company  a  anbeid^  not 
exceeding  tbeaam  of  twenty-tivo  tbonsand  poands  aterling  i^er  annum,  to  aseiBt  in 
csiablisbmg  an  eflectivo  fortnigbtlyst^am-snip  service  between  British  Columbia  and 
the  Australian  colonies  and  New  Zealand,  or  sucb  proportion  thereof  as  is  decided  on 
by  the  governor  in  council  toasist  in  establishing  a  monthly  service  with  the  said 
countries,  such  subsidy  to  bo  granted  for  such  term  of  years,  not  exceeding- ten,  and 
on  such  conditions  as  the  governor  in  council  considers  expedient. 

2.  The  governor  in  council  may  grant  to  anv  individual  or  company,  to  whom 
there  is  granted  by  tbe  Government,  of  the  United  Kingdom  the  aid  hereinafter  men- 
tioned, a  subsidy  not  exceeding  tbe  sum  of  fifteen  thousand  pounds  sterling  per 
annum,  for  a  monthly  steam-ship  service,  or  a  subsidy  not  exceed  iug  the  su-m  of  twenty- 
five  thousand  i)ound*s  sterling  per  annum,  for  a  fortnightly  steam-ship  service  between 
British  Columbia  aud  China  and  Japan,  such  subsidy  to  be  granted  for  such  term  of 
years  and  on  such  conditions  as  tbo  governor  in  council  considers  expedient:  l*ro- 
vided  alwaySf  Thai  during  such  term  the  Government  of  the  United  Kingdom  grants 
to  such  individual  or  compauy  a  subidy  of  not  less  than  forty-five  thousand  pounds 
steriing  per  annum  for  tbe  monthly  service,  pr  of  not  less  than  seventy-five  thousand 
pounds  sterling  per  annum  for  tbe  fortnightly  service  above  mentioned. 

3.  The  governor  in  council  may  enter  into  a  contract  for  a  term  not  exceeding  ten 
years  with  any  individual  or  company  for  the  performance  of  a  fast  weekly  steam- 
ship service  between  Canada  aud  the  United  Kingdom,  making  connection  with  a 
French  port,  on  such  terms  and  conditions  as  to  the  carriage  of  mails  and  otherwise 
as  the  governor  in  council  deems  expedient,  for  a  subsidy  not  exceeding  the  sum  of 
^ve  hundred  thousand  dollars  a  year. 

From  this  act  it  appears  that  the  following  British  lines  of  steamers 
arc  iiutborized: 

First.  A  line  from  Yanconver  to  Australia  and  Few  Zealand,  with 
a  subsidy  of  $125,000  a  year. 

Second.  A  line  ixom  Vancouver  to  China  and  Japan,  with  a  subsidy 
of  $300,000. 

Third.  A  line  of  steamers  from  St.  John,  New  Brunswick,  to  Liver- 
pool, with  a  subsidy  of  $500,000  a  year,  the  latter' to  be  supplemented 
by  a  British  subsidy,  supposed  to  be  $300,000  a  year,  making  a  total  of 
$800,000  a  year. 

The  steamers  of  the  Pacific  and  Atlantic  lines  are  to  be  so  constructed 
as  to  be  available  as  armed  cruisers  in  the  military  navy  of  Great 
Britain. 

The  committee  calls  attention  to  tbe  division  of  our  commerce  with 
China  aud  Japan,  which  is  shown  by  statements  from  the  official  re- 
ports of  the  United  States  inspector  of  customs  at  Vancouver,  and 
which  are  found  in  detail  in  the  statement  of  Mr.  Nimino,  on  pages  674 
and  075  of  the  testimony. 

TRANSIT  TRADE  OF  THB  UNITED  STATES  AND  CANADA. 

In  order  to  understand  the  merits  of  the  questions,  in  regard  to  which 
the  opinions  of  various  parties  have  been  expressed  in  their  testimony 
before  the  committee  presented  in  tbts  report,  involves  an  explanation 
of  those  reciprocal  relations  of  transportation  facilities  between  the  two 
Governments  known  as  tbe  United  States  and  Canadian  transit  trade. 

The  transit  trade  had  its  origin  about  tbe  year  1847  in  the  fact  that 
the  ports  of  Montreal  and  Quebec  are  closed  for  about  six  months  of 
the  year  by  ice,  during  which  period  access  to  foreign  countries  beyond 
the  sea  can  be  gained  only  across  the  territory  of  tbe  United  States 
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and  throngli  American  sea-ports.  The  opening  of  the  Wellund  and  St. 
Lawrence  Canals  in  the  year  1848  also  provided  a  means  of  transporta- 
tion for  our  Western  and  Northwestern  States  with  ocean  commerce  at 
Montreal.  These  movements  of  commerce  are  of  great  benefit  to  both 
countries,  and  constitute  what  is  known  as  The  Foreign  Transit  Trade  of 
the  United  States  and  Canada,  In  both  cases  the  merchandise  of  each 
country  is  permitted  to  pass  throngh  the  territory  of  the  other  withont 
payment  of  duty. 

But  the  transit  trade,  consisting  in  the  transportation  of  goods  from 
one  point  in  the  United  States  to  another  point  in  the  United  States 
through  Canada,  and  from  one  point  in  Canada  to  another  point  in 
Canada  through  the  United  States,  in  both  cases  without  payment  of 
duty,  is  more  im|)ortant.  This  may  be  called  The  Domestic  Transit 
Trade  of  the  Tico  Countries,  Both  these  movements  of  traffic,  like  The 
Foreign  Transit  Trade,  are  of  great  mutual  benefit  to  the  two  countries. 

The  trade  or  commerce  just  described  has  its  origin  and  sanction  in 
pliysicial  characteristics  of  the  two  countries  on  the  eastern  side  of  the 
continent.  One  of  these  characteristics  is  the  fact  already  mentioned, 
that  the  St.  Lawrence  River  is  closed  by  ice  and  fogs  for  about  six 
months  of  the  year,  and  the  other  is  the  fact  of  an  interlacing  boundary 
line,  making  it  desirable  to  run  direct  lines  of  transportation  across  the 
two  countries  and  connecting  by  short  routes  the  difl^rent  parts  of  either 
by  railroads  crossing  the  interjections  of  the  other.  Almost  the  entire 
inhabited  portions  of  Quebec  and  Ontario  lie  south  of  a  straight  line 
drawn  between  the  northern  boundary  of  Miunesota  and  the  northern 
boundary  of  Maine.  Besides  this,  the  btates  of  New  Hampshire  and  Ver- 
mont and  the  northern  portion  of  the  State  of  New  York  constitute  a 
territorill  interjection  between  the  provinces  of  Quebec  and  Ontario 
on  the  west,  and  New  Brunswick  and  Nova  Scotia  on  the  east. 

The  provinces  of  Quebec  and  Ontario  lie  in  the  paths  of  several  di- 
rect  lines  of  railroad  which  have  already  been  constructed  between  the 
States  of  Michigan,  Wisconsin^and  Minnesota  at  the  west  and  the  New 
England  States  at  the-east.  By  this  means  the  distance  by  rail  from 
Boston  and  Portland  to  St.  Paul  and  Minneapolis  is  about  the  same  as 
the  distance  from  those  business  centers  of  Minnesota  to  New  York, 
Philadelphia,  and  Baltimore.  The  traffic  over  these  lines  has  been  of 
inestimable  vahie  to  the  New  England  States  and  of  vast  importance 
to  the  Northwestern  States,  and  especially  to  Chicago,  the  principal 
center  of  the  internal  commerce  of  the  country.  At  the  same  time  this 
traffic  has  constituted  the  life  of  the  principal  railroads  of  Canada,  and 
directly  and  iodirectly  has  been  of  immense  benefit  to  the  commercial 
and  industrial  interests  of  that  country. 

The  transit  trade,  both  as  to  the  shipment  of  goods  throngh  the 
territory  of  either  country  to  and  from  foreign  countries,  and  as  to  the 
shipment  of  goods  from  one  point  in  one  country  to  another  point  in  the 
same  country  through  the  territory  of  the  other,  had  their  origin  in  acts 
of  administrative  discretion  on  the  part  of  the  Secretary  of  the  Treasury 
in  order  to  meet  the  demands  of  reciprocal  commercial  necessities,  and, 
as  before  shown,  was  justified  by  the  mutual  commercial  needs  of 
the  two  countries.  On  July  28, 1866,  the  following  act  of  Congress  was 
passed  (Revised  Statutes, sections  3005  and  3006;  Chapter  CCXC VIII  j 
approved  July  28, 1866) : 

AN  ACT  to  protect  therevenno  and  for  other  purposes. 

Skc.  a005.  And  he  it  further  enacted,  That  from  and  a^'ter  the  passage  of  this  act,  all 
goods,  wares,  or  inerchaDdise  arriving  at  the  ports  of  Kow  York,  Boston,  and  Port- 
land, or  any  other  port  of  the  United  States  which  may  be  specially  designated  by 
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tho  Secretary  of  ibe  Treasury,  and  destined  for  places  in  the  adjacent  British 
Provinces,  or  arriving  at  the  port  of  Point  Isabel,  Texas,  or  any  other  port  of  (he 
United  States  which  may  bo  specially  designated  by  the  Secretary  of  the  Treasury, 
and  destined  for  places  in  tho  Republic  of  Mexico,  may  be  entered  at  the  custom- 
houaoand  conveyed,  in  transit,  through  the  territory  of  the  United  States,  without 
the  payment  of  duties,  under  such  rules,  regulations,  and  conditions  for  the  protection 
of  the  revenue  as  tho  Secretary  of  the  Treasury  may  prescribe. 

Sec.  3006.  And  be  it  further  e^iactedy  That  imported  goods,  wares,  or  merchandise  in 
bond,  or  duty  paid,  and  products  or  manufactures  of  the  United  States,  may,  with  the 
consent  of  the  proper  authorities  of  the  provinces  or  republic  aforesaid,  be  transported 
from  one  port  or  place  in  tho  United  States  to  another  port  or  place  therein,  over  the 
territory  of  said  provinces  or  republic,  by  such  routes  and  under  such  rules,  regula- 
tions and  conditions  as  the  Secretary  of  the  Treasury  may  prescribe ;  and  tho  goods, 
wares,  or  merchandise  so  transported  shall,  upon  arrival  in  the  United  States  from  the 
provinces  or  republic  aforesaid,  be  treated  in  regard  to  the  liability  to  or  exemption 
from  duty  or  tax  as  if  the  transportation  had  taken  place  entirely  within  the  limits 
of  the  United  States. 

Section  3005  legalized  the  foreign  transit  trade  and  section  3006  the 
domestic  transit  trade. 

On  May  8,  1871,  the  treaty  of  Washington  was  concluded,  article 
XXIX  of  which,  being  applicable  to  the  transit  trade,  is  also  given. 

I  Article  XXrX  of  the  Treaty  of  Wafthinj(ton,  ooncladed  May  8, 1871.  ] 

ARTICLE  XXIX. 

It  is  agreed  that  for  the  term  of  years  mentioned  in  Article  XXXIII  of  this  treaty 
Roods,  wares,  or  merchandise  arriving  at  the  ports  of  New  York,  Boston,  and  Port- 
land, and  any  other  ports  in  the  United  States  which  have  been,  or  may,  from 
time  to  time,  be  specially  designated  by  the  President  of  tho  United  States,  and  des- 
tined for  Her  Britannic  Majesty's  possessions  in  North  America,  may  be  entered  at  the 
proper  cnstom-honse  and  conveyed  in  transit,  without  the  payment  of  duties, 
through  the  territory  of  the  United  States,  under  snoh  rules,  regulations,* and  condi- 
tions for  the  protection  of  the  revenue  as  the  Government  of  the  United  Slates  may 
from  time  to  time  prescribe;  and  nudor  like  rules,  regulations,  and  conditions 
goods,  wares,  or  merchandise  may  be  conveyed  in  transit,  without  the  payment  of 
duties,  from  such  possessions  through  tho  territory  of  the  United  States,  for  export 
from  the  s^id  ports  of  the  United  States. 

It  is  further  agreed  that,  for  the  like  period,  goods,  wares,  or  merchandise  arriving 
at  any  of  the  ports  of  Her  Britannic  Majesty's  possessions  in  North  America,  and 
destined  for  the  United  States,  may  be  entered  at  the  proper  custom-house  and  con- 
veyed in  transit  without  the  payment  of  duties  through  the  said  possessions  under 
such  rules,  regulations,  and  conditions  for  the  protection  of  the  revenue  as  the 

¥  governments  of  the  said  possessions  may  from  time  to  time  prescribe;  and  under 
ike  rules,  regulations,  and  conditions  goods,  wares,  or  merchandise  may  be  con- 
veyed in  transit  without  payment  of  duties  fVom  the  United  Statea  through  the  said 
possessions  to  other  places  in  the  United  States,  or  for  export  from  portp  in  the  said 
possessions. 

The  treaty  of  Washington  was  made  many  years  before  the  Cana- 
dian Pacific  Railway  was  built,  and  only  two  years  after  the  first  trans- 
continental line,  formed  by  the  Union  Pacific  Railway  and  the  Central 
Pacific  Railroad,  was  completed. 

On  the  western  side  of  the  continent  there  is  an  entire  absence  of 
those  natural  and  commercial  conditions  which  not  only  jnstify  the 
United  States  and  Canadian  transit  trade  on  the  eastern  side  of  the 
continent,  bnt  which  render  it  of  the  highest  mutual  benefit  to  both 
countries.  It  is  certain  that  the  act  of  July  28,  1866,  would  never  have 
become  a  law,  and  that  the  provision  of  the  treaty  of  Washington  just 
quoted  would  never  have  been  agreed  to  or  ratified  by  Congress,  if  it 
had  been  supposed  it  would  result  in  encroachments  upon  American 
commerce,  and  the  efforts  to  propagate  British  imperial  confederation, 
such  as  are  now  exhibited  in  the  eflbrts  of  the  Canadian  Pacific  Rail- 
way Company  and  its  connecting  steamer  line  on  the  western  side  of 
this  continent.    The  difference  in  the  circumstances  and  conditions 
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which  characterize  the  transit  trade  on  the  eastern  and  western  side 
of  the  continent  are  stated  as  follows,  on  pages  608  and  669  of  the  tes-^ 
timony: 

First.  The  eastern  domestio  transit  trade  is  across  iuterjectins  Canadian  territory,  in 
part  over  an  American  line,  the  Canada  Southern  Railway.  There  is  no  such  interject- 
ing territory  on  the  western  side  of  the  contihent,  and  the  exolnsive  privileges  of  rail- 
way consferaction  panted  to  the  Canadian  Paciho  do  not  tolerate  such  an  American 
competitor  in  British  Colnmbia. 

Second.  The  transit  across  thls'inteijecting  territory  at  the  east,  while  enablinj; 
some  of  the  principal  railroads  of  Canada  to  participate  in  onr  domestic  traffic,  a^ 
fords  the  reciprocal  advantage  to  American  shippers  of  short  and  direct  lines  between 
onr  Northwestern  States  and  onr  New  England  States;  bat  no  snch  advantage  of  a 
shorter  line  is  afiforded  by  the  Canadian  Pacific  on  the  western  side  of  the  continent. 

Third.  The  most  popnlons  and  most  wealthy  portion  of  the  Dominion  of  Canada  is 
for  six  months  of  the  year  dependent  npon  transit  across  the  teiTitorv  of  the  United 
States  for  free  commercial  intercoarse  with  foreign  countries,  from  the  fact  that  the 
St.  Lawrence  River  is  dosed  by  ice  from  November  until  May.  But  no  such  disabil- 
ity affects  British  Colnmbia.  In  common  with  all  the  Pacific  coast  ports  as  far  north 
as  Sitka,  Alaska,  the  ports  of  British  Columbia  are  open  all  the  year. 

Fourth.  The  eastern  transit  trade  lines  tend  to  bring  trade  to  American  sea-ports, 
while  the  Canadian  Pacific  Railway  with  its  British  steamer  line  adjuncts,  operates 
very  strongly  to  turn  American  commerce  from  American  sea-ports,  a  foci  which  has 
created  great  alarm  on  onr  Pacific  coast  and  has  led  the  convention  of  commercial 
and  industrial  organizations  of  that  section  to  utter  an  earnest  appeal  to  Congress  for 
proteetion  against  the  aggressions  of  the  Canadian  and  British  Governments. 

Fifth.  The  St.  Lawrence  River  and  Canadian  canals  afford  the  competitive  ad- 
vantages of  an  alternative  route  to  the  people  of  our  Western  and  Northwestern  ' 
States  for  six  months  of  the  year :  but  no  such  natural  ad  vantages  of  water  transpor- 
tation Uirongh  Canada  exist  on  the  western  side  of  the  continent.  We  have  no  need 
to  croes  Canadian  territory  there,  even  for  the  purpose  of  gaining  the  advantages  of 
an  alternative  route. 

Sixth.  The  railroads  of  Canada  which  were  allowed  to  engage  in  the  transit  trade 
nnder  the  privileges  of  the  act  of  July  28,  1866,  and  of  article  29  of  the  treaty  of 
Washington,  were  all  constructed  as  commercial  enterprises,  on  commercial  princi- 
ples, and  to  subserve  merely  commercial  purposes,  but  the  Canadian  Pacific  Rail- 
way, as  I  have  before  shown,  was  constructed  by  the  Dominion  Government /or  politi- 
cal purposta  distoiteful  to  andin  a  measure  inimical  to  the  United  States* 

Seventh.  The  Canadian  Pacific  iiailway  has  as  adjuncts  a  steamer  lino  to  Asia  so 
heavily  snbsidized  by  the  Canadian  goyernnient  as  to  threaten  the  ruin  of  American 
steamer  linee  between  San  Francisco  and  ports  in  Asia,  and  to  divert  onr  Asiatic  com- 
merce from  American  sea-ports  to  the  Canadian  port  of  Vancouver.  The  Canadian 
and  British  Governments,  with  the  idea  of  the  imperial  confederation  of  the  British 
Empire  prominently  in  view,  are  now  planning  for  the  establishment  of  a  heavily 
snbsidized  British  steamer  line  to  Australia  and  New  Zealand.  This  will  ruin  our 
American  line  to  these  islands  unless  we  adopt  measures  which  will  protect  it  against 
the  efforts  of  the  Dominion  Government  to  destroy  it. 

Thosegovemments  are  also  planning  for  a  heavily  subsidized  transatlantic  steamer 
line  from  St.  John's  or  Halifax  to  Li  verpool.  This  lino  would  loud  to  divert  commerce 
from  New  York,  Boston,  and  Portland,  Me.  But  no  schemes  for  diverting  commerce 
from  American  ships,  from  American  sea-ports,  and  from  American  transportation 
lines  characterized  the  railroads  which  were  authorized  to  engage  in  the  transit  trade 
by  the  act  of  Julr  28,  1866,  or  by  the  treaty  of  Washin^u  of  1871.  As  1  have  be- 
fore remarked,  that  treaty  would  never  have  been  signed  by  any  sane  commis- 
sioner if  it  had  been  characterized  by  any  such  feature  of  hostility  to  American 
interests. 

Eighth.  The  Canadian  Pacific  Railway  is  closely  identified  with  military  objects, 
which  were  at  the  beginning  urged  with  effect  both  in  Canada  and  Great  Britain  in 
favor  of  the  construction  of  that  road.  This  feature  of  the  enterprise  is  accentuated 
by  the  formidable  fortress  and  naval  station  at  Esquimault  on  the  island  of  Vaucou- 
ver,  and  it  Is  also  indicated  by  the  fact  already  noted  that  the  first  train  which 
passed  over  the  Canadian  Pacific  npon  its  completion  was  loaded  with  material  of 
war.  No  objectionable  feature  of  this  nature  characterized  the  transit  trade  author- 
ized by  the  act  of  Julv  28,  1866,  and  by  the  treaty  of  Washington ,  and  it  is  certain 
that  the  privileges  of  the  transit  trade  should  never  be  granted  to  any  railroad 
which  18  characterized  by  any  snch  objectionable  features. 

From  all  this  it  appears  that  oo  the  western  side  of  the  con- 
tinent there  is  an  entire  absence  of  those  conditions  upon  which 
the  transit  trade  was  originally  based,  and  under  which  it  exists  to- 
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day  on  tbo  eaBtern  sido  of  the  contiuent,  as  a  thing  of  mataal  .ad- 
vantage to  the  two  countries.  The  Canadian  Pacific  Eailway,  with 
its  steamer  line  conuectioD,  has  introduced  conditions  inimical  to  the 
interests  of  the  United  States,  and  in  a  political  sense,  offensive  to 
this  country. 

The  formidable  fortress  or  naval  station  at  Esquimault  is  one  of  the 
strongest  on  the  continent.  A  British  authority  in  military  aftairs  de- 
clares that  it  ^* holds  a  pistol  to  the  head  of  San  Francisco." 

As  our  navigation  laws  forbid  foreign  vessels  engaging  in  any  part  of 
our  internal  carrying  trade,  an  arrangement  was  made  by  the  Canadian 
Pacific  Railway  Company  with  an  American  line  forming  connection 
between  Port  Moody  and  the  sea-ports  of  the  present  State  of  Wash- 
ington, the  State  of  Oregon,  and  the  entire  State  of  California  as  far 
south  as  San  Diego,  near  the  extreme  southern  border  of  California. 
In  order  that  the  Canadian  Pacific  Railway  might  participate  in  the 
carrying  trade  between  the  Pacific  coast  ports  and  points  east  of  the 
Rocky  Mountains  a  bond  was  executed  by  this  American  steamer  line 
for  the  transportation  of  American  goods  through  Canada  without  pay- 
ment of  duty. 

Two  ix)int8  in  this  transaction  appear  to  be  worthy  of  special  consid- 
eration: 

First.  The  privileges  accorded  to  the  Canadian  Pacific  Railway 
under  the  bond  given  by  the  Pacific  Coast  Steam-ship  Company  as 
a  common  carrier  under  sections  3000, 3001,  and  3006,  Revised  Stat- 
utes. This  steam-ship  company's  route  is  from  San  Francisco,  Cal.,  to 
Port  Moo<ly,  British  Columbia,  where  connection  is  made  with  the  Ca- 
nadian Pacific.  The  steam  ship  company  is  bonded  for  the  transpor- 
tation of  merchandise  from  and  to  any  of  the  ports  in  the  United  States, 
and  under  cover  of  this  bond  the  Canadian  Pacific  is  engaged  in  the 
transportation  not  only  of  foreign  dutiable  goods,  but  of  domestic  mer- 
chandise from  the  Pacific  coast  to  Eastern  points  and  vice  versa. 

An  application  was  made  by  the  Canadian  Pacific  to  bond  in  its  own 
name  for  the  transportation  of  dutiable  and  non-dutiable  goods,  but  the 
request  was  not  granted  by  the  Treasury  Department,  for  the  reason 
that  it  was  questionable  whether  or  not  under  our  laws  a  foreign  cor- 
poration could  properly  execute  such  a  bond.  The  au^^hority  under  the 
treaty  of  Washington  for  transit  from  one  place  in  the  United  States 
to  another  by  routes  part  of  which  is  by  laud  carriage  through  the  Do- 
minion of  Canada  and  part  by  Canadian  vessels  on  the  Great  Lakes 
and  rivers  connecting  the  same,  or  the  River  St.  Lawrence,  was  abro- 
gated in  1885,  Subsequently,  however,  it  was  ruled  by  the  Treasury 
Department  that  the  privileges  of  such  joint  rail  and  water  transporta- 
tion could  be  permitted  in  cases  where  the  vessels  were  of  American 
ownership. 

Second.  An  officer  is  stationed  at  Vancouver  in  the  capacity  of  an 
inspector  of  customs,  belonging  to  the  customs  collection  district  of 
Puget  Sound,  who  was  originally  assigned  to  Vancouver  to  supervise 
the  transfer  of  bonded  goods  at  that  point  to  and  from  points  in  the 
United  States.  Subsequently  he  was  made  a  consular  agent  by  the 
Department  of  State,  and  in  that  capacity  ho  certifies  manifests  and 
seals  cars  contaiuiTig  Asiatic  merchandise  arriving  at  that  point  and 
destined  for  the  United  States.  He  does  not  certify  the  invoices  upon 
which  entry  is  made  on  the  arrival  of  the  merchandise  at  the  port  of 
destination.  Section  3102,  Revised  Statutes,  under  which  cars  are  ad- 
mitted at  frontier  ports  and  allowed  to  pass  to  destination  under  coa- 
sular  seals,  evidently  has  reference  to  importations  from  Canada.    That 
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section  is  included  in  the  chapter  relating  to  commerce  with  contigu- 
oas  coontries,  and  it  wonld  seem,  therefore,  that  it  was  not  intended 
that  merchandise  from  Europe  or  Asia  should  be  imported  in  that  way 
and  daties  assessed  upon  the  European  or  Asiatic  valuations.  It  would 
seem  that  all  goods  coming  that  way  should  bo  treated  as  imports  from 
Canada  and  duties  assessed  upon  their  value  in  Ganada.  If  they  are 
to  be  treated  as  importations  from  beyond  the  sea,  then  they  are  not 
entitled  to  come  in  under  consular  seal. 

The  present  arrangement  appears  to  be  an  unwarranted  concession 
to  the  Canadian  Pacific  Railroad,  as  it  enables  that  road  to  bring  in 
Asiatic  merchandise  destined  foi;  Boston,  New  York,  and  other  princi- 
pal ports  without  detention  at  the  frontier  for  examwation,  appraise- 
ment, or  collection  of  duties,  thus  virtually  giving  such  merchandise 
the  privileges  of  immediate  transportation  without  appraisement  and 
without  involving  the  law  which  governs  such  transportation  within  the 
United  States.  American  transportation  companies  carrying  unap- 
praised  goods  are  required  to  comply  with  the  law  on  that  subject  as  to 
bond,  consular  invoice,  and  entry  at  the  port  of  first  arrival  in  the 
United  States,  but  the  Canadian  Pacific,  under  the  machinery  of  the 
consular  seal,  reaches  the  same  end  without  bond,  entty,  or  other  for- 
malities, and  is  thus  enabled  to  take  away  from  American  roads  a  large 
share  of  the  transcontinental  traffic. 

In  the  opinion  of  the  committee  this  arrangement,  devised  by  our 
own  Executive  Departments,  is  without  adequate  authority  of  law  and 
prejudicial  to  American  interests.  The  sum  and  substance  of  the  ar- 
rangement seems  to  be  that  the  Qovemment  has  in  some  way  been 
hoodwinked  into  the  project  of  facilitating  the  work  of  diverting  the 
Asiatic  commerce  of  the  United  States  from  the  port  of  San  Francisco 
and  other  Pacific  sea-ports  of  the  United  States  to  the  great  political 
and  military  railroad  constructed  by  Canadian  subvention,  and  to  the 
British  and  Pacific  Ocean  Steamer  Lino,  which  owes  its  existence  al- 
most exclusively  to  the  subsidies  which  it  receives  from  the  Canadian 
and  British  Governments. 

ACTION  TAKEN  BT  THE  OOMMEROIAL  AND  INDUSTRIAL  BODIES  OF 
THE  PAOIFIC  OOAST  IN  REGARD  TO  CANADIAN  PACIFIC  COMPETI- 
TION. 

The  people  of  the  Pacific  coast  States  appear  to  realize  the  fact  that 
the  competition  of  that  line  and  its  ocean  steamer  connections  is  fraught 
withdanger  totheirpresentinterestsandfutnredevelopment.  In  August 
last  a  conference  of  the  commercial  and  industrial  bodies  of  the  Pacific 
coast  was  held  at  San  Francisco.  Two  general  topics  commanded  the 
attention  of  the  convention. 

(1)  The  competition  of  the  Canadian  Pacific  Railway  in  connection 
with  the  Pacific  Coast  Steam  ship  Line  and  railroad  connections  at  the 
East  for  a  share  of  the  transcontinental  traffic  of  the  United  States. 

(2)  The  competition  of  the  Canadian  Pacific  Railway  with  its  highly 
subsidized  line  of  British  steamers  lor  the  commerce  of  the  United 
States  with  China  and  Japan,  in  connection  with  arrangements  being 
made  for  the  establishment  of  other  subsidized  stedmer  lines  threaten 
ing  the  entire  commerce  of  the  United  States  on  the  Pacific  Ocean. 

It  was  found  that  considerable  diversity  of  opinion  prevailed  among 
the  members  of  the  convention  in  regard  to  the  first  of  these  general 
topics.  By  virtue  of  the  fact  that  the  Canadian  Pacific  Railway  was 
built  by  subsidies  and  largesses  of  various  sorts  which  it  received  from 
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tbo  Dominion  government,  it  coald  afford  to  offer  lower  rates  than  those 
which  prevailed  on  the  American  {ransportation  lines,  or  which  coald 
be  offered  by  those  lines  under  a  general  scheme  of  rates  embracing 
through  and  local  rates,  conformed  to  the  requirements  of  the  fourth 
section  of  the  interstate-commerce  act.  Although  the  convention  ap- 
peared to  be  fully  aware  of  the  fact  that  the  commercial  and  industrial 
interests  of  the  Pacific  coast  and  of  the  American  transcontinental 
lines  are  closely  identified,  and  that  the  prosperity  of  the  one  implies 
the  prosperity  of  the  other,  still,  particular  individual  interests,  espe- 
cially among  the  merchants  of  the  Pacific  sea-ports,  led  them  to  avail 
themselves  of  the  lower  rates  offered  by  the  Canadian  Pacific  route. 
Others  saw  very  dearly  that  such  a  diversion  of  traffic,  although  tempt- 
ing to  individuals,  was  detrimental  to  the  general  interests  of  our  Pa- 
cific coast,  and  that  its  tendency  was  to  favor  the  concentration  of  trade 
at  the  western  terminus  of  the  Gana<!ian  Pacific  Railway. 

In  regard  to  the  second  general  topic  discussed  by  the  San  Francisco 
convention,  namely,  The  competition  of  th^  Canadian  Pamjio  BaiUoay  and 
its  connecting  steamer  lines  on  the  Pacific  Ocean  for  the  commerce  of  the 
United  States  with  China  and  Japan  and  other  countries  hordenng  on  the 
Pacific  coasts  there  was  a  substantial  consensus  of  opinion.  The  entire 
convention  regarded  such  encroachment,  which  had  its  beginning  and 
eudiug  in  British  and  Canadian  aid  allied  to  military  expedients,  as  in 
the  highest  degree  detrimental  to  the  commercial  and  industrial  inter- 
ests of  this  country. 

The  public  declarations  made  throughout  Canada  by  the  leader  of  the 
party  now  in  power,  their  boasts  at  the  present  time,  and  their  encroach- 
ments which  now  disturb  the  internal  commerce  of  this  country  and 
threaten  the  domination  of  our  entire  maritime  commerce  on  the  Pacific 
Ocean,  demand  the  earnest  attention  of  Congress  and  of  the  country, 
especially  in  view  of  the  facts  that  the  preparations  for  such  commercial 
conquest  embrace  military  preparations  on  the  Island  of  Vancouver, 
and  a  line  of  steamers  so  built  as  to  be  readily  available  to  the'Britlsh 
Government  at  all  times  as  armed  cruisers. 

In  their  report  the  commercial  conference  declare  that —  ' 

With  such  Rpecial  Advantages  the  Canadian  Pacific  can  aflfofd  to  qaote  ratee  which 
must  drive  the  American  (steamer)  lines  out  of  the  China  trade  and  inflict  an  almost 
irreparable  injnry  apon  San  Francisco. 

The  report  of  the  commercial  conference  also  predicts  the  destruc- 
tion of  the  American  steamer  lines  now  running  on  the  Pacific  (Jcean 
to  Australia,  New  Zealand,  the  Hawaiian  Islands,  the  Fiji  and  Samoan 
Islands,  and  to  Mexico  and  Central  America,  by  subsidized  British 
steamer  lines,  forming  part  of  a  general  scheme  for  capturing  the  com- 
merce of  the  seas,  unless  the  United  States  Government  shall  adopt 
vigorous  measures  for  preventing  such  a  national  disaster. 

The  facts  upon  which  this  prediction  is  based  and  which  seem  to 
point  unmistakably  to  the  anticipated  result  are: 

The  Uuited  States  Government  pays  about  $14,000  for  the  transpor- 
tation of  its  mails  to  and  from  China  and  Japan,  by  a  service  making 
thirty-three  round  trips  a  year;  whereas  the  Canadian  and  British 
Governments  have  offered  and  will  soon  pay  to  a  new  line  of  steame^ 
from  Vancouver  $500,000  a  year  for  the  transportation  of  mails,  not 
more  than  one- twentieth  the  magnitude  of  those  of  the  Uuited  States, 
and  by  a  service  making  only  twenty-tour  round  trips  a  year,  be- 
sides which  the  British  line  is  to  receive  au  admiralty  subsidy,  the 
amount  of  whicli  is  not  publicly  stated.    In  a  word,  the  British  and 
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Canadian  Govern  ments  are  to  pay  nearly  forty  times  as  much  as  the 
United  States  Government  for  a  postal  service  about  one- twentieth  as 
large  as  tlvat  of  this  country,  in  order  to  capture  the  commerce  of  the 
United  States  with  the  countries  of  Asia,  and  with  the  ultimate  object 
iu  view  of  securing  commercial  supremacy  on  the  western  coasc  of  North 
America.  It  seems  to  go  without  saying  that  this  conspiracy  against 
the  commercial  interests  of  the  United  States  ought  at  once  and  forever 
to  be  broken  up  by  some  vigorous  act  of  legislation,  and  that  the  com- 
mercial supremacy  of  this  country  on  the  PaciHc  coast  of  North  America 
ought  to  be  assured  for  all  time. 

The  report  of  the  commercial  conference  of  the  Paeific  coast  also  sets 
forth  other  facts  of  interest,  as  follows : 

(a)  The  Pacific  Coast  Steam-ship  Company,  an  American  line,  re- 
ceives from  the  Canadian  postal  department  $17,640  per  annum  and 
from  the  United  States  Government  only  $219  per  annum, 

(6)  The  Mexican  Government  pays  to  a  Mexican  steamer,  running 
between  San  Francisco  and  Mexican  ports,  $42,500  a  year,  whereas,  for 
a  more  frequent  service,  the  United  States  Government  pays  an  Amer- 
ican line  only  the  se^  postage,  an  insignificant  sum. 

(c)  The  Australian,  New  Zealand  and  Hawaiian  Line,  an  American 
line,  receives  from  the  Hawaiian  Government  $24,000  a  year,  and  from 
the  governments  of  New  Zealand  and  New  South  Wales,  British  colo- 
nies, $l!00,000  a  year,  and  from  its  own  Government  only  about  $10,000 
a  year.  But  worse  than  this,  the  United  States,  as  shown  by  the  re- 
irort  of  the  commeTcial  conference,  realizes  a  large  net  revenue  from 
this  postal  service,  which  is  likely  to  lapse  in  consequence  of  the  re- 
fusal of  the  United  States  Government  to  bear  its  equitable  share  of 
the  burden  of  a  line  which  already  has  developed  a  large  commerce 
i^ith  Australasia. 

Besides  this  the  parliament  of  the  Dominion  of  Canada,  at  its  last 
session,  appropriated  $125,000  a  year  for  a  line  from  Vancouver,  British 
Columbia,  to  Australia  and  New  Zealand,  and  directed  that  efforts 
should  be  made  for  securing  additional  subsidies  from  those  colonies. 

The  commercial  conference  of  the  Pacific  coast  thus  presented  to  the 
country  the  spectacle  of  the  threatened  destruction  of  American  com- 
merce on  the  Pacific  Ocean,  and  called  upon  Congress  to  adopt  the 
proper  measures  for  preventing  the  threatened  disaster  and  for  securing 
the  establishment  and  maintenance  of  American  steamer  lines  to  and 
from  American  sea-ports  on  the  Pacific  coast. 

UNJUST  DISOKIMINATION  BY  OANADA  IN  THE  MATTER  OP  ENTBANOE 

AND  CLEABANOE  FEES. 

The  settled  policy  of  the  Dominion  government  to  overreach  the 
United  States  in  all  matters  relating  to  the  conduct  of  commerce  is 
strikingly  illustrated  in  the  mannei  in  which  they  succeed  in  i-stablish- 
ing  a  discrimination  against  American  vessels  on  the  lakes  in  the  mat- 
tet  of  entrance  and  clearance  fees.  They  have  provided  by  section  112 
of  their  Revised  Customs  Act  for  a  license  to  Canadian  vessels  navi- 
gating the  lakes,  for  which  a  fee  of  50  cents  is  required,  also  a  fee  of 
50  cents  for  each  entrance  at,  and  a  fee  of  50  cents  for  each  clearance 
from,  a  Canadian  port.  Then  by  an  *<  order-in-council,''  the  Canadian 
mode  of  backing  out  of  a  statutoi:y  requirement,  they  exempt  Canadian 
vessels  from  the  payment  of  entrance  and  clearance  fees,  amounting 
to  $1  for  each  visit  to  a  Canadian  port,  while  such  fees  are  imposed 
S.  Rep. '847 i 


50  TEANSPOBTATION   INTERESTS   OP 

npon  American  vessels.    This  is  shown  by  the  following  copies  of  the 
Canadian  statute,  order-in-council,  and  license  above  referred  to : 

BBCnON    112  OF  THK  REVISSD  CUSTOMS  ACT  OF  THE  DOMINION  OF  CANADA. 

'i'lifi  goyernor  in  connoil  may  grant  yearly  coasting  licenses  to  British  vessels  navi- 
gating the  inland  waters  of  Canada  above  Montreal,  and  may  direct  that  a  fee  of  50 
cents  shall  be  payable  for  each  such  license,  and  that  the  master  or  person  in  charge 
of  any  vessel  navigating  the  said  waters  and  not  having  a  ooaating  license  shall,  on 
entering  any  port  in  Canada  with  snch  vessel,  pay  a  fee  of  50  cents  if  sach  vessel  is 
not  over  50  tons  burthen,  and  of  |1  if  Bhe  is  more  than  50  tons  bnrthen,  to  the  col- 
lector on  each  entry ;  and  a  like  fee  of  50  cents  or  $1,  according  to  the  burthen  of  the 
vessel,  on  each  clearance  of  such  vessel  at  any  port ;  and  snch  fee  shall  be  payable 
accordingly  before  snch  vessel  shall  be  entered  or  cleared :  Provided^  That  the  gover- 
nor in  council  may  reduce  or  readjust  snch  fees,  bnt  may  not  increase  them  beyond 
the  amount  hereby  fixed :  And  provided  also,  That  vessels  merely  passing  through  any 
of  the  Canadian  canals,  without  breaking  balk,  shall  not  be  liable  to  snch  lees. — 
(46  v.,  0.  12,  s.  234.) 


ORDER  IN  COUNCn.. 

GOYXRNMBNT  HOUSB,  OTTAWA, 

Wednesday,  Majf  22, 1889. 

Present  His  Excellency  the  Qovernor*General  in  Council. 

His  Excellency,  in  virtue  of  the  powers  vested  in  him  by  ''The  Cnstoms  Act,'' 
chapter  33  of  the  Revised  Statutes  of  Canada,  section  112,  and  by  and  with  the 
advice  of  the  Queen's  Privy  Council  for  Canada,  is  pleased  to  order,  and  it  is  hereby 
ordered,  that  the  fee  to  be  exacted  from  all  vessels  navigating  inland  waters,  when 
entering  or  clearing  at  any  port  above  Montreal,  shall  be  50  cents  for  each  such 
report  inwards,  or  clearance  outwards,  irrespective  of  the  tonnage  of  the  vessels  so 
entering  or  clearing,  except  vessels  holding  coasting  licenses,  and  that  all  orders  or 
regulations  inconsistent  herewith  shall  be  rescinded. 

John  J.  McGex, 

Clerk  Frivjf  CaunoiL 


DOMINION  OF  CANADA— COASTINQ  UOENSB  FOR  THB  TSAR  188-% 

To  all  whom  it  may  eoncem: 


This  license  is  granted  to  (1) ,  of  (2) ,  master  of  the  (3)  — , 

of  (4) ,  (5)  -^ tons  bnrthen,  British  registered,  and  wholly  owned  by  British 

subjects,  to  employ  the  said  vessel  until  the  30th  day  of  June,  188 — ,  to  carry  goods— 
always  being  subject  to  entry  or  clearance^  conformably  with  the  coasting  regulations   ' 
of  the  Dominion  of  Canada,  he  having  with  two  snreties,  entered  into  the  necessary 
bonds. 

Given  nnder  my  hand  this day  of -i ,  188— w 


ColUetor,  Port  of 


•^t 


CANADIAI7  VIOLATION  OP  THB  PBOYIBIONS  OP  THB  TBBATY  OP 
WASHINGKTON  BT  AN  UNJUST  DISOBIMINATION  IN  PAYOB  OP  MON- 
TBEAL. 

A  cuDDing  mode  of  discrimlDating  agaiDst  American  sea-ports  in  the 
interest  of  Montreal  has  been  devised  by  the  Dominion  government 
Both  American  and  Canadian  vessels  passing  through  the  Welland  Ga- 
nal  are  obliged  to  pay  20  cents  a  ton  on  their  cargoes.  If  the  vessel  is 
bound  to  an  American  port  on  Lake  Ontario  or  on  the  St  Lawrence 
Biver,  no  deduction  is  made  from  this  charge;  but  if  her  cargo  is  to  be 
shipped  to  Montreal  from  Kingston,  at  the  head  of  the  St  Lawrence 
Biver,  a  rebate  of  18  cents  per  ton  is  made  on  wheat,  Indian  corn,  peas. 
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barley,  and  rye,  which  constitute  the  great  bulk  of  shipments  from  the 
United  States  to  foreign  countries  via  Montreal.  This  practice  is  what 
is  commonly  known  among  railroads  as  cutting  the  rates.  This  mani- 
fest violation  of  the  provisions  of  Article  XXVII  of  the  treaty  of 
Washington,  and  of  the  reciprocal  concessions  upon  which  the  'transit 
trade''  is  based,  is  accomplished  by  means  of  an  "order-in-council.'' 

The  following  is  a  copy  of  the  order-in-council  issued  on  the  20th  of 
April,  1B88.  A  similar  order  wa«  issued  on  the  18th  of  March,  1889, 
and  one  will  undoubtedly  soon  be  issued  for  the  season  of  1890 : 

Inland  Revenue, 
Government  House,  Ottawa, 

Friday,  ApHl  '^,  1888. 

Present  His  Excellency  the  Governor-General  in  Coancil : 

Ou  the  recommendation  of  the  Minister  of  Railways  and  Canals,  andnnderthe 
provisions  of  the  thirteenth  section  of  chapter  37  of  the  Revised  Statutes  of  Canada, 
eDtitted  ''An  act  respectio^  the  Department  of  Railways  and  Canals : " 

His  Excellency  in  Council  has  been  pleased  to  order,  and  it  is  hereby  ordered,  that 
the  special  rates  of  the  2  cents  per  ton  adopted  last  year  for  the  passage  throngo  the 
Welland  and  St.  LawreDce  Canals  of  certain  cereals,  wheat,  Indian  coro,  peas,  bar- 
ley, and  rye,  when  shipped  for  Montreal,  or  for  any  othei^  port  east  of  Montreal,  be 
continaed  during  the  forthcoming  season  of  navigation  and  no  longer,  such  toll  cov- 
ering the  WeUand  and  the  St.  Lawrence  Canals. 

His  Excellency  has  been  further  pleased  to  order  the  continuance,  for  the  same 
period  only,  of  the  arrangement  under  which  the  said  food  products,  if  they  have  paid 
the  ordinary  full  tolls  for  passage  through  the  V^Telland  Canal,  soall  be  entitled  to 
exemption  from  payment  of  any  further  toll  for  passage  through  any  portion  of  the 
St.  Lawrence  Canal  system,  even  if  not  traversing  the  whole  distance  to  Montreal. 

John  J.  McGee, 
Clerk  Privy  Coundh 

THE  IMPORT  OF  THE  QUESTION  VeHlOH  CONFRONTS  US  AS  A  NATION 

In  order  to  form  a  clear  conception  of  the  nature  and  effect  of  the 
encroachment  upon  American  interests  caused  by  the  Canadian  Pacific 
system,  including  the  railroad  and  its  connecting  ocean  steamer  lines, 
and  of  the  disturbances  produced  by  such  encroachments,  let  us  sup- 
pose, for  the  purpose  of  illustratioD,  that  the  State  of  l^ew  York  should 
use  its  power  of  taxation  to  construct  a  railroad  from  the  Atlantic  to 
the  Pacific,  with  branch  lines  to  all  the  principal  cities  of  the  country, 
and  then  subsidize  a  line  of  steamers  across  the  Atlantic,  and  another 
across  the  Pacific  running  in  connection  with  the  railroad.  The  State 
of  New  York  could,  by  virtue  of  its  enormous  wealth,  do  that  much 
more  easily  than  the  Dominion  of  Canada  has  built  its  political  railroad 
with  connecting  ocean  steamer  lines. 

If,  then,  the  State  of  l^ew  York  should  back  up  this  supposed  combi- 
nation up  so  that  it  could  reduce  all  competitive  rates  below  the  rates 
necessary  in  order  that  private  roads  could  pay  interest  charges,  is  it 
not  evident  that  private  enterprise  in  the  railroad  business  would  be  par- 
alyzed atid  that  the  commerce  of  cities  competing  with  New  York  would 
be  paralyzed)  Our  interstate-commerce  law  would  become  a  dead 
letter  fh)m  its  very  inapplicability  to  the  new  state  of  affairs.  But 
that  is  just  what  is  now  being  done  by  the  Dominion  Government 
through  its  Canadian  Pacific  combination.  To  be  sure,  this  foreign  ag- 
gressor has  not  so  much  power  as  the  supposed  New  York  combination 
would  have  to  revolutionize  the  commerce  of  the  country,  but  that  is 
simply  due  to  the  inferior  geographical  location  of  the  great  govern- 
ment railroad  of  Canada.    To  a  very  great  extent,  howeveri  that  rail- 
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road  ia  doing  the  very  thing  here  supposed,  and,  of  course,  to  a  much 
greater  extent  west  of  Chicago  than  east  of  that  city.  The  success  of 
this  Canadian  enterprise  is  one  of  the  most  efficient  means  of  holding 
the  pieseut  Canadian  administration  in  power  through  the  ^lat  which 
it  wins  by  its  audacity  and  by  its  encroachments  upon  American  in- 
terests. 

This  comparison  serves  to  illustrate  another  important  consideration, 
which  lies  at  the  foundation  of  the  whole  subject  which  this  committee 
has  been  appointed  to  investigate.  Keferenceishadtothefact  that  such 
governmental  participation  in  transportation  and  in  navigation  as  that 
here  referred  to  is  out  of  the  question  in  the  United  States,  but  that  in 
Canadait  is  made  a  fundamental  feature  of  governmental  policy.  It  gains 
approbation  and  support  from  one  end  of  the  Dominion  to  the  other. 
The  word  subsidy  seems  to  poisess  a  charm  to  the  British  people  and 
.  to  the  people  of  Canada,  while  our  own  people  have  for  many  years 
exhibited  a  decided  aversion  to  subsidies  and  now  are  considering  the 
propriety  of  having  recourse  to  subsidies  simply  as  a  means  of  defend- 
ing the  maritime  interests  of  the  United  States  against  the  injurious 
effects  of  the  subsidies  granted  by  foreign  nations  to  their  own  vessels 
engaged  in  international  commerce. 

Besides  all  this  the  British  people  have  for  centuries  been  accus- 
tomed to  associate  the  military  and  financial  strength  of  their  govern- 
ment with  the  success  of  British  commercial  enterprise,  and  to  regard 
that  association  as  an  essential  condition  to  success.  The  history  of 
British  commerce  seems  to  prove  the  power  and  efficiency  of  the  com- 
biuation. 

This  line  of  thought  leads  directly  to  the  practical  business  consid- 
eration upon  which  the  persistent  encroachment  of  British  and  Cana- 
dian governmental  power  upon  American  commerce  is  based.  The 
competition  between  American  vessels  on  the  ocean  and  on  the  lakes  is 
a  sharp  competition.  It  leaves  only  a  narrow  margin  of  profit.  Amer- 
ican railroads,  from  the  Atlantic  to  the  Pacific,  are  also  sharply  com- 
peting with  each  other  and  holding  profits  to  a  narrow  margin.  The 
same  thing  is  true  in  commerce.  Eival  merchants  and  rival  cities  are 
competing  on  narrow  margins  of  profit.  The  whole  tendency  of  the 
transportation  and  commercial  facilities  of  the  age  is  towards  a  parity 
of  values.  The  constraint  is  terrific.  Some  one  is  all  the  while  being 
squeezed  out.  In  this  state  of  affairs  Great  Britain  and  Canada  find 
their  opportunity.  So  does  every  nation  which  is  inclined  to  hitch  its 
financial. power  to  the  wheels  of  its  own  commerce.  Thus  it  is  that, 
by  attacking  the  narrow  margins  of  profit  in  the  transportation  busi* 
ness  here  and  there,  our  competitor  at  the  north  has  been  exploiting 
upon  American  commerce  for  many  years.  It  is  doing  that  very  thing 
to  day,  in  a  more  high-handed  and  exultant  way  than  ever  before.  All 
that  is  necessary  for  the  governments  of  Great  Britain  or  Canada  to 
do  is  to  throw  a  sufficient  advantage  in  favor  of  British  steamers,  Cana- 
dian fishing  vessels,  and  Canadian  railroads  to  turn  our  commefbe  from 
American  ocean  steamers,  American  fishing  vessels,  American  railroads, 
and  American  sea- ports.  This,  as  already  shown,  is  being  done,  not  only 
by  subvention,  but  also  by  enabling  statutory  provisions,  which  go  in 
the  face  of  the  interstate-commerce  act  of  the  United  States. 
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CONOLUSIONS  AND  RECOMMENDATIONS. 

While  the  committee  has  not  felt  itself  called  upou  to  enter  upon  any 
special  investigation  of  the  fisheries'  question,  it  nevertheless  appears 
to  be  within  the  sdbpe  of  the  authority  given  it  by  the  Senate  to  ex- 
press its  opinion  on  the  commercial  aspects  of  the  question. 

The  denial  of  the  privileges  of  the  transit  trade  to  fish  caught  by 
American  fishermen,  the  refusal  to  allow*  American  fishing- vessels  to 
seek  shelter  from  storms  when  in  distress  in  Canadian  ports  and  har- 
bors of  refuge,  the  refusal  to  allow  American  fishing- vessels  to  trade  in 
Canadian  ports  as  freely  as  Canadian  vessels  are  allowed  to  trade  in 
American  ports,  is  in  open  violation  of  Article  3  of  the  Treaty  of  Peace 
concluded  between  the  United  States  and  Great  Britain  in  1783,  Arti- 
cle 23  of  the  treaty  of  1794,  the  reciprocal  maritime  legislation  of  1830, 
and  the  comity  of  nations. 

The  late  Daniel  Manning,  Secretary  of  the  Treasury,  characterized 
the  denial  of  the  humanities  of  the  sea  to  American  fishermen  by  the 
authorities  of  Canada  and  Newfoundland  as  <<  an  act  of  barbarism  fit 
only  for  savages.^ 

None  of  the  above  mentioned  disabilities  attach  to  Canadian  vessels 
in  American  sea-ports. 

The  diversion  of  our  commerce  from  American  steamer  lines  on  the 
Pacific  Ocean  and  from  the  Pacific  sea-ports  of  the  United  States  seem 
to  demand  special  attention  and  such  action  by  Congress  as  will  give 
protection  to  our  Pacific  sea-ports  and  Pacific  steamer  lines. 

During  the  early  history  of  our  Government  the  attention  of  Ameri- 
can statesmen  was  especially  directed  to  the  duty  of  protecting  the 
shipping  and  commercial  interests  of  the  United  States  against  Gov- 
ernmental i)olicies  adopted  by  foreign  countries  in  favor  of  their  own 
interests. 

The  first  protest  of  this  character  by  the  people  of  this  country  is  em- 
bodied in  the  Declaration  of  Independence,  wherein  it  was  declared  that 
the  King  of  Great  Britain  had  given  his  assent  to  laws  "for  cutting  off 
our  trade  with  all  parts  of  the  ^vorld."  At  no  peiiod  in  our  history 
have  the  American  people  been  called  upon  to  consider  a  scheme  of 
encroachment  upon  American  commercial  interests  more  injurious  than 
the  scheme  by  the  Dominion  of  Canada  in  the  construction  of  the 
Canadian  Pacific  Railway,  the  subsidizing  of  British  steamer  lines  on 
the.  Pacific  Ocean  in  connection  with  such  railway,  and  finally  by  an 
arrangement  by  the  Canadian  Pacific  tlail way  Company  with  an  Ameri- 
can steam-ship  company  by  which  goods  are  carried  in  bond  between 
Port  Moody  and  the  sea  ports  of  Washington,  Oregon,  and  California 
to  and  from  the  East  via  the  Canadian  Pacific  llailway,  rendering  cer- 
tain the  destruction  of  American  steamer  lines  now  engaged  in  our 
foreign  commerce  and  the  diversion  of  our  Asiatic  commerce  from 
American  sea-ports  to  the  ports  of  British  Columbia. 

The  fact  that  the  steamers  of  the  British  lines  are  so  constructed  as 
to  be  available  as  war  ships,  and  the  further  fiict  of  the  existence  of  the 
military  establishment  on  Vancouver  Island  emphasize  the  importance 
of  adopting  remedies  for  the  prevention  of  the  diversion  of  American 
commerce,  which  shall  be  both  certain  and  immediately  available. 

The  difficulty  to  be  met  is  not  alone  one  simply  of  commercial  compe- 
tion,  but,  on  the  part  of  the  United  States,  it  is  a  defense  against  a 
Governmental  policy  having  in  view  the  wresting  of  commerce  from 
American  ships,  American  sea-portS;  and  American  transportation  lines. 
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While  the  committee,  Qoder  the  authority  conferred  upon  it  by  the 
resolution  of  the  Senate  providing  for  the  investigation,  does  not  feel 
justified  in  reporting  legislation  in  relation  to  the  subjects  just  mentioned, 
yet  they  are  so  closely  allied  to  the  questions  which  the  committee  was 
directed  to  inquire  into  that  it  regards  it  a  duty  to  make  the  suggestions 
it  has  for  such  action  by  Congress  as  his^y  be  deemed  wise  and  proper. 

(1)  The  entrance  fee  of  50  cents  and  clearance  fee  of  50  cents  or 
$1  every  time  an  American  vessel  visits  a  Canadian  port  on  the 
inland  waters  of  the  Great  Lakes  and  their  tributary  bays,  rivers,  and 
straits  constitute  an  unjust  discrimination  against  American  vessels, 
Canadian  vessels  being  esempt  from  such  charges  by  a  license  fee  of 
50  cents  payable  once  a  year.  Such  discrimination  is  in  violation  of 
the  spirit  if  not  the  letter  of  the  Treaty  of  Washington  of  1871.  The 
laws  of  the  Dominion  of  Canada  place  American  and  Canadian  vessels 
upon  the  same  terms  as  to  entrance  and  clearance  fees,  but  the  dis- 
crimination is  made  through  the  expedient  of  an  order  in  council. 

The  committee  recommend  that  so  long  as  such  discrimination  in 
entrance  and  clearance  fees  in  Canadian  ports  continues  all  Canadian 
vessels  should  be  required  to  pay  entrance  and  clearance  fees  of  equal 
amount  on  entering  and  clearing  the  ports  of  the  United  States,  on  the 
Great  Lakes  or  their  tributai-y  navigable  waters. 

(2)  The  rebate  of  18  cents  per  ton  in  tolls  on  certain  products  of  the 
United  States  passing  through  the  Wellaud  Canal,  if  bound  to  Mon- 
treal, constitutes  an  unjust  discrimination  against  ports  of  the  United 
States  on  Lake  Ontario  and  the  St.  Lawrence  Biver.  This  discrimi- 
nation is  an  open  violation  both  of  the  spirit  and  letter  of  the  Treaty  of 
Washington.  This  was  clearly  explained  by  the  Hon.  ^Nelson  Dingley, 
jr.,  in  the  House  of  Bepresentatives  in  a  speech  delivered  in  Jan- 
uary, 1888. 

The  committee  recommend  that  so  long  as  the  discrimination  in  tolls 
of  18  cents  per  ton  on  products  of  the  United  States  in  favor  of  Mon- 
treal or  ports  below  that  city  on  the  St.  Lawrence  River  is  made  by  the 
Dominion  Government  a  discriminating  toll  on  the  tonnage  of  all  Can- 
adian vessels  shall  be  imposed  upon  all  such  vessels  every  time  they 
pass  through  the  Sanlt  Ste.  Marie  Canal. 

(3)  The  question  as  to  the  proper  regulations  which  shall  be  imposed 
upon  Canadian  railroads  upon  their  engaging  as  common  carriers  in 
competition  with  American  railroads  in  the  transportation  business  of 
the  United  States  has  engaged  the  earnest  consideration  of  the  com- 
mittee. The  general  proposition  that  Canadian  railroads  which  compete 
with  American  railroads  for  traffic  between  different  points  of  the  United 
States  should  be  subjected  to  the  same  requirements  of  law  and  of  reg- 
ulations in  pursuance  of  law  which  apply  or  may  hereafter  apply  to 
American  railroads,  is  so  clearly  marked  by  principles  of  justice' and 
equity  that  it  must  command  the  assent  of  every  fair-minded  person. 

There  is  now  much  discussion  throughout  the  country  as  to  whether 
the  fourth  section  of  the  act  to  regulate  commerce  shall  or  shall  not  be 
modified  or  repealed.  Whatever  conclusion  the  committee  may  reach 
hereafter  ou  that  question  as  the  result  of  investigation  it  seems,  in 
the  judgment  of  the  committee,  to  be  the  duty  of  Congress  to  take  such 
action  as  will  give  American  railroads  an  even  chance  in  •competition 
with  the  roads  of  Canada  doing  business  in  the  United  States. 

The  justice  of  such  action  becomes  more  apparent  in  view  of  the  ex- 
istence of  sections  226  and  232  of  the  Canadian  statute  for  the  regula- 
tion of  traffic  Those  sections  are  regarded  as  manifest  suggestions  of 
unjust  discrimination  by  the  Canadian  railroads  against  competing 
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American  railroads,  and  in  terms  jastify  Canadian  railroads  as  to  all 
traffic  secured  from  the  United  States  in  disregarding  the  rale  estab- 
lished by  the  fourth  section  of  our  act  to  regulate  commerce  and  known 
as  the  long  and  short  haul  rule. 

The  committee  therefore  recommend  that  either  such  a  license  sys- 
tem shall  be  established  as  will  be  applicable  to  the  Canadian  railroads 
doing  business  in  the  United  States,  or  that  some  other  plau,  not  inju- 
rious to  the  general  trade  and  commerce  of  the  conntry,  be  adopted 
which  shall  secure  to^merican  railroads  an  equal  chance  in  competition 
with  Canadian  railroads.  Such  action,  in  the  judgment  of  the  com- 
mittee, is  in  the  interest  not  only  of  American  railroads  and  especially 
American  transcontinental  lines,  but  in  the  interest  of  American  com- 
merce and  of  the  general  prosperity  of  the  American  people. 
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STATEMBIVTS  TAKEN  BEFORB  THE  COMMITTEB  ON  INTERSTATE 
COMMERCE  OF  THE  UNITED  STATES  SENATE  "WITH  RESPECT 
TO  THE  TRANSPORTATION  INTERESTS  OF  THE  UNITED  STATES 
AND  CANADA. 


Nbw  Yoek,  May  6, 1889. 

The  committee  met  at  11  o'clock  a.  m.  Present,  Seoators  Callom 
(chairman),  Piatt,  Blair,  Hiscock,  Harris,  Gorman,  and  Reagan. 

The  Chairman.  The  committee  will  come  to  order.  The  clerk  will 
read  the  original  resolution,  which  explains  the  purposes  generally  of 
the  committee's  sitting  here. 

The  derk,  Clarence  B.  Paul,  read  as  follows : 

EeMlvtd,  That  the  Committee  on  Interstate  Commerce  be,  and  it  is  hereby,  di- 
rected to  aacertain  and  report  to  the  Senate  whether  any  railroad  lines  located  in  tbe 
United  States  are  owned,  operated,  op  controlled  by  tbe  Grand  Trunk  Railway  Com- 
pany, the  Canadian  Pacific  Railway  Company,  or  any  other  Canadian  railroad  cor- 
poration; whether  commerce  originating^  in  the  United  States  is  divertrtd  from 
American  to  Canadian  lines  of  tranBi)ortation,  and,  if  so,  to  what  extent  and  by  what 
means ;  and  whether  there  is  any  discrimination  in  the  charges  made  for  tolls  or 
otherwise  against  American  vessels  which  pass  through  the  Welland  and  St.  Law- 
rence Canals. 

Said  committee  is  further  directed  to  inquire  fully  into  the  question  of  the  regula- 
Hon  of  (be  commerce  carried  on  by  railroad  or  water  routes  between  the  United 
States  and  the  Dominion  of  Ci^nada,  and  to  report  what  legislation  on  the  subject,  if 
any,  is  necessary  for  the  protection  of  the  commercial  interests  of  the  United  States 
or  to  promote  the  enforcement  of  the  '*  act  to  regulate  commerce,"  approved  February 
4,  1887. 

In  making  the  inquiries  required  by  this  resolution  said  committee  shall  have 
powc*  to  send  for  persons  and  papers,  to  administer  oaths,  to  employ  a  clerk  and  a 
stenographer,  to  sit  daring  the  recess  of  Congress,  and  to  do  whatever  is  necessary 
for  a  thorough  investigation  of  the  subject.  Any  subcommittee  may  exercise  the 
powers  hereby  granted  to  said  committee,  and  the  expenses  of  said  investigation 
shall  be  paid  from  the  contingent  fund  of  the  Senate  upon  vouchers  duly  approved. 

The  Chaibuan.  There  is  a  sabsequent  resolution  to  the  one  which 
has  jast  been  read,  the  original  resolution  having  been  adopted  at  the 
regular  session  and  at  a  time  when  we  supposed  we  would  have  some 
vacation.  The  clerk,  therefore,  will  read  the  resolution  passed  during 
the  last  session  of  Congress. 

The  clerk  read  as  follows : 

Bemlved,  That  the  Committee  on  Interstate  Commerce  be,  and  it  is  hereby,  directed 
to  continne  the  investigation  ordered  to  be  made  by  the  resolution  of  the  Senate  of 
Angnst  3, 1888,  and  such  committee  is  hereby  given  all  the  aufhority  conferred  by 
said  resolntion,  and  power  to  sit  daring  any  recess  of  the  Senate  prior  to  December, 
1689.  the  necessary  expenses  of  such  investigation  to  be  paid  from  the  contingent 
fond  of  the  Senate. 
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Mr.  Albert  Fink,  commissioner  of  the  Trank  hmen  Association,  ap- 
peared. 

The  Ghaibman.  The  purpose  of  the  reading  of  these  resolations  was 
to  let  them  go  in  the  record  as  the  basis  of  our  work,  and,  in  addition, 
to  call  the  attention,  of  Mr.  Fink,  who  is  now  before  os.  to  the  line  of 
investigation  which  the  committee  is  here  to  pursne.  will  yon  be  kind 
enongh,  Mr.  Fink,  to  state  what  your  present  relation  is  to  the  railroads 
of  the  country  1 

STATEHEHT  OF  ALBEET  FIVE. 

Mr.  Fink.  I  am  at  the  head  of  a  bureau  or  an  an  association  of  rail- 
roads whose  object  is  to  arrange  with  each  other  the  joint  tarifb  and 
competitive  tarifiBs,  to  secure  uniformity  of  charges  as  well  as  the  uni- 
formity of  classification,  and  for  the  purpose  of  maintaining  the  estab- 
lished tarifGs. 

The  Chairman.  Established  under  the  interstate  act  t 

Mr.  Fink.  The  tariffs  are  established  by  the  railroads  in  accordance 
with  the  interstate  law. 

The  Chairman.  You  mean  subject  toi;he  interstate  law  t 

Mr.  Fink.  Yes,  sir;  in  accordance  with  the  interstate  law,  and  the 
object  of  the  association — and  that  was  its  object  before  there  was  any 
interstate  law — is  to  make  uniform  and  reasonable  tariffs  and  to  maiu- 
tain  them  alike  with  respect  to  all  shippers.  In  fact,  the  association  was 
intended  to  accomplish  in  this  respect  what  it  is  designed  to  accomplish 
by  the  interstate  law. 

Senator  Hiscogk.  If  it  is  in  order  in  this  connection,  I  would  sug- 
gest, Mr.  Chairman,  that  Mr.  Fink  state  the  trunk  lines  that  are  in  this 
'association,  and  let  him  define  them. 

The  Chairman.  I  was  about  to  ask  him  questions  in  the  line  sug- 
gested. 

Senator  Blair.  The  concluding  remark  of  Mr.  Fink  was  that  the 
object  in  arranging  the  tariffs  was  the  same  before  the  enactment  of 
the  interstate  law  as  it  is  now. 

Mr.  Fink.  Yes,  sir. 

Senator  Blair.  Were  the  tariffs  arranged  in  accordance  with  the 
provisions  of  the  interstate  law  before  that  law  was  enacted  f 

Mr.  FfNK.  In  accordance  with  the  general  principles  of  the  inter- 
state law,  vi2,  that  the  tariffs  should  be  reasonable  and  just.  There  is 
one  provision  of  the  law  now  that  was  not  obligatory  at  that  time,  and 
it  is  now  only  carried  out  with  certain  proper  exceptions.  That  is  the 
long  and  short  haul  clause.  But  as  far  as  the  lines  with  which  I  am 
associated  are  concerned  this  principle  was  generally  recognized  in 
making  tariffs. 

Senator  Harris.  I  want  to  suggest  to  the  committee,  with  a  view  to 
the  economizing  of  time  and  the  making  of  systemiatic  inquiry  into  the 
questions  that  we  are  required  to  inquire  into,  that  the  chairman  shall 
conduct  an  examination  until  he  is  through,  and  then  give  each  member 
of  the  committee  an  opportunity  to  ask  any  questions  he  may  desire  to 
ask.  By  pursuing  that  method  we  will  have  at  least  a  systematic 
statement  originally,  and  then  every  member  of  the  committee  can  in- 
terrogate Mr.  Fink  in  regard  to  any  particular  matter  he  may  have  in 
mind. 

The  Chairman.  I  think  it  would  result  in  the  economy  of  time  if  the 
mode  of  procedure  suggested  by  Senator  Harris  be  followed.    Still  I 
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think  that  there  is  no  serions  objection  to  the  members  of  the  committee 
asking  qoestions  when  the  statements  of  Mr.  Fink  suggest  them. 

Senator  Habbis.  I  make  that  motion. 

The  GhaihDCAN.  I  do  not  suppose  it  is  necessary  to  put  the  motion : 
I  suppose  it  will  be  understood  that  the  examanition  will  be  conducted 
in  the  nsaal  manner. 

Senator  -Blaib*  I  think  that  this  examination  will  be  conducted  like 
the  usual  investigations  conducted  by  Senate  committees. 

The  Chairman.  While  it  is  for  the  committee  to  determine  the  line 
of  investigation  with  a  view  to  economizing  the  time  we  have  within 
which  to  do  the  same,  I  should  prefer  to  go  through  with  some  ques- 
tions myself,  if  agreeable  to  the  other  members  of  the  committee,  and 
then  have  the  witness  questioned  by  such  members  of  the  committee  as 
wish  to  do  so.  I  think  if  we  follow  that  method  it  will  result  in  the 
economy  of  time  and  in  the  thoroughness  of  this  inquiry. 

Senator  Blaib.  That  is  quite  proper,  and  the  usual  custom. 

The  Chairman.  Tou  say,  Mr.  Fink,  you  represent  the  trunk  lines 
handling  the  traffic  between  the  Mississippi  Eiver  and  the  Eastf 

Mr.  Fink.  Yes,  the  lines  running  from  the  seaboard  cities  to  the  Mis- 
sissippi River  and  to  Chicago. 

The  Chairman.  .Will  you  name  the  lines  f 

Mr.  Fink.  The  trunk  lines  in  the  association  commencing  on  the  north 
are  the  Grand  Trunk  BaUwiay 

The  Chairman.  The  Grand  Trunk  Eailway  of  Canada  t 

Mr.  Fink.  Yes ;  the  Grand  Trunk  Railway  of  Canada.  I  will  men- 
tion the  trunk  lines  first.  We  make  a  distinction  between  the  trunk 
lines  and  their  western  connections.  The  latter  reach  from  the  west- 
ern termini  of  the  trunk  lines  to  the  Mississippi  River  and  the  Ohio 
River.-  I  have  mentioned  first  the  Grand  Trunk  of  Canada^  Next. 
comes  the  New  York  Central. 

The  Chairman.  You  refer  to  the  Grand  Trunk  Line.  Now  will  you 
give  its  terminals  ! 

the  grand  trunk  ststem. 

Mr.  Fink.  The  main  line  of  the  Grand  Trunk  system  runs  from 
Chicago,  111.,  to  Portland,  Me.,  through  Port  Huron,  Toronto,  and  Mon- 
treal. The  road  from  Chicago  to  Port  Huron  is  called  the  Chicago  and 
Grand  Trunk.  It  is  an  American  corporation,  but  it  is  altogether  owned 
by  the  Grand  Trunk  Railway  Company  as  far  as  I  know.  At  Port 
Huron  it  connects  with  the  main  line  of  the  Grand  Trunk  proper,  pass- 
ing through  Toronto  and  Montreal  and  then  into  the  United  States,  into 
Maine  to  Portland. 

The  Chairman.  That  is  the  eastern  terminus  t 

Mr.  Fink.  Yes,  sir ;  the  eastern  terminus  of  the  main  line.  Then 
it  controls  or  owns  a  road  from  Port  Huron  to  Suspension  Bridge,  and 
also  a  road  from  Detroit  to  Buffalo  through  Canada,  connecting  at  Buf- 
falo and  Suspension  Bridge  with  the  American  system  of  railroads.  It 
has  a  number  of  branch  lines  in  Michigan. 

The  Chairman.  Perhaps  it  would  Iw  just  as  well  to  give,  in  connec- 
tion with  your  description  of  the  Grand  Trunk,  all  the  roads  which  it 
controls  by  lease  or  otherwise. 

Mr.  Fink.  The  Grand  Haven  and  Detroit  Railroad  is  another  line.  It 
controls  also  a  road  in  Michigan,  called  the  Toledo,  Saginaw  and  Muske- 
gon Railway,  which  it  has  lately  acquired. 

Senator  Rraqan.  There  is  a  branch  down  to  Detroit  from  Port  Huron, 
Ibelievet 
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Mr.  FiNK.  They  have  a  branch  to  Detroit. 

The  Chairman.  Have  yon  given  all  the  roads  of  that  system  in  the 
United  States! 

Mr.  Fine.  I  have  given  the  main  roads.  I  can  not  specify  all  its 
branch  roads. 

Senator  Beagan.  Describe  the  points  of  distribution  of  traffic  by  the 
,  Grand  Trunk  down  to  New  York,  Portland,  etc. 

Mr.  Fine.  Its  main  line  runs  to  Portland,  Me.,  but  to  Boston  and 
New  England  points  it  connects  at  St.  John  with  tlje  Central  Vermont, 
and  the  Central  Vermont  connects  with  the  Boston  and  Maine  and  the 
Fitchburg  railroads  reaching  Boston.  It  connects  through  these  roads 
with  all  or  nearly  all  of  the  New  England  roads.  The  Central  Vermont 
rnns  to  New  Loudon  orj  the  sound,  and  the  Grand  Trunk  gets  business 
from  New  York  by  way  of  New  London  and  St.  John  and  Montreal 
and  to  all  points  in  the  West,  even  as  far  south  as  Memphis. 

The  Ohaibman.  Where  do  they  connect  with  the  New  York  Central  t 

Mr.  Fink.  At  Buffalo.  I  mentioned  the  Central  Vermont  as  the  chief 
connection  of  the  Grand  Trunk  in  New  England;  but  it  has  also  con- 
nections via  its  main  line  in  Maine,  at  Sherbrook,  with  other  New  Eng- 
land roads.  At  Buffalo  its  branch  roads,  that  run  from  Port  Huron  and 
Detroit  to  Buffalo  and  Niagara  Falls,  connect  with  tjie  New  York  Cen- 
tral,with  theErie,and  with  the  Delaware,  Lackawanna  and  Western,  and 
with  the  Lehigh  Valley  and  the  West  Shore.  It  also  has  a  connection 
with  New  York  through  the  Rome.  Watertown  and  Ogdensburgh  Bail- 
road,  which  runs  from  Niagara  Falls  to  Oswego,  where  it  connects  with 
the  Ontario  and  Western  to  New  York. 

The  Chairman.  And  it  has  no  control  over  many  of  these  roads  you 
have  mentioned  I  - 

Mr.  Fink.  No,  sir. 

The  Chaibman.  It  has  simply  business  connections  with  them,  just 
like  the  roads  in  the  United  States  have  business  connections  among 
themselves  1  ..  - 

Mr.  Fine.  Yes,  sir.  The  Canada  Southern  is  a  Canada  road,  but  is 
leased  by  the  Michigan  Central  Railroad  Company,  and  is  a  competing 
road  with  the  Grand  Trunk. 

The  Chairman.  How  many  roads  are  there,  and  which  are  they, 
actually  owned  by  the  Grand  Trunk  which  do  business  in  the  United 
States  ? 

Mr.  Fink.  There  is  the  Chicago  aod  Grand  Trunk,  and  that  part  of 
the  main  lino  in  the  State  of  Maine  terminating  at  Portland;  the  De« 
troit,  Grand  Haven  and  Milwaukee  Bailroad,  and  the  other  roads  in 
Michigan  already  mentioned. 

The  Chairman.  Let  me  call  your  attention  to  this  list  I  have  before 
me,  and  let  us  see  whether  it  is  correct.  There  is  the  Atlantic  and  St. 
Lawrence  Bailroad  Company,  extending  from  Portland,  Me.,  through 
New  Hampshire  and  Vermont,  to  the  national  boundary;  mileage,  I66.5i8. 
Do  I  hey  own  that  I 

Mr.  Fink.  I  do  not  know  it  by  that  name. 

The  Chairman.  It  runs  from  Portland,  Me.,  through  New  Hamp- 
shire and  Vermont,  to  the  national  boundary. 

Mr.  Fink.  Yes,  and  to  Montreal,  does  it  not! 

The  Chairman.  Yes. 

Mr.  Fink.  That  is  the  American  portion  of  the  Grand  Trunk  Rail- 
road, of  the  main  line,  but  it  goes  under  the  name  of  the  Grand  Trunk 
Hailroad.  I  suppose,  however,  that  the  road  originally  was  named  as 
you  call  it. 
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The  Chaibman.  Then  there  is  the  Detroit,  Grand  Haven  and  Milr 
wankee  Bailway,  extending  from  Detroit  to  Grand  Haven,  in  the  State 
of  Michigan.    Is  that  another  of  their  connections  ? 

Mr.  Fink.  Yes. 

The  Chaibman.  And  the  Chicago  and  Grand  Trunk  Bailway  Com- 
pany, inclnding  two  short  terminal  lines  to  enter  Chicago,  extending 
from  Port  Hnron,  Mich.,  throngh  Indiana  to  Chicago,  f  believe  yon 
mentioned  that  line. 

Mr.  Fink.  Yes,  sir. 

The  Chairman.  And  then  the  Lewiston  and  Aabnrn^Bailway,  run- 
ning from  Lewiston,  Me.,  to  Lewiston  Junction. 

Mr.  Fink.  I  do  not  know  anything  about  that  road. 

The  Chairman.  You  do  not  know  whether  they  own  that  or  not  f 

Mr.  Fink.  No,  sir. 

The  Chaibman.  It  is  a  very  short  road,  only  5  or  5^  miles  long. 

Mr.  Fink.  I  never  had  anything  to  do  with  it. 

The  Chaibman.  Then  there  is  the  Michigan  Air  Line  Bail  way,  ex- 
tending from  Lennox  to  Jackson,  Mich. 

Mr.  Fink.  I  have  mentioned  that. 

The  Chaibman.  Then  there  is  the  Chicago,  Detroit  and  Canada 
Grand  Trunk  Junction  Bailway,  extending  from  Detroit  Junction  to 
Fort  Gratiot,  59.37  miles  long.  Do  you  understand  that  to  be  one  of 
them  f 

Mr.  Fink.  Yes,  sir. 

The  Chaibman.  Then  there  is  the  Toledo,  Saginaw  and  Muskegon 
Bailway,  extending  from  Muskegon  to  Ashley,  Mich. 

Mr.  Fink.  Yes ;  that  is  one  I  mentioned. 

The  Chaibman.  These  roads  I  have  mentioned  make  a  mileage,  ac- 
cording to  this  document  I  have  before  me,  of  857.22  miles. 

Mr.  Fink.  In  the  United  States,  yes. 

The  Chaibman.  These  roads,  the  first  one  for  instance,  the  Atlantic 
and  St.  Lawrence  Railroad,  extending  from  Portland,  Me.,  through  New 
Hamx)sh]re  and  Vermont  to  the  nationaUboundary^  beirg  16G.58  miles, 
seems  to  have  a  capital  of  $8,443,000,  with  gross  earnings  from  opera- 
tion of  $1,107,764.77,  with  a  total  freight  tonnage  of  836,152  tons.  The 
Detroit,  Grand  Haven  and  Milwaukee  Bailway,  being  189  miles  long, 
has  a  capital  of  $6,995,347.92,  with  gross  earnings  Irom  operation  of 
$1,148,316.70,  and  total  freight  tonnage  of  618,012  tons. 

The  Chicago  and  Grand  G^unk  Bailway,  including  two  short  terminal 
iftes  to  enter  Chicago,  extending  from  Port  Huron,  Mich.,  through 
Indiana,  to  Chicago,  ill.,  has  a  mileage  of  a  little  over  335  miles  and  a 
capital  of  $22,601,316.83,  with  gross  earniug  of  $3,487,589.08,  and  total 
freight  tonnage  of  1,540,659  tons. 

I  am  calling  your  attention  to  the«e  roads  so  that  if  I  am  mistaken  in 
stating  these  figures,  and  you  have  the  data  with  you,  you  may  correct 
me. 

Mr.  Fink.  I  have  brought  no  such  data  with  me. 

The  CHAiB3iAN.  Then  there  is  the  Lewiston  and  Auburn  Bailway, 
extending  from  Lewiston,  Me ,  to  Lewiston  Junction,  with  about  5^  miles 
of  rail,  having  a  capital  of  $300,000,  with  gross  earnings  of  $35,685.22, 
and  a  total  freight  tonnage  of  52,536  tons. 

Also  the  Michigan  Air-Line  Bailway  Company,  extending  from  Lenox 
to  Jackson,  Mich. ;  mileage,  105.59 ;  capital,  $1,808^6(56.67,  with  gross 
earnings  of  $169,176,  and  total  freight  tonnage  of  262,791  tons. 

Also  the  Chicago,  Detroit  and  Canada  Grand  Trunk  Junction  Bail- 
way^  extending  from  Detroit  Junction  to  Fort  Gratiot,  Mich.j  mileage, 
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59.37;  capital,  $2,881,141.40,  with  gross  earnings  of  $248,123.52,  and 
total  treigbt  tonnage  of  375,904  tons. 

The  Toledo,  Saginaw  and  Muskegon  Bailway,  extending  from  Mus- 
kegon to  Asbley,  Mich.,  96  miles,  with  a  capital  of  $3,248,000 ;  earnings 
and  tonnage  not  reported. 

The  totals  of  these  statistics  are:  Mileage,  857.22  miles;  capital, 
$46,277,472.88 ;  gross  earnings,  $6,196,055.29 ;  tonnage,  3,687,054.  All 
these  roads  seem  to  be  in  some  way  connected  with  the  Grand  Trunk. 

Mr.  Fine.  Are  these  data  taken  from  testimony  before  the  Interstate 
Commerce^  Commission  ? 

The  Chairman.  Yes,  sir. 

Mr.  Fine.  That  is  very  much  more  reliable  that  anything  in  that 
connection  that  you  could  get  from  me.    * 

The  Chairman.  Have  you  the  mileage  of  the  Grand  Trunk  proper 
from  Portland  to  Chicago  f 

Mr.  Fine.  No,  sir ;  I  have  not.  I  refer  you  to  the  Railway  Guide,  if 
yon  wish  that.  I  do  not  remember  all  these  figures.  The  distance  be- 
tween Portland  and  Chicago,  via  the  Grand  Trunk,  is  1,134  miles. 

Senator  Eeagan.  If  you  will  allow  me  to  make  the  suggestion,  Mr. 
Chairman,  the  numbet  of  branch  lines  controlled  by  each  of  these  trunk 
routes  is  given  fully  in  Poor's  Manual.  We  can  get  it  from  that  as  well 
as  from  Mr.  Fink.  I  was  thinking  whether  it  would  not  be  better  for 
ns  to  let  Mr.  Fink  make  any  general  statmeut  he  wants  to,  and  then  to 
go  into  details  afterward.  Mr.  Fink  probably  knows  better  than  any 
other  individnal  we  can  get  before  us  the  amount  of  commerce  that 
goes  off  all  the  American  portions  of  these  lines  on  to  the  Grand  Trunk, 
or  that  goes  from  the  Grand  Trunk  to  New  York,  Boston,  and  Portland^ 
and  the  reverse,  and  what  goes  by  water  and  what  by  rail. 

The  Chairman.  Allow  me  to  get  through  with  some  questions  be 
fore  we  go  into  these  matters  in  detail.    Now,  Mr.  Fink,  give  the  othet 
trunk  lines  that  you  are  agent  of  and  their  names  and  lengths. 

THE  TETJNE  JpiNES  AND  CONNECTIONS. 

Mr;  Fine.  Commencing  from  the  north  I  have  mentioned  this  Grand 
Trunk  Railway  as  the  first  trunk  line,  then  the  New  York  Central  and 
Hudson  Biver  Bailroad  as  the  second,  the  Erie  as  the  third. 

The  Chairman.  The  New  York  Central  proper  is  a  road  within  the 
State  of  New  York  t 

Mr.  Fine.  Yes,  sir;  and  connects  with  the  Grand  Tmnk  at  Buffalo. 

The  Chairman.  What  is  its  line,  for  instance,  from  the  Mississippi 
Biver  to  New  York ;  it  ha«  a  line,  I  suppose,  which  it  controls,  in  a 
sense,  that  distance  f 

Mr.  Fine.  No  j  the  New  York  Central  proper  extends  only  from  New 
York  to  Buffalo.  It  has  then  connecting  roads  which  are  controlled  by 
the  same  parties  who  control  the  New  York  Central.  The  New  York 
Central  is  a  corporation  within  the  State  of  New  York,  and  has  no  con- 
trol of  any  road  west  of  Buffalo. 

The  Chairman.  What  are  the  roads  forming  connecting  lines  with 
the  New  York  Central  f 

Mr.  Fine.  The  Michigan  Central  and  Canada  Southern  form  one 
line,  and  the  Lake  Shore  is  another ;  those  are  its  main  connections ; 
then  there  is  the  lake. 

The  Chairman.  Do  the  same  men  who  control  the  New  York  Cen- 
tral also  control  those  lines  ? 

Mr.  Fine.  No,  sir;  there  is  a  different  management  of  the  western  roads, 
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althoQgb,  to  a  great  extent,  the  propfietors  are  the  Bame.  The  Vander- 
bilt  interest  is  the  controlling  interest  in  the  roads  I  have  mentioned. 

The  Ohaibman.  Does  the  New  York  Central  do  business  between 
here  and  Chicago  with  any  other  road  jdst  as  it  does  with  the  Michigan 
Central  and  the  Canada  Soathem  and  the  Lake  Shore? 

Mr.  Fink.  The  main  connections  of  the  New  York  Central  are  those 
three  roads. 

The  Chairman.  Is  not  that  substantially  a  common  ownership. 

Mr.  Fink.  There  are  difierent  stockholders  and  there  is  a  different 
management.  You  could  ^ot  say  they  were  under  one  control  and 
ownership. 

The  Chairman.  Do  these  roads  over  which  the  New  York  Central 
exercises  ownership  do  business  with  roads  running  into  Canada! 

Mr.  Fink.  The  New  York  Central  does  business  with  the  Qrand 
Trunk  into  Canada. 

The  Chairman.  And  does  it  not  give  it  to  any  other  road  running 
into  Canada! 

Mr.  Fink.  It  gives  business  to  the  Canada  Southern  to  roads  reached 
by  that  road  in  Canada. 

Senator  Reagan.  When  you  speak  of  the  trunk  lines  under  your 
control,  you  refer,  I  suppose,  to  the  system  being  under  your  control! 

Mr.  Fink.  I  do  not  say  that  they  are  under  my  <' control." 

The  Chairman.  Allow  me  to  follow  out  what  I  am  trying  to  get  at. 
What  is  the  connection,  Mr.  Fink,  between  the  New  York  Central  and 
the  Michigan  Central!  , 

Mr.  Fink.  Do  yon  mean  the  physical  connection  or  the  financial  con- 
nection! 

The  Chairman.  I  will  get  at  it  in  this  way:  The  New  York  Central, 
in  doing  business  between  here  and  Chicago,  will  do  it  over  the  Michi- 
gan Central  or  the  Lake  Shore! 

Mr.  Fink.  Yes,  sir;  they  are  the  main  connections  of  the  New  York 
Central. 

The  Chairman.  And  they  are  regarc|f  d,  are  they  not,  as  the  New 
York  Central  line  between  here  and  Chicago  ! 

Mr.  Fink.  Yes,  sir;  and  generally  called  the  Yanderbilt system. 

The  Chairman.  That  is  the  Michigan  Central  and  the  Lake  Shore! 

Mr.  Fink.  Yes,  sir. 

The  Chairman.  Now,  what  are  the  other  roads  thatyQu  mentioned! 

Mr.  Fink.  I  had  got  as  far  as  the  Erie.  1  named  it  as  the  third  trunk 
liue.  Then,  there  is  the  West  Shore,  which  is  really  a  part  of  the  New 
York  Central.  It  is  leased  by  the  New  York  Central,  although  it  is 
operated  as  an  independent  trunk  line.  Then  comes  the  Ontario  and 
Western. 

The  Chairman.  Where  is  that  located  ! 

Mr.  Fink.  That  runs  from  New  York  over  a  part  of  the  West  Shore 
Bailroad,  and  then  it  runs  to  Oswego,  and  at  Oswego  it  connects  with 
the  Borne,  Watertown  and  Ogdensburg  Bailroad  to  Niagara  Falls,  and 
there  it  connects  with  the  Western  roads.  One  of  its  principal  con- 
nections is  the  Grand  Trunk. 

The  Chairman.  Does  it  do  business  on  the  Grand  Trunk  from  there 
west  as  far  as  Chicago  ! 

Mr.  Fink.  Yes.  Then  there  are  the  Lehigh  Valley  and  the  New  Jersey 
Central ;  although  they  are  not  direct  trunk  lines  they  connect  again 
with  some  of  the  other  trunk  lines.  Then,  there  are  the  Pennsylvania 
Bailroad,  the  Philadelphia  and  Beading,  and  the  Baltimore  and  Ohio. 
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The  Chairman.  Toa  did  not  describe  the  Erie  connectioDS. 

Mr.  Fine:.  They  connect  at  Baffalo  with  the  Grand  Trank,  also  with 
the  Lake  Shore  and  Canada  SonUiern  and  Michigan  Central  Boads. 

The  CHAIRMAN;  And  do  business  with  them  from  there  west  f 

Mr.  Fink.  Yes;  west  and  east.  Then  the  Erie  has  a  line  to  Sala- 
manca and  via-the  New  York,  Pennsylvania  and  Ohio  and  the  Chicago 
and  Atlantic  to  Chicago^  these  roads  together  forming  one  line  from 
New  York  to  Chicago. 

The  Chairman.  Have  yon  described  all  the  trunk  lines  and  their 
connections! 

Mr.  Fink:.  Yes,  sir. 

The  Chairman.  What  are  the  Pennsylvania  connections  between 
New  York  and  Chicago! 

Mr.  Fink.  It  has. two  lines  under  its  own  control,  one  by  way  of  .r 
Pittsburgh  and  Fort  Wayne  direct  to  Chicago,  and  the  other  via  the 
Pittsburgh,  Cincinnati  and  St.  Louis  Bailroad  from  Pittsburgh  by  way 
of  Columbus,  Ohio,  wliich  also  runs  to  Chicago.  Neither  the  Baltimore 
and  Ohio  nor  tbe  Pennsylvania  connects  with  the  Orand  Trunk.  The 
Baltimore  and  Ohio  Chicago  line  runs  by  way  of  Wheeling  and  Parkers- 
burg  to  Chicago,  the  whole  line  being  under  its  own  control. 

The  trunk  lines  at  their  western  termini,  or  at  least  those  which 
do  not  control  any  lines  beyond  by  lease  or  ownership  connect 
with  a  number  of  western  roads,  such  as  the  Lake  Shore,  Michigan 
Central,  Canada  Southern,  Nickel  PIsite,  and  Grand  Trunk,  and  these 
roads  connect  with  a  large  system  of  western  roads  located  west  of  the 
western  termini  of  the  trunk  lines,  east  of  the  Mississippi,  and  north 
of  the  Ohio  Biver,  which  roads  form  the  Central  Traffic  Association. 
The  Trunk  Line  Association,  New  England  roads,  and  the  Central 
Traffic  Association  form  together  what  is  called  the  joint  committee, 
for  the  purpose  of  establishing  joint  tariffs  upon  the  roads  rep^sented 
in  both  associations,  and  in  dealing  with  other  traffic  associations  in 
establishing  tariffs  beyond  the  territory  of  the  joint  committee  each 
association  deals  with  the  matters  local  to  itself,  and  in  matters  in 
which  they  are  mutually  interested  they  act  under  the  organization  of 
the  joint  committee. 

OBSEBYANOE  OF  THE  INTERSTATE  GOMMEBOE  ACT. 

The  Chaibman.  All  these  dealings  by  you  and  your  associates  are, 
as  you  think,  in  harmony  with  the  provisions  of  the  interstate  com- 
merce act  f 

Mr.  Fine.  They  are  not  only  in  harmony  with  the  interstate  com- 
merce act,  but  I  think  they  are  absolutely  necessary  iu  order  to  carry 
out  its  object  and  intent.  The  interstate  commerce  law  makes  no 
provision  for  the  establishments  of  tariffs.  It  merely  demands  that  the 
tariffs  shall  be  reasonable  and  just,  and  shall  be  enforced  and  main- 
tained. It  leaves  the  work  of  making  the  tariffs  to  the  railroad  com- 
panies; and  to  establish  reasonable  and  just  tariffs  on  150,000  miles  of 
railroad  is  the  problem  which  has  first  to  be  solved  by  the  railroads. 
Any  one  who  is  familiar  with  the  subject  will  appreciate  the  difficulties 
of  that  problem.  It  is  for  the  purpose  of  solving  this  problem  that 
these  associations  of  railroad  cooipanies  are  formed.  They  are  abso- 
lutely necessary  to  establish  proper  tariffs,  classifications,  etc.  The 
interstate  commerce  law  would  be  entirely  ineffective  in  securing  its 
object  without  their  aid,  and,  as  I  have  said  before,  they  existed  prior  to 
tbe  interstate  commerce  act. 
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The  Chaibman.  Your  organization  is  not  exactly  the  same  since  the 
l>a88age  of  the  intei'std.te  act  as  it  was  before,  is  it  f 

Mr.  Fine.  The  organization  is  the  same. 

The  Chairman.  Do  yon  carry  out  the  same  purposes  now  f 

Mr.  Fink.  The  same  purposes  and  intentions. 

The  Chairman.  Do  you  classify  freight! 

Mr.  Fink.  Yes ;  we  agree  upon  a  uniform  classification. 

The  Chairman.  Do  you  direct  freight  to  be  sent  on  one  line  and  not 
OB  another) 

Mr.  Fink.  We  do  not  do  that. 

The  CHAiB^iAN.  Do  yon  divide  the  earnings! 

Mr.  Fink.  Not  since  the  interstate  act  took  effect. 

The  Chairman.  That  is  what  1  am  trying  to  find  out,  whether  yon 
are  doing  the  same  thing  now  that  you  did  before  the  passage  of  the 
act.  What  is  the  difference,  in  your  opinion,  between  what  you  are 
doing  now  and  what  you  were  doing  before  the  act  was  passei^f 

Mr.  Fink.  Nothing,  except  we  do  not  make  any  division  of  competi- 
tive traffic    We  stopped  what  some  people  called  pooling. 

The  Chairman.  You  are  not  pooling  now,  is  that  the  idea  f 

Mr.  Fink.  Yes,  sir ;  that  is  the  effect. 

The  Chairman.  Are  you  making  contracts  with  each  other  or  allow- 
ing your  roads  to  do  so  ? 

Mr.  Fink.  With  respect  to  the  division  of  traffic,  do  you  mean  f 

The  Chairman.  For  the  fixing  of  rates  and  all  that  sort  of  thing. 

Mr.  Fink.  The  roads  ^lake  agreements  with  each  other  for  the  es- 
tablishment of  tariffs  and  the  classification  of  freight.  They  did  this 
before  the  interstate  commerce  act  was  in  force,  and  have  continued  to 
do  so  since.  The  i)oi)ular  impression  seemed  to  be  that  our  association 
was  merely  for  the  purpose  of  pooling,  but  that  is  a  mistaken  idea. 
The  object  of  our  association  was  to  establish  proper  tariffs  and  to 
maintain  them,  and  the  pooling  was  merely  incidental.  It  was  applied 
to  only  a  comparatively  small  amount  of  traffic^  and  was  resorted  to 
merely  as  a  means  of  maintaining  the  established  tariffs,  and  to  remove 
the  motive  for  their  violation,  preventing  the  payment  of  rebates  and 
other  devices  resulting  in  unjust  discriminations. 

The  Chairman.  You  are  now  doing  what  you  did  before,  except  that 
you  are  not  dividing  earnings  and  diverting  the  shipment  of  freight,  is 
that  it  f 

Mr.  Fink.  Yes,  sir ;  otherwise  the  operation  of  the  organization  is 
the  same. 

The  Chairman.  You  seem  to  have  the  Grand  Trunk  of  Canada  in 
this  association  just  as  you  have  the  other  roads. 

Mr.  Fink.  Yes,  sir ;  the  Grand  Trunk  has  been  in  the  association 
firom  the  beginning ;  for  the  last  seven  or  eight  years. 

differential  rates. 

The  Chairman.  Will  you  tell  the  committee  what  the  facts  are  with 
reference  to  differentials!  State  if  there  are  any  between  the  Grand 
Trunk  and  the  American  roads. 

Mr.  Fink.  The  Grand  Trunk,  in  connection  with  the  Central  Vermont, 
on  west-bound  traffic  from  Boston  have  differential  rates ;  that  is  to  say, 
lower  rates  than  are  charged  by  some  of  the  other  lines. 

The  Chairman.  How  much  lower! 

Mr.  Fink.  From  Boston  the  rate  via  the  Central  Vermont — an  Ameri- 
can road— and  the.  Grand  Trunk  to  Chicago  via  the  all-rail  route  are 
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the  following  amoants  less  than  the  hi|i[he8t  rates  charged  by  the  other 
roads  ou  the  respective  classes,  viz: 


ClaMes. 

Per  100 
poaodft. 

CUafles. 

Per  109 
poandtt. 

First 

Cfmit 
10 
8 
0 

Fourth 

OtnU. 

4 

Second 

Fifth 

4 

Third 

Sixth 

3 

The  Chaibman.  Aggregating  about  what  per  centt 

Mr.  Fink.  Aggregating,  I  snppose,  abont  12  per  cent. 

The  Chairman.  Do  they  have  an  advantage,  if  yoq  know,  ov^  and 
above  the  American  roads  in  the  trans4)ortation  of  freight  from  west  to 
east,  or  vice  versa  t 

Mr.  Fine*  It  is  not  so  considered.  Differential  rates-are  allowed  to 
certain  roads  because  they  labor  under  certain  disadvantages  which 
prevent  them  from  obtaining  a  fair  share  of  the  competitive  traffic  at 
equal  rates  with  superior  lines. 

The  Chairman.  As  between  the  American  roads  and  the  Canadian 
roads,  Canada  being  a  foreign  government,  do  you  think  it  is  right  that 
a  discrimination  in  their  favor  should  be  made  f 

Mr.  Fink.  In  the  matter  of  differential  rates  we  make  no  distinction 
between  the  American  and  Canadian  roads.  The  Canadian  xoads  have 
not  exclnslvely  any  differential  rates;  they  have  them  in  connection 
with  the  American  roads,  and  they  apply  to  all,  regardless  of  the  fact 
that  one  road  is  located  in  Canada  and  the  others  in  the  United  States. 

The  Chairman.  Suppose  the  Grand  Trunk  charged  the  same  between 
Boston  and  Chicago  as  the  other  trunk  lines! 

Mr.  Fink.  Then  they  would  have  to  go  out  of  business,  that  is  all. 

The  Chairman.  Who  would  have  to  go  out  of  business  t 

Mr.  Fink.  The  Grand  Trunk  and  its  American  connecting  roads ;  in 
this  case  the  Central  Vermont. 

The  Chairman.  You  think  they  would  have  to  quit  f 

Mr.  Fink.  I  do  not  say  they  would  have  to  stop  altogether,  but  they 
would  have  to  be  satisfi^  with  less  business.* 

The  Chairman.  Why  do  you  think  so  f 

Mr.  Fink.  Because  their  line  is  longer.  They  have  been  working  so 
long  under  low  rates  that  nobody  would  be  willing  to  pay  them  more, 
and  as  soon  as  they  advanced  the  rates  a  great  many  shippers  would 
doubtless  leave  them.  The  shippers  want  some  inducement  in  the  way 
of  lower  rates  to  ship  over  that  road. 

The  Chairman.  How  much  longer  is  that  route  than  the  route  of  the 
Pennsylyania  or  the  route  of  the  New  York  Central  between  Boston 
tod  Chicago  ? 

Mr.  Fink.  The  shortest  line  between  Boston  and  Chicago  is  via  the 
Fitchburg,  West  Shore,  and  Nickle  Plate  Bailroads,  1,004  miles,  llie 
distance  via  the  Central  Vermont,  Grand  Trunk,  and  Chicago  and 
Grand  Trunk  roads  is  1,175  miles,  or  abont  170  miles  longer  than  via 
the  direct  route  between  Boston  and  Chicago. 

The  Chairman.  Do  you  understand  that  the  Grand  Trunk  is  operated, 
so  far  as  concerns  its  business  that  goes  out  of  the  United  States  into 
Canada  and  comes  into  the  United  States  again,  or  goes  out  of  the 
United  States  into  Canada,  or  comes  from  Canada  into  the  United 
States,  under  the  interstate  actt 
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Mr.  Fink.  The  Grand  Trunk  Company  professes  to  be  operating 
under  the  act  as  it  nnd)erstands  it.  I  suppose  you  are  all  familiar  with 
the  recent  case  before  the  Interstate  Commerce  Commission,  in  which 
they  were  accused  of  not  comi)lyiug  with  the  law  f 

The  Chairman.  What  is  the  fact — do  they  publish  theTr  rates  t 

Mr.  Fink.  I  think  they  profess  to  do  so,  and  as  far  as  I  know  they^ 
intend  to  comply  with  the  interstate  act? 

The  CHAI0MAN.  In  this  case  you  referred  to,  they  published  their 
rates  on  coal,  for  instance,  from  points  in  the  United  States  to  certain 
points  in  Canada  at$l  a  ton,  but  having  made  a  rebate,  they  charged 
really  only  75  cents  f 

Mr.  Fink.  Yes. 

The  Chairman.  Do  they  publish  their  rates  according  to  the  diffei 
entials  made  by  agreement  between  these  trunk  lines  f 

Mr.  Fink  Yes,  as  far  as  I  know. 

The  Chairman.  1  understand  you  to  say  that  the  Grand  Trunk  does 
business  between  Chicago  and  New  York  ? 

Mr. Fink.  Yes,  sir;  iu  connection  with  American  roads. 

Tbe  Chairman.  Does  the  Grand  Trunk  get  a  differential  as  between 
it  and  the  Pennsylvania  or  the  Erie  ? 

Mr.  Fink.  Not  on  east-bound  business,  except  on  dressed  beef.  On 
general  merchandise  and  on  grain  coming  from  the  West  to  the  East 
there  are  no  differentials  by  any  road  at  present. 

The  CHAmMAN.  Is  there  not,  from  Chicago  to  Boston,  a  differential 
in  favor  of  that  road  ? 

Mr.  Pink.  !N'o,  sir;  on  west-bound  traffic  from  Boston  and  New 
York  the  Grand  Trunk  is  a  party  to  differential  rates  in  connection 
with  American  lines,  as  already  stated. 

The  Chairman.  Does  your  observation  justify  you  in  saying  that 
tbe  Grand  Trunk  publishes  its  rates  between  the  East  and  the  West, 
and  that  it  adheres  to  them,  or  notf 

Mr.  Fink.  My  understanding  is  that  they  publish  all  their  rates, 
and  intend  to  act  under  the  interstate  law.  I  have  no  guaranty  that 
any  road  maintains  the  rates. 

The  Chairman.  You  believe  that  they  do  maintain  the  rates,  the 
Canadian  roads  as  well  as  the  other  roads  of  the  United  States! 

Mr.  Fink.  That  is  a  difficult  question  to  answer.  It  is  impossible  to 
tell  who  maintains  the  rates  and  who  does  not,  because  there  are  ten 
thousand  ways  in  which  rates  can  be  cut  without  the  possibility  of 
proving  it.  Generally  speaking,  I  believe  rates  are  maintained.  There 
are  a  great  many  difficulties  connected  with  this  problem  of  establish- 
ing and  maintaining  rates.  I  do  not  know  that  I  could  here  fully  ex- 
plain them.  <  It  is  a  v.ery  complicate.d  subject.  The  Grand  Trunk,  for 
example,  has  a  line  by  way  of  Portland  for  export  traffic  and  has  a 
different  ^iK'angement  with  the  steam-ship  lines  there  than  the  other 
trunk  lines  have  with  steam-ship  lines  from  New  York  and  ot^ier  ses^ 
ports. 

The  Chairman.  I  would  like  to  have  you  tell  us  as  to  that. 

EXPORT  RATES. 

Mr.  Fink.  The  law  in  regard  to  this  export  business  is  not  very  ex- 
plicit. There  is  a  doubt  about  whether  the  law  intended,  and  I  believe 
it  did  not,  that  the  through  rates  from  interior  American  points  to 
places  in  foreign  countries — say,  for  example,  Liverpool — should  be  reg- 
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ulated  by  the  law.  If  it  was  so  intended,  it  woald  be  impossible  to 
carry  it  oat.  Tliere  has  beeu  a  good  deal  of  disseDsion  between  the 
roads  as  to  the  manuer  in  which  the  export  rates  should  be  made  and 
published  under  the  law.  The  Interstate  Commerce  Commission  has 
had  the  mat1}er  before  it.  It  is  a  most  complicated  and,  I  fear^  insolu- 
ble question  to  be  regulated  by  law. 

The  Chairman.  I  believe  the  Commission  holds  that  under  the  law 
a  common  carrier  can  be  compelled  to  state  its  rates  from  Chicago,  for 
instance,  to  Boston  or  to  New  lork,  separate  and  distinct  from  the 
rate  from  here  to  Liverpool  t 

Mr.  Fink.  Yes,  sir ;  that  is  their  position,  and  I  think  it  is  a  correct 
one. 

The  Chairman.  If  this  Canadian  Orank  Trunk  runs  through  any 
portion  of  the  United  States,  and  the  proper  Construction  of  the  inter- 
state act  is  that  they  shall  be  required  to  publish  and  adhere  to  their 
rates,  and  that  all  the  roads,  American  as  well  as  Canadian,  which  do 
business  in  this  country  shall  be  required  to  publish  their  rates  from- 
the  point  from  which  the  freight  starts  to  the  seaboard  point,  separate 
and  distinct  from  the  ocean  rate,  is  not  that  part  of  the  law  enforceable! 

Mr.  Fink.  It  is  enforceable;  but  whether  by  enforcing  it  justice  will 
be  done  to  all  interests  is  a  question. 

Th^  Chairman.  If  the  law  be  enforced  in  that  res|:)ect  I  can  not  see 
where  injustice  would  be  done  anybody. 

Mr.  Fink.  The  Grand  Trunk  maintains  that  if  it  makes  the  same  in- 
land rate  on  export  business  via  Portland  as  the  other  roads  make  via 
the  other  ports,  it  could  not  get  any  steamers  to  come  to  Portland. 
In  other  words,  they  have  to  subsidize  steamers  to  come  to  Port- 
land. There  is  no  competition  there  between  steam  ship  lines.  Only 
one  line  runs  from  that  port  during  a  portion  of  the  year,  and  if 
they  want  business  via  Portland  they  have  to  enter  into  special  agree- 
ments with  the  steam- ship  line  that  will  induce  them  to  run  their  ves- 
sels to  Portland.  If  they  charge  the  same  inland  rate  a«  is  charged  to 
Boston,  where  they  have  the  benefit  of  competition  between  the  ocean 
lines,  they  could  not  afford  to  do  the  business  through  Portland  at  the  same 
inland  rate.  There  is  no  trade  at  Portland,  and  they  can  not,  as  they 
do  in  New  York,  fill  up  their  ships  with  what  is  called  spot  freight. 
They  are  therefore  in  a  i>eculiar  position.  If  they  fix  the  inland  rate 
too  high,  they  may  not  get  any  business  at  all,  and  they  are  prohibited 
by  law  from  changing  the  inland  rate  except  on  previous  notice,  to  meet 
the  competition  via  other  ports.  The  same  position  is  held  by  the  South- 
ern railroads.  At  Norfolk  and  Newport  News  the  conditions  are  sim- 
ilar to  those  at  Portland,  and  entirely  different  from  what  they  are  at 
New  York  and  Boston.  They  have  no  steam-ship  competition  at  those 
ports.  ^ 

The  Chairman.  How  about  Baltimore  f  • 

'  Mr.  Fink.  Baltimore  is  very  much  the  same  as  New  York  and  Phila- 
delphia, though  Philadelpha  has  only  a  few  steam-ship  lines.  So  there 
is  something  to  be  said  on  both  sides  of  the  question,  and  one  common 
rule  does  not  cover  all  the  various  conditions  that  have  to  be  met  and 
dealt  with.  Of  course  yon  can  shut  up  Norfolk  and  Newport  News  and 
Portland  as  export  points  by  making  a  cast-iron  rule  that  shall  apply 
alike  to  every  port  on  the  Atlantic  and  Pacific  coasts ;  but  what  is  to  be 
gained  thereby  f  The  effect  of  such  legislation  is  neither  in  the  interest 
of  commerce  nor  fair  to  the  comi3eting  transportation  companies.  While 
its  object  is  to  prevent  unjust  discrimination,  it  in  fact  creates  it. 

The  Chairman.  Have  you  any  suggestions  with  respect  to  amend* 
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ment  of  the  interstate  act  tbat  woald  be  a  relief  to  commerce  and  im- 
>,   prove  the  situation  over  what  it  is  now  f 

Mr.  Fink.  Tbe  difficulty  is  to  regulate  commercial  transactions  by  fixed 
laws.  Questions  of  the  nature  above  referred  to  have  to  be  dealt  with 
according  to  tbe  conditions  prevailing  in  each  case,  and  the  proper 
means  have  to  be  adapted  to  the  end,  in  accordance  with  said  condi- 
tions. The  only  remedy  I  can  snggest  is  to  give  discretion  to  the  Com- 
mission to  deal  with  these  questions  and  to  make  e^cceptions  where  they 
ought  to  be  made,  in  their  jtfdgment.  Many  of  these  questions  have  to 
be  settled  by  the  railroad  companies  themselves,  and  that  has  been  the 
practice  heretofore ;  but,  as  they  have  had  no  power  to  enforce  their 
agreements,  their  settlement  ha^  not  been  permanent.  The  Interstate 
Commerce  Commission  should  act  as  a  board  of  arbitration  as  between 
tbe  railroad  companies  themselves  and  as  between  the  railroad  com- 
panies and  the  public,  and  see  that  the  proper  measures  devised  and 
agreed  npon  are  carried  into  practical  effect.  Of  course  it  is  easier  to 
snggest  this  than  to  carry  it  out,  but  the  only  alternative  is  to  put  up 
with  the  evils  which  must  necessarily  result  from  the  enactment  of  rigid 
laws  to  govern  commercial  affairs,  or  to  adopt  some  such  plan  as  sug- 
gested, imperfect  though  if)  may  be. 

TBAFFIO  CABRIED  BY  CANADIAN  LINES. 

The  Chaibhan.  I  will  ask  you  whether  you  can  furnish  us  a  state- 
ment of  the  traffic  carried  over  the  Grand  Trunk  and  Canadian  Pacific 
Kail  ways  from  and  to  the  United  States  ? 

Mr.  Fink.  I  ctan  give  you  u  genera!  idea.  Take  a  line  running 
from  Parkersburg,  Wheeling,  Eric,  Bufialo,  Salamanca,  and  Toronto, 
through  the  western  termini  of  the  trunk  lines;  we  have  the  statistics 
of  the  tonnage  that  is  carried  from  the  seaboard  cities  to  these  termini 
and  to  points  west  thereof;  and  also  the  statistics  of  the  tonnage 
comiifg  from  these  points  and  points  west  thereof  to  points  east  of 
that  line.  Of  the  east-bound  trafiic  just  referred  to,  which  amounts  to 
about  11,000^000  tons  per  annum,  the  Grand  Trunk  carries  over  its 
main  line  to  Toronto  and  points  east  thereof  about  8  per  cent,  of  the 
whole.  This  traffic  comes  from  all  points  west  of  Toronto  and  goes 
to  all  points' east  of  Toronto.  Of  this  8  per  cent.  3.1  per  cent.,  amount- 
ing to  346,000  tons,  goes  to  points  in  Canada.  The  remainder,  538,000 
tons,  goes  into  the  New  England  States.  The  Grand  Trpnk  brings 
also  to  the  trunk  lines  at  Buti'alo  and  Suspension  Bridge  6^  per  cent, 
of  these  11,000,000  tons.  This  tonnage  mainly  comes  from  points  in 
the  United  States,  and  reaches  the  Grand  Trunk  at  Detroit  or  Port 
Huron,  and  passes  back  into  the  United  States  at  the  Niagara  frontier. 
It,  however,  includes  a  small  portion  of  Ontario  traffic  coming  into  the 
United  States.  From  I^ew  York  City  the  West  Shore,  Delaware, 
Lackawanna  and  Western,  and  New  York,  Lake  Erie  and  Western  Rail- 
roads deliver  to  the  Grand  Trunk  about  17  per  cent,  of  tbe  tonnage, 
and  the  Grand  Trunk  receives  from  the  Central  Vermont  liailroad,  via 
New  London,  about  3  per  cent,  of  the  New  York  tonnage  which  reaches 
the  Grand  Trunk  at  St.  John ;  so  they  get  about  17  per  cent,  at  the  Ni- 
agara frontier  and  3  per  cent,  at  St.  John  of  the  New  York  business. 
The  total  tonnage  from  New  York  City  annually  amounts  to  about 
1,300,000.  In  this  statement  is  not  included  the  tonnage  from  interior 
points  in  Now  York  State  and  Pennsylvania  which  may  reach  the  Grand 
Trunk  at  Buffalo. 
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From  Boston  and  somaother  Ne w  England  points,  the  tonnage  of  wbich 
amounts  to  about  380,000  tons  per  annum,  the  Grand  Trunk  receives 
about  13  per  cent,  by  way  of  the  Central  Vermont  Eailroad  and  St. 
John,  and  about  7.4  per  cent,  is  carried  from  Boston  and  New  England 
by  the  Fitchburg  and  West  Shore  to  Buffalo  and  there-  given  to  the 
Orand  Trunk,  so  that  tbey  get  about  20.4  per  cent,  of  this  business,  13 
per  cent,  of  which  strikes  them  at  St.  John  and  about  7.4  per  cent,  at 
the  Niagara  frontier.  ^ 

The  Chaibkan.  Are  there  any  differentials  on  that  tonnage! 

Mr.  Fink.  Yes ;  some  of  the  American  iiue«  from  New  York  City 
connecting  with  the  Grank  Trunk  at  NiagaraFalls,  and  the  Central  Ver- 
mont from  Boston  and  New  England,  connecting  with  the  Grank  Trunk 
at  St.  John,  have  differential  rates.  The  Erie,  the  New  York,  Ontario 
and  Western,  the  Lehigh  Valley,  the  Delaware,  Lackawaaua  and 
Western,  and  the  West  Shore  Railroads,  have  differential  rates  out  of 
New  York  as  against  the  New  York  Central,  the  Pennsylvania,  and  the 
Baltimore  and  Ohio  Railroads. 

The  Chairman.  Is  that  differential  based  on  the  length  of  the 
roads f 

Mr.  Fink.  No,  sir ;  it  is  Ibased  on  the  general  idea  that  these  roads 
can  not  get  a  fair  share  of  the  business  unless  they  charge  less  than 
the  roads  which  have  no  differential. 

The  Chairman.  Is  the  differential  indicated  in  the  published  tariff! 

Mr.  Fink.  The  published  tariffs  show  the  actual  rates  charged ;  they 
do  not  show  the  difference  in  the  rates,  but  they  show  the  actual  rates 
after  deducting  tbe  allowed  differentials  from  the  full  tariff. 

Senator  Hisgook.  Is  there  an  increased  differential  on  the  GraLd 
Trunk  in  addition  to  what  is  given  the  American  roads  f 

Mr.  Fink.  The  differentials  on  west-bound  traffic  originating  on 
American  roads  are  not  given  to  the  Grand  Trunk  or  with  any  refer- 
ence to  the  Grand  Trunk,  but  are  given  altogether  to  the  American 
roads,  tbe  Grand  Trunk,  being  a  connection  of  those  American  roads, 
only  happens  to  get  the  benefit  of  the  lower  rate. 

Senator  Hisoogk.  And  the  amount  of  benefit  that  the  Grand  Trunk 
receives  ^from  it*  depends  uponjts  division  of  rate  with  its  American 
connectiou*Y 

Mr.  Fink.  Yes,  sir;  they  incidentally  get  the  benefit.  So  do  the 
American  roads  connecting  with  the  trunk  lines  which  have  differen- 
tials. For  example,  the  Nickel  Plate,  being  a  connection  of  the  Lacka- 
wanna, gets  the  benefit  of  the  differential  rate. 

The  Chairman.  Can  you  give  us  a  succinct  statement  of  the  amount 
of  differentials  on  these  lines,  both  east  and  westf 

Mr.  Fink.  Yes ;  I  can  give  you  the  exact  figures.  I  have  not  them 
with  me,  but  will  furnish  them  hereafter. 

The  following  is  a  statement  of  the  differentials  now  in  use  sul\ae- 
quently  furnished  by  Mr.  Fink : 
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Wesi-hcnnd  differentials, 
[Cent*  per  |00  pounds.] 


?roiii  New  York  t  ^ 

Kew  York,  Lake  Erie  ttid  Weetern ;  West  Shore ;  Delaware,  Laoka- 
waoiiaaiKl  Weetem }  Lehigh  Valley,  and  connectiooB,  inciading  Grand 

XnnkBailway 

ITew  York,  Ontario  and  Western,  and  oonneotionft,  inolnding  Grand 
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AGBEEMENTS  AS  TO  BATES. 


The  Ohaibman.  Is  not  the  object  of  the  differentials  to  enable  the 
roads  to  reach  an  agreement  as  to  the  amonnt  of  traffic  that  e4ch  shall 
secaref 

Mr.  Fink.  The  object  of  making  differentials — that  is  to  say,  making 
an  agreement  for  certain  roads  to  charge  less  rates  than  others  on 
freight  carried  between  the  same  points — is  to  bring  abont  a  fair  dis- 
tribution of  the  traffic  between  competing  roads.  Assuming  a  number 
of  roads  to  be  competing  for  business  between  the  same  points,  some 
of  which  afford  inferior  facilities  to  the  shipper,  it  is  evident  that  if 
these  roads  were  compelled  to  charge  the  same  rates  as  the  roads  af^ 
fording  better  facilities  they  could  not  obtain  any  traffic.  They  there- 
fore offer  an  inducement  to  the  shippers  by  making  lower  rates  to  com- 
X)ensate  them  for  accepting  an  inferior  service. 

The  Chairman.  The  continuance  of  the  differential  plan  results  in 
an  agreement  as  to  what  the  rates  shall  be,  and  in  effect  results  in 
keeping  the  rates  up  on  all  the  roads,  does  it  not  t 

Hr.  Fink.  Differential  rates  are  agreed  upon  to  prevent  wars  of 
rates.  If  one  road  makes  lower  rates  than  its  competitors  and  secures 
an  undue  amount  of  business  the  competing  roads  will  necessarily  make 
a  similar  reduction,  and  this  process  might  be  repeated  until  the  rates 
became  unremunerative.  If  the  rates  are  fixed  by  mutual  agreement 
or  by  arbitration  and  are  adhered  to,  and  if  statistics  are  kept  showing 
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what  the  boetiness  of  each  road  is  under  a  certain  adjaatment  of  ratesi 
and  it  ia  shown  that  each  road  aecares  a  Batisfactory  share  of  the  traffic, 
there  is  no  canse  for  fighting  or  for  wars  of  rates. 

The  Ghaibhak.  Have  yon  any  knowledge  of  the  Canadian  Pacific 
Bailroad  t 

Mr.  Fink.  Only  a  general  knowledge. 

The  Ghaibmav.  '  Are  they  making  any  progress  toward  coming  in 
competition  with  the  Grand  Trunk  in  the  Eastf 

Mr.  Fink..  They  are  in  competition  with  the  Grand  Trunk  in  Canada 
and  they  are  coming  into  competition  with  the  railroads  in  the  United 
States.  They  reach  Boston  and  New  York,  but  so  far  we  have  not  felt 
their  competition  to  a  great  extent.  I  suppose  that  in  the  course  of  time 
the  Canadian  Pacific  will  be  a  much  stronger  competitor. 

Senator  Hisgugk.  I  would  like  to  ask,  Mr.  Chairman,  whether  if  these 
differentials  were  prohibited  would  Canada  profit  by  their  prohibition! 

Mr.  Fink.  I  do  not  think  the  prohibition  of  difi^erentials,  which  metos 
the  enforcement  of  the  same  rates  for  like  service  on  all  roads,  would 
have  any  other  efl'ect  than  to  draw  business  from  the  weaker  roads  and 
give  it  to  the  stronger  ones,  regardless  of  their  location  in  this  conivtry 
or  in  Canada.  At  present  there  is  no  law  prohibiting  any  road  making 
as  low  rates  as  it  pleases,  if  it  otherwise  complies  with  the  interstate 
commerce  law.  There  can  be  no  prohibition  of  di^erential  rates  unless 
the  Government  prescribes  the  rates  find  makes  them  alike  for  like 
service  on  all  roads,  American  and  Canadian. 

The  Chairman.  When  the  Canadian  Pacific  completes  its  eastern 
connections  it  will  be  a  pretty  strong  competitor  with  the  Grand  Trunk, 
will  it  not  f 

Mr.  Fink.  With  all  the  trunk  lines. 

The  Chaibman.  In  doing  business  in  New  England  and  in  the  Westt 

Mr.  Fink.  Yes:  with  all  the  lines.  They  can  not  help  but  be  a  com- 
petitor of  all  the  lines,  as  they  are  all  so  closely  connected. 

The  Chairman.  Have  they  any  connection  now  with  your  organiza> 
tion  t 

Mr.  Fink.  No. 

CANADIAN  GARS  IN  THE  UNITED  STATES. 

The  Chairman.  What,  in  your  judgment,  is  the  feeling  of  the  rail- 
road companies  of  the  United  States  in  regard  to  the  practice  of  allow- 
ing Canadian  cars  to  pass  to  and  fro  over  their  lines ;  that-is,  do  you 
think  the  railroad  companies  of  the  United  States  would  favor  the  plan 
of  forbidding  Canadian  cars  from  coming  beyond  the  national  bound- 
ary! 

Mr.  Fink.  The  roads  thut  now  connect  with  the  Grand  Trunk  and 
exchange  traflBc  with  that  road  would  not  favor  it;  their  competitors, 
however,  might.  There  are  so  many  American  roads  exchanging  traffic 
with  the  Grand  Trunk  that  it  would  afiPect  the  business  of  these  roads 
and  their  patrons  very  seriously  if  the  exchange  of  cars  was  discon- 
tinued. 

The  Chairman.  What  is  the  practice  now  as  regards  American  cars 
and  Canadian  cars;  do  they  go  back  and  forth  interchangeably  f 

Mr.  Fink.  Yes,  sir;  they  go  back  and  forth  without  any  hindrance 
and  without  being  disturbed,  so  far  as  I  know.    « 

The  Chairman.  Are  there  many  Canadian  cars  in  this  country  f 

Mr.  Fink.  I  can  not  tell  you  how  many  there  are. 

The  Chairman.  And  when  these  cars  get  into  the  United  States  what 
becomes  of  them  t 
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Mr.  Fink.  They  are  treated  like  the  cars  of  au j  American  connecting 
railroad. 

The  Chairman.  Are  they  taken  and  used  by  other  companies  ? 

Mr.  Fink.  Yes,  Rir ;  when  they  come  here  they  load  them  and  send 
back  with  freight  over  the  same  line.  That  is  the  rule  and  understand- 
ing between  the  railroads. 

The  Chairman.  So  there  is  really  no  line  between  the  United  States 
and  Canada  that  is  observed  in  the  transportation  of  cars  from  one 
country  to  the  other! 

Mr.  Fink.  Both  countries  are  just  like  one  country,  except,  I  suppose, 
there  are  certain  custom-house. regulations  which  have  to  be  observed 
regarding  freight  passing  in  and  out  of  Canada. 

The  Chairman.  Do  you  know  of  any  law  by  which  a  Canadian  car 
can  come  into  this  country  at  allf 

•  Mr.  Fink.  No,  sir.  I  am  not  familiar  with  the  law  in  regard  to  pay- 
ing duty  on  cars  that  come  to  this  country.  I  have  never  had  any 
interest  in  it,  and  so  far  as  I  know  it  has  not  been  enforced  if  there  be 
any  such  law. 

The  Chairman.  What  do  the  railroad  men  of  the  United  States  pre- 
fer in  the  matter?  What  is  their  wish  about  it ;  that  their  cars  shall 
go  into  Canada  and  Canadian  cars  come  here  and  be  used  promis- 
cuously  t 

Mr.  Fink.  I  suppose  that  they  are  in  favor  of  continuing  the  present 
practice  without  any  obstruction  being  put  in  the  way  of  free  inter- 
change. 

The  Chairman.  The  roads  of  which  country  have  the  larger  number 
of  cars t 

Mr.  Fink.  Of  course  the  American  roads  have  more  cars  than  the 
Canadian  roads. 

The  Chairman.  Does  this  country  have  more  cars  in  Canada  than 
Canada  has  in  this  country,  or  how  is  thatf 

Mr.  Fink.  I  can  not  tell  you,  but  perhaps  the  Grand  Trunk  people 
cskjn  ;  they,  no  doubt,  keep  the  statistics. 

The  Chairman.  What  is  the  rate  per  mile  for  the  use  of  cars  7 

Mr.  Fink.  Three  quarters  of  a  cent  a  mile  for  the  ordinary  freight 
cars  and  1  cent  a  mile  for  refrigerator  cars. 

The  Chairman.  I  suppose  you  are  in  favor  of  requiring  the  Canadian 
roadSi  if  they  do  business  in  "the  United  States,  to  obey  the  law  of  the 
United  States,  like  our  own  roads  ? 

Mr.  Fink.  Most  certainly.. 

The  Chairman.  What  is  the  feeling  of  the  representative  men  of 
these  other  American  trunk  lines  f    I  believe  you  indicated  that  the 
<7rank  Trunk  was  getting  the  advantage. 

Mr.  Pink.  Yes,  sir ;  that  is  the  feeling  of  a  great  many ;  especially 
of  the  Western  direct  competitors  of  the  Grand  Trunk.  Its  Chicago 
competitors  maintain  that  the  Grand  Trunk  gets  more  of  the  traffic  than 
it  ought  to  have. 

Senator  Keagan.  Could  they  not  correct  that  by  reducing  the  dift'er- 
ential  f 

Mr.  Fink.  The  Grand  Trunk  has  no  difterential  on  east-bound  busi- 
ness. Pooling,  that  is,  an  agreement  to  restrict  each  road  to  a  certain 
amount  of  business,  would  be  the  proper  remedy. 

Senator  Eeagan.  You  may  call  it  pooling  or  allowing  differentials; 
but  I  say  by  reducing  the  advantage,  can  they  not  correct  that  1 

Mr.  Fink.  It  is  very  difficult  to  accomplish  t  by  differentials.    Pool- 
ing would  l)e  a  much  more  direct  method. 
6543 2 
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Senator  Eeagan.  If  the  Amcricau  lines  are  forbidden  to  charge  a 
lower  rate  for  a  longer  than  a  shorter  haul  over  their  routes^  then  the 
Canadian  lines  should  be  required  to  do  the  same  thing,  should  they 
not  f  What  I  mean  is  this :  If  we  require  the  American  roads  to  ob- 
serve what  we  call  the  long  and  short  haul  provision  in  the  interstate 
act,  there  ought  to  be  some  means  by  which  the  Canadian  roads  which 
do  that  business  in  the  United  States  should  be  required  to  do  the  same 
thing  as  our  roads  are  required  to  do^  should  there  not? 

Mr.  Fink.  By  all  means. 

Senator  Hisgock.  Let  me  understand  you.  I  do  not  understand 
that  these  differential  rates  interfere  with  that  in  any  way. 

Mr.  Fink.  No,  sir  j  they  have  no  connection  with  the  long  and  short 
haul  requirement. . 

The  Chairman.  We  will  probably  hear  from  railroad  men  before  we 
tret  through  with  this  investigation,  that  under  the  operation  of  the' 
long  and  short  haul  provision  of  the  interstate  act  the  Canadian  roads 
get  an  advantage  in  some  way.  I  do  not  know  whether  we  will  or  not, 
but  am  inclined  to  think  we  will. 

Mr.  Fink.  They  have  an  advantage  only  in  so  far  as  they  need  not 
observe  the  law  in  Canada.  The  Canadian  roads  can  make  low  rates 
in  competition  with  the  American  roads,  and  need  not  reduce  their 
local  rates  under  the  long  and  short  haul  clause,  while  the  low  com- 
petitive rates  on  American  roads  force  a  reduction  in  rates  on  all  local 
traffic. 

The  Chairman.  Has  your  attention  been  directed  to  the  recent  large 
diversion  of  traffic  from  the  Few  England  States  and  New  York  City 
over  the  Ontario  and  Western  road  to  Prescott,  Canada,  thence  over  the 
Canadian  Pacific  and  the  Canadian  Steam-ship  Lines  to  Vancouver,  to 
China,  and  Japan!  It  appears  from  reports  of  the  Chief  of  the  Bu- 
reau of  Statistics  at  Washington  that  this  consists  chiefly  of  cotton 
goods.  Do  you  know  whether  the  goods  from  New  York  and  New  Eng- 
land are  carried  through  and  strike  the  Canadian  Line  and  then  go  on 
the  Canadian  Pacific,  thence  to  China  and  Japan,  on  their  line  of 
steamers  f 

Mr.  Fink.  I  have  not  seen  these  reports. 

The  Chairman.  It  is  reported  that  New  England  goods  go  over  that 
line  very  largely. 

Mr.  Fink.  The  Ontario  and  Western  does  not  get  a  large  amount  of 
business  from  New  York  via  the  Canadian  Pacific.  No  doubt  that  busi- 
ness will  increase  hereafter.  At  present  the  Canadian  Pacific  competition 
is  not  felt  in  New  York.  In  New  England  I  have  not  heard  any  com- 
plaints that  that  road  has  taken  any  undue  amount  of  business  so  far. 

The  Chairman.  Have  you  any  general  knowledge  of  the  business  of 
the  Canadian  Pacific  in  its  shipments  into  our  markets  ? 

Mr.  Fink.  I  know  very  little  about  it.  I  have  no  business  relations 
with  them. 

The  Chairman.  Do  you  think  that  this  amount  of  traffic  that  the 
Grand  Trunk  road  has  been  getting,  according  to  your  statement,  would 
be  got  by  them  if  they  actually  observed  the  interstate  act,  and  sim- 
ply relied  upon  the  differential  that  you  agreed  upon  T 

the  policy  of  the  aRAND  TRUNK. 

Mr.  Fink.  The  Grand  Tnmk  has  recently,  within  the  laat  two  or  three 
months,  got  a  large  amount  of  business ;  but  I  could  not  say  that  it  waa 
because  of  a  violation  of  the  interstate  law,  nor  could  I  tell  by  what 
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means  tbey  obtained  this  undue  amount.  Until  recently  the  amount  of 
business  caFried  by  the  Grand  Trunk  after  the  enactment  of  the  inter- 
state law  did  not  materially  differ  from  that  carried  before.  There  are 
a  great  many  waya  in  which  this  recent  increase  might  be  accounted 
for,  but  I  could  not  speak  positively  on  that  subject.  So  far  as  my  inter- 
course with  the  Grand  Trunk  is  concerned,  it  conforms  to  our  rules  and 
tarifbs  about  as  well  as  other  roads  do.  I  believe  the  Grand  Trunk  is  a 
little  more  aggresive  (to  use  a  mild  term)  in  securing  business  and  tak- 
ing every  advantage  they  can.  I  think  they  have  been  more  conserva- 
tive since  the  interstate  law  has  been  in  effect.  They  do  not  want  to 
be  disturbers,  and  I  think  they  have  sense  enough  to  know  that  if  they 
get  too  much  business  the  American  lines  will  not  stand  it.  The  Grand 
Trunk  will  go  for  all  that  is  within  reach,  but  at  the  same  time  they  will 
not  do  anything  that  will  cause  a  disruption.  That  is  the  policy  they 
pursue,  and  that  is  the  policy  of  most  roads. 

WHAT  DIFFERENTIAL  BATES  ABE.    . 

Senator  Blaib.  Will  you  not  explain  to  me,  assuming  that  I  do  not 
understand  them,  and  the  sixty  or  sixty-five  million  people  in  this 
country  do  not  understand  any  more  about  them  than  I  do,  what  you 
mean  by  '^differential  rates"! 

Mr.  Fink.  *'  Differential  rates  ^  is  perhaps  not  a  proper  expression. 
What  is  meant  by  it  is  a  diff'erence  in  the  rates  charged  by  the  differ- 
ent lines  between  the  same  competitive  points.  For  example,  the  reg- 
ular tariff  rate  from  New  York  to  Chicago  is  75  cents  on  first-class 
freight.  This  rate  is  charged  by  ^he  New  York  Central,  the  Pennsyl- 
vania, and  the  Baltimore  and  Ohio  Railroads.  By  agreement  the  rate 
charged  by  the  Erie,  the  Lackawanna,  the  West  Shore,  the  Ontario  and 
Western,  and  the  Lehigh  Valley  Railroads,  on  the  same  class  of  freight 
between  the  same  points  is  70  cents  per  hundred  pounds.  The  70-cerit 
rate  is  called  a  differential  rate;  and  the  difference  between  70  and  75 
cents,  namely  5  cents,  is  called  a  '^  differential." 

Senator  Blaib.  As  I  understand  you,  the  inferior  road  is  permitted 
to  charge  the  cheaper  rate  f 

Mr.  FiNH.  Yes. 

Senator  Blaib.  And  all  the  roads  agree  to  that  f 

Mr.  Fink.  Yes,  sir;  all  the  roads  consent  to  that,  or  if  they  do  not 
they  may  meel  the  lower  rate. 

Senator  Blaib.  What  do  you  mean  by  meeting  it! 

Mr.  Fink.  By  meeting  it  I  mean  to  make  the  same  lower  rate,  and 
then  it  is  likely  that  the  other  road  will  make  a  further  reduction. 

Senator  Blaib.  That  is,  the  inferior  road  may  drop  again  ? 

Mr.  Fink.  Yes,  and  then  the  others  may  drop  again,  and  that  leads 
to  rate  wars. 

Senator  Blaib.  Now,  according  to  this,  it  is  arranged  so  that  the 
New  York  Central  may  charge  75  cents  and  the  Erie  may  charge  70  cents 
per  hundred  pounds  on  first-class  freight  from  New  York  to  Chicago  1 

Mr.  Fink.  Yes. 

The  Chaibman.  And  there  are  different  rates  on  different  classes  of 
freight  f 

Mr.  Fink.  Yes,  sir;  as  the  rate  grows  less  than  75  cents  the  differ- 
entials become  less. 

Senator  Blaib.  Now,  these  differentials  having  been  agreed  upon, 
each  road  takes  its  chance  in  dealing  with  the  shipper  and  gets  what 
.  business  it  can. 
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Mr.  Fink.  Yes,  sir.  The  shipper  has  the  choice  of  shipping  at  the 
higher  or  the  lower  rate. 

THE  PRAOTIOS  O^  POOLINa. 

Senator  Blair.  Explain  the  former  practice,  now  discontinued,  of 
di\iding  the  business  t^tween.the  roads. 

Mr.  Fine:.  Formerly  an  agreement  was  made  that  each  road  shonid 
have  a  certain  amount  of  the  total  competitive  tonnage— a  certain  per- 
centage of  it. 

Senator  Blair.  Suppose  the  shipper  would  not  send  his  freight  ac- 
cording to  that  agreement  f 

Mr.  Fink.  The  shipper  had  nothing  to  do  with  it.  If  at  the  end  of 
the  month  one  road  had  received  a  greater  proportion  than  agreed  upon, 
it  would  pay  over  a  certain  amount  of  money  equal  to  the  profit  on  the 
excess  of  tonnage  it  had  carried  to  the  roads  which  had  not  oarri^ 
their  proportion.    The  public  had  nothing  to  do  with  this  matter. 

Senator  Bx^air.  And  that  ia  pooling  f 

Mr.  Fink.  That  is  called  pooling,  unfortunately. 

Senator  Blair.  What  should  it  be  called  1 

Mr.  Fink.  "Division  of  traffic''  would  be  the  proper  term.  It  is 
simply  an  agreement  by  which  each  company  limits  itself  to  carry  a 
certain  amount  of  competitive  traffic.  If  it  carries  more  than  that 
amount,  it  agrees  to  pay  over  the  net  earnings  which  it  has  made  on  the 
excess  to  the  roads  which  have  not  secured  the  agreed  share.  The  ob- 
ject is  not  to  prevent  competition,  but  to  prevent  the  strife  between  com- 
peting railroad  companies  to  secure  an  indefinite  amount  of  traffic  by 
means  of  rate-cutting,  rebates,  and  other  secret  devices. 

Senator  Blair.  Has  that  practice  of  pooling  any  tendency  to  in- 
crease the  cost  of  transportation  to  the  public  f 

Mr.  Fxmk.  It  has  not  a  tendency  to  increase  the  cost  of  transporta- 
tion over  what  is  a  reasonable  compensation  to  the  railroad  companies. 
It  has  the  tendency  and  the  object  of  preventing  unreasonably  low  rates. 
It  has  no  more  tendency  to  increase  the  cost  of  transportation  than  the 
interstate  law  has,  because  the  interstate  law  requires  the  maintenance 
of  the  tariffs  established  by  the  railroads,  and  forbids  the  payment  of 
rebates  and  other  devices  which  are  the  source  of  unjust  discrimination. 
The  railroads  are  now  making  their  tariffs  just  as  they  did  before  the 
interstate  law  was  passed,  which  requires  that  these  tariffs  shall  be 
strictly  maintained.  The  pool  had  the  same  effect;  but  it  was  a  more 
direct  method  of  carrying  put  the  object  of  the  law,  and  I  am  sorry  that 
we  are  deprived  of  it,  for  it  leads  to  a  great  many  difficulties,  of  which 
this  Canadian  competition  is  an  example.  If  the  Grand  Trunk  roads 
were  in  a  pool  with  the  American  roads,  or  if  the  Canadian  roads  were, 
we  might  do  away  with  this  quarreling  about  getting  more  or  less  busi- 
ness. 

Senator  Blair.  How  can  there  be  competition  among  these  various 
railroads  in  the  transaction  of  the  business  of  the  country  when  they 
agree  among  themselves  what  shall  be  charged  for  iti 

Mr.  Fink.  The  railroads  agree  among  themselves  what  the  tariffs 
shall  be ;  they  take  into  consideration  all  the  elements  of  competition, 
such  as  water  competition,  and  competition  between  the  different  mar- 
kets ;  they  take  into  consideration  all  the  conditions  of  trade  and  com- 
merce before  they  establish  the  tariff.  When  the  tariff  is  once  properly 
established,  then  it  is  in  the  interest  of  the  railroads  and  in  the  interest 
of  the  public  to  have  these  tariffs  strictly  maintained.    In  fact,  the  in- 
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terstate  law  provides  that  this  shall  be  done.  The  tariflFs  of  the  rail- 
roads io  this  country  are  subject  to  limitations.  There  is  no  longer  any 
danger  that  unreasonable  rates  may  be  charged.  The  difficulty  now  is 
for  the  railroads  to  secure  a  reasonable  remuneration  for  their  services. 

The  Ghaibhan.  Your  idea  is  that  the  railroads  are  forced  down  to 
a  point  b^low  what  ought  to  be  charged  in  the  making  of  these  agree- 
ments as  to  prices  1 

Mr.  Fink.  There  is  scarcely  an  article  transported  over  the  rail- 
roads of  the  United  States  on  which  the  charges  for  transportation  are 
^not  limited  by  competition.  The  officers  charged  with  making  the 
tarifEs  have  to  consider  all  these  conditions. 

INOBBASE  OP  TBAFFIO  ON  THE   GRAND  TRUNK. 

Senator  Blaib.  The  witness  says  that  he  understands  there  is  a  great 
increase  in  the  volume  of  business  going  over  toe  Grand  Trunk,  and  tells 
us  there  are  various  ways  of  accounting  for  it.  I  would  like  to  get  your 
idea,  Mr.  Fink,  of  how  to  account  for  Uiis  recent  extraordinary  increase 
in  their  busipess. 

Mr.  Fink,  I  can  not  account  for  it.  I  have  no  evidence  that  the 
Grand  Trunk  has  manipulated  the  rates,  although  it  is  thought  by 
others  that  they  have  taken  some  advantages.  They  have  lately  done 
a  larger  amount  of  business  than  is  their  usual  share. 

Senator  Blaib.  I  thought  you  had  some  theory  of  explanation. 

Mr.  Fink.  There  are  so  many  elements  that  control  this  matter  that  it 
would  be  very  difficult  to  explain  it. 

Senator  Blaib.  Can  you  not  suggest  something  f  If  you  do  not  know, 
how  are  we  going  to  find  out  f  ,  . 

Mr.  Fink.  I  suppose  that  the  Grand  Trunk  people  kqpw  best 

At  1.30  o'clock  the  committee  took  a  recess  until  2  o'clock. 

At  the  expiration  of  the  recess  the  committee  resumed  its  session. 

Senator  Blaib.  I  wanted  to  get  a  suggestion,  Mr.  Fink,  from  some 
source,  and  I  thought  if  went  to  the  highest  authority  we  could  get 
it  (if  it  were  to  be  had  anywhere),  by  way  of  explanation  of  this  fact 
tliat  we  hear  of  and  see  in  the  newspapers.  It  seems  to  be  conceded 
that  the  Grand  Trunk  is  all  at  once  getting  a  vast  amount  of  freight 
that  it  did  not  get  heretofore.  Perhaps  yon  can  state  the  explanations 
which  the  officials  of  these  other  roads  make,  or  the  suggestions  which 
yon  have  heard  them  advance  for  losing  this  traffic,  and  the  reasons  or 
supposed  reasons  why  the  Grand  Trunk  gets  it. 

Mr.  Fink.  It  would  be  better  to  examine  some  of  the  representatives 
of  these  roads  on  this  subject.  The  Lake  Shore  and  Michigan  Central 
roads  come  more  directly  in  contact  with  the  Grand  Trunk,  and  I  sup- 
pose the  officials  of  those  roads  would  have  their  theories  about  it,  and 
I  prefer  that  you  ask  them  in  reference  to  it.  It  is  a  matter  that  I  can 
h^ly  explain.  I  only  know  the  fact  that  the}'^  are  getting  more  busi- 
ness than  it  is  claimed  they  are  entitled  to.  One  side  claims  that  they 
do  it  by  taking  some  sort  of  advantage  of  the  interstate  act.  I  have  no 
evidence  showing  this  fact,  but  the  supicion  is  entertained  by  the  com- 
petitors of  the  Grand  Trunk.  The  Grand  Trunk  people  claim  that  it  is 
due  to  their  superior  facilities.  If  you  will  examine  the  officials  of  the 
Western  roads  that  come  in  direct  contact  with  the  Grand  Trunk  yon 
will  And  out  more  with  regard  to  this  matter  than  I  can  tell  you,  and  I 
piefer  not  to  express  any  views  on  the  subject.    In  the  matter  of  export 
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business  tbcy  may  bave  some  advantage  over  the  American  trunk 
lines. 
•  Senator  Blair.  In  what  way  f 

Mr.  Fink.  They  have  special  arrangements  with  steam-ship  lines  via 
Portland,  which  enable  them  to  make  lower  throngh  rates. 

Senator  Blair.  Would  you  consider  an  American  line  of  railroad 
which  owns  a  steam-ship  line  subject  to  the  interstate  law  in  the  mak- 
ing of  the  rate  on  the  ocean  as  well  as  on  land  1 

Mr.  Fink.  I  wonld  consider  it  in  the  same  position  as  the  Grand 
Trunk  Line. 

Senator  Blair.  And  you  would  not  consider  the  ocean  part  of  its 
rate  as  subject  to  the  interstate  law  1  ' 

Mr.  Fink.  I  do  not  see  how  it  is  possible. 

Senator  Blair.  Then  all  these  roads  could  entirely  evade  the  opera- 
tion of  the  interstate  law,  so  far  as  foreign  traffic  is  concerned,  by 
making  contracts  with  steam-ship  lines,  could  they  not? 

Mr.  Fink.  Yes ;  they  can  quote  through  rates  to  foreign  ports  that 
are  not  under  the  control  of  the  interstate  law.  If  a  railroaa  company 
owns  a  steam-ship  line  and  makes  a  throngh  rate,  say  from  Chicago  to 
Liverpool,  it  can  divide  that  through  rate  in  such  a  way  as  to  allow  for 
the  land  carriage  to  the  point  of  export  any  fixed  sum,  say  the  domes- 
tic rate,  and  take  a  less  rate  than  the  current  ocean  rate  for  the  ocean 
carriage.  A  railroad  company  owning  a  steam-ship  line  can  therefore 
comply  with  the  interstate  law  atid  yet  get  an  advantage  over  its  com- 
petitors who  control  no  steam-ship  line  and  have  to  adhere  to  a  fixed 
rule,  making  the  through  rate  the  sum  of  the  domestic  inland  rate  plus 
the  current  ocean  rate. 

LBaiSLATIVE  REGULATION. 

m 

Senator  Blair.  Do  you  think  that  there  is  any  complication  or  any 
difficulty  existing  between  the  ti:ansportation  interests  of  this  country 
and  those  of  Canada  which  can  be  reached  and  regulated  by  legiedation  1 

Mr.  Fink.  I  do  not  think  that  you  can  regulate  anything  in  Canada 
by  American  legislation.  It  seems  to  me  self-evident  that  you  can  not 
control  Canadian  transportation  by  American  legislation. 

Senator  Blair.  What  if  the  Chicago  connection  of  the  Grand  Trunk 
were  destroyed  unless  the  Grand  Trunk  agreed  to  follow  the  require- 
ments of  the  interstate  act  f 

Mr.  Fink.  You  could  do  that,  but  it  would  hurt  the  American  con- 
necting roads  of  the  Grand  Trunk  as  much  as  it  would  hurt  the  Grand 
Trunk,  and  it  would  also  be  injurious  to  American  shippers. 

Senator  Blair.  Suppose  that  the  law  should  be  made  so  that  no 
traffic  should  be  delivered  across  the  border  to  the  Grank  Trunk  road 
unless  upon  condition  of  full  and  faithful  compliance  with  the  require- 
ments of  the  interstate  lawl    That  might  be  done,  might  it  not  t 

Mr.  Fink.  You  could  make  such  a  law,  but  I  do  not  see  how  you 
could  enforce  it. 

Senator  Blair.  Could  not  the  traffic  be  sent  and  received  without 
the  co-operation  of  the  Grand  Trunk  f 

Mr.  Fink.  Some  of  the  traffic  could  be  reached  without  the  co-opera- 
tion of  the  Grand  Trunk,  but  the  American  roads  now  interchanging 
traffic  with  the  Grand  Trunk  would  also  be  excluded  from  it,  I  tlunk, 
however,  the  Grand  Trunk  would  comply  with  the  law.  If  they  were 
prohibited  from  doing  any  business  in  the  United  States  unless  they 
complied  with  the  law  in  Canada,  they  would  carr^'  out  the  law. 
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Senator  Blaib.  As  I  jadge  from  this  map,  all  commimicatioDSy  with 
the  exceptioQ  of  the  Canadian  Pacific,  which  passes  by  its  regular  line 
to  the  north  of  the  lakes,  and  all  the  railroads  between  the  Canadian 
Pacific  line  by  way  of  North  Bay  and  along  the  north  of  Lake  Huron  and 
on  the  south  of  Lake  Superior  to  Duluth,  and  all  the  Canadian  lines 
between  that  and  Lake  Erie,  are  owned  and  the  entire  transportation 
through  Canada  is  controlled  by  the  Grand  Trunk  and  its  branches. 
Is  not  that  sol 

Mr.  Fink.  No:  there  are  other  lines.  The  Canada  Southern  road 
passes  through  Oana4la  and  is  leased  by  an  American  road. 

Senator  Blaib.  Is  that  north  of  Lake  Eriel 

Mr.  Fink.  It  passes  through  Ontario  from  Detroit  to  Buffalo.  ; 

Senator  Blaib.  They  are  all  put  down  here  on  this  map  as  the  Grand 
Trunk  system. 

Mr.  Fink.  The  map  which  you  refer  to  does  not  show  the  other  com- 
peting lines. 

Senator  Blaib.  What  routes  have  connection  with  this  Canada 
Southern  line  f 

Mr.  Fink.  The  Michigan  Central  has  leased  it,  and  it  forms  part  of  its 
Une  from  Chicago  to  Buffalo. 

Senator  Blaib.  Does  it  do  business  in  competition  with  the  Grand 
Trunk! 

Mr.  Fink.  Yes;  if  you  shutout  the  Grand  Trunk  you  will  have  to 
shut  out  the  Canada  Southern. 

Senator  GoBMA^.  Would  the  enforcement  of  the  interstate  law— I 
mean  if  it  were  rigidly  enforced — on  our  American  roads,  and  a  strict 
compliance  with  the  interstate  law  be  required  on  the  part  of  the  Cana- 
dian roads,  correct  the  difQculties  now  complained  oft  But  I  under- 
stand you  to  say  that  because  of  the  contracts  now  existing  between 
our  American  roads  and  the  Grand  Trunk  there  is  no  serious  interfer- 
ence with  the  traffic  over  American  roads  up  to  this  time  1 

THE  SITUATION  AS  TO  THB  GBAND  TBUNK. 

Mr.  FiNK.  Eeferring  to  the  Grand  Trunk  Railroad,  that  road  has 
been  working  with  the  other  trunk  lines  under  agreements  as  to  rates, 
etc.  It  has  observed  the  agreements  a3  well  as  other  trunk  lines.  They 
try  to  work  with  us  in  the  establishment  and  maintenance  of  tariffs. 

Senator  Gobman.  That  has  been  brought  about  by  the  concessions 
made  by  the  American  roads  by  giving  the  Grand  Trunk  a  differential 
on  the  west-bound  traffic,  has  it  not  f 

Mr.  FiNK.  Differential  rates  are  used  to  keep  the  peace  between  Amer- 
ican as  well  as  between  American  and  Canadian  roads.  Those  differ- 
entials were  in  force  many  years  before  there  was  any  organized  system 
of  co-operation.    They  were  in  force  as  early  as  1870. 

Senator  Gobman.  So  loug  as  you  have  peace  I  understand  you  to 
say  there  is  no  danger  of  trouble  on  account  of  competition  between  the 
Grand  Trunk  and  the  American  roads;  but  suppose  yon  are  at  war 
(which  is  not  at  all  unlikely  with  railroads  at  any  time  on  each  side  of 
the  line)  with  the  long  and  short  haul  clause  in  force,  and  they  free  on 
the  other  side  to  charge  what  they  please,  what  advantage,  if  any,  have 
we  under  that  condition  of  affairs  ? 

Mr.  Fink.  We  would  suffer  more  comparatively  than  the  Grand 
Trunk. 

Senator  Gobman.  Would  it  amount  to  much  f 

Mr.  Fink.  The  long  and  short  haul  clause  requiring  the  local  rates 
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to  conform  to  the  through  rates,  makes  a  very  serioas  inroad' into  the 
revenues  of  the  companies  in  case  of  a  rate  war,  while  the  Canadian 
roads  could  keep  up  their  local  rates. 

Senator  Gorman.  So  that  you  think  the  safety  of  our  lines  depends 
very  largely  upon  making  the  Canadian  roads  conform  to  the  same 
conditions  all  the  way  through,  especially  as  to  the  Grand  Trunk  f 

Mr.  EiNK.  I  do.  I  think  it  is  altogether  a  voluntary  thing  with  the 
Grand  Trunk  to  obey  the  law  or  not.  It  is  a  matter  of  policy  with 
them.  I  think  their  policy  is  to  obey  it.  I  think  they  find  that  this  is 
the  wisest  and  most  profitable  course;  but  it  is  voluntary  with  them. 
I  do  not  think  we  can  enforce  the  law  upon  them. 

Senator  Gorman.  Do  you  think  the  conditions  that  might  be  en- 
forced with  respect  to  the  inspection  of  cars  are  sufficient  to  keep  the 
Grand  Trunk  in  line  with  our  roads  f 

Mr.  Fink.  1  think  the  expectation  that  you  may  take  that  course  is 
a  strong  element  in  their  trying  to  obey  the  law. 

Senator  Gorman.  Js  not  that  the  only  hold  you  have  upon  them  t 

Mr.  Fink.  No;  I  think  they  have  always  shown  a  disposition  to  co- 
operate under  the  general  principles  on  which  the  trunk  lines  co-oper- 
ate. They  have  always  been  a  party  to  that  agreement.  I  think  they 
understand  it,  and  feel  that  that  is  the  only  way  they  can*  manage  their 
property  properly.  They  are  very  much  opposed  to  war  and  low  rates. 
Their  existence  depends  on  getting  something  for  the  work  they  do. 
They  can  not  afford  to  go  to  war. 

Senator  Gorman.  So  you  do  not  apprehend  any  trouble  with  the 
Grand  Trunk! 

Mr.  Fink.  No,  sir ;  no  more  than  with  American  roads. 

THE  SITUATION  AS  TO  THE  CANADIAN  PAOIPIO. 

Senator  Gorman.  Now  we  come  to  the  other  road,  the  Canadian  Pa- 
cific, which  begins  at  Puget  Sound  and  runs  through  Canada  and 
reaches  Halifax  without  coming  through  any  part  of  our  territory. 
The  statement  is  made  that  it  is  a  road  which  is  practically  built  up  by 
public  money — a  subsidized  road — and  statements  have  been  published 
that  they  are  already  taking  through  freight  from  Cheyenne  and  else- 
where and  delivering  it  at  Liverpool  at  a  rate  with  which  our  roads  can 
not  compete.    Can  you  tell  us  something  about  that  I 

Mr.  Fink.  I  can  only  speak  in  a  general  way  of  the  Canadian  Pa- 
cific. So  far  it  has  not  been  felt  seriously,  but  it  has  Ihe  power  of  dis- 
turbing the  whole  American  system,  and  in  a  measure  reducing  the 
profit  and  the  income  of  the  American  railroad  system.  It  can  do  a 
great  deal  of  harm,  but  I  cannot  say  whether  it  will  do  it  or  not.  There 
is  less  restraint  upon  the  Canadian  Pacific  than  upon  the  Grand  Trunk. 
They  are  alniost  altogether  in  Canadian  territory  and  have  a  long  line 
tapping  the  American  railroads  at  many  i)oints,  and  can  be  an  element 
of  great  disturbance  in  Americaii  railroad  operations.  They  have  per- 
haps not  the  same  reason  to  be  conservative  as  the  Grand  lYunk.  The 
Canadian  Pacific  was  created  by  the  Canadian  Government,  in  a  great 
measure,  and  they  can  better  afford  to  fight  than  can  the  Grand  Trunk. 
I  do  not  say  that  that  would  be  their  policy,  but  we  have  less  control 
over  them  by  agreements  than  we  have  over  the  Grand  Trunk. 

Senator  Gorman.  Assuming  that  the  statements  are  true  to  which 
your  attention  has  been  called,  that  they  have  a  line  of  steamships  sub- 
sidized coming  to  Canadian  territory  at  Halifax  in  connection  with  the 
rail  line,  and,  as  I  understand,  a  trip  of  two  days  less  time  is  made  by 
this  rail  and  steam-ship  line  between  Liverpool  and  Japan  or  China  than 
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by  any  other  rail-and-water  route,  and  they  are  without  any  restric- 
tions whatever,  such  as  are  imposed  upon  our  railroads,  with  those  con- 
ditions in  view,  if  they  are  left  free  to  act  as  they  please,  would  it  not 
be  equivalent  to  a  monopolization  of  the  entire  through  traffic? 

Mr.  Fink.  I  think  it  would  have  that  effect.  I  can  illustrate  it  by  a 
single  fact.  We  have  heretofore  maile  very  low  rates  on  tea  from  China 
and  the  Eastern  countries — import  rates — in  competition  with  the  Suez 
Ciuial,  bringing  the  freight  by  way  of  San  Francisco.  If  the  American 
road^  carry  out  the  interstate  law,  or  carry  out  the  orders  of  the  Inter- 
state Commerce  Commission,  which  require  that  all  import  business 
inust  pay  the  same  rate  as  the  local  rate  from  the  port  of  import,  the 
Asiatic  traffic  in  competition  with  the  Suez  Canal  is  ruled  out  and  goes 
to  the  Canadian  Pacific,  and  that  is  why  I  remarked  some  time  ago 
that  the  Commission  ought  to  have  discretion  to  vary  the  cast-iron  rule 
80  as  to  allow  the  railrosuls  \o  adapt  themselves  to  the  various  condi- 
tions of  competition  that  may  exist. 

To  illustrate :  Under  the  law  the  American  roads,  particularly  the 
Pacific  routes,  would  be  shut  out  of  the  whole  Asiatic  business,  and  it 
would  be  concentrated  on  the  Canadian  Pacific  roads,  with  the  facili- 
ties and  subsidies  they  have  in  establishing  a  through  route  between 
China  and  Japan  and  Liverpool.  We  are  not  left  free — and  I  believe  I 
made  this  argument  before  the  Congressional  committee  when  it  first 
had  the  present  law  under  coDsideration — we  are  not  left  free  to  com- 
pete with  these  roads.  If  we  enforce  the  strict  letter  of  the  law  we  are 
at  a  disadvantage  with  the  Canadian  roads,  except  in  so  far  as  they  are 
willing  and  find  It  to  their  interest  to  voluntarily  submit  to  the  restric- 
tions put  upon  us. 

Senator  Gorman.  You  mean  by  that,  I  suppose,  that  they  would  act 
in  harmony  with  the  American  roads  f 

Mr.  Fink.  That  they  would  restrict  themselves  in  not  taking  advan- 
tage of  their  position,  which  they  could  do  under  the  interstate  law,  to 
secure  privileges  that  the  American  roads  could  not  secure. 

Senator  Gorman.  In  other  words,  they  require  you  to  give  them 
freight  that  ordinarily  and  naturally  would  go  over  the  American  roads  f 

Mr.  Fink.  I  could  not  say  that.  They  would  not  ask  anything  more 
than  was  legitimate,  I  should  think.  Understand  they  have  to  work 
with  the  American  roads  in  order  to  secure  remunerative  rates  for  them- 
selves. They  find  that  to  be  to  their  interest.  Any  advantage  they 
tiike  will  naturally  be  resented  and  followed  by  a  rate  war. 

Senator  Gorman.  That  does  not  apply  with  the  same  force  to  the 
Canadian  Pacific  as  it  does  to  the  Grand  Trunk,  does  it  f 

Mr.  Fink.  Yes,  sir ;  it  applies  to  both,  but  at  present,  )>erhaps,  more 
to  the  Grand  Trunk.  The  Grand  Trunk  knows  that  it  needs  the  co-op- 
eration of  the  American  roads  to  get  business  at  remunerative  rates, 
and  has  to  co-operate  with  them  no  matter  whether  there  is  or  is  not 
an  interstate  law. 

Senator  Gorman.  So  that  in  your  opinion,  as  I  understand  you,  it  is 
absolutely  necessary  that  by  some  negotiation  or  otherwise  these  Can- 
adian roads  should  come  under  the  same  restrictions  that  are  placed 
upon  our  own  roads,  or  else  our  iron  rule  is  to  be  relaxed  and  the  rules 
left  free  to  meet  these  complications  f 

Mr.  Fink.  Yes,  sir. 

THE  CANADIAN  WATER-WAYS. 

Senator  Gorman.  The  other  branch  of  this  resolution  refers  to  the 
comi>etition  by  water.     How  sharp  and  what  effect  has  the  conwi>etitioa 
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by  water  at  various  points,  by  lake  and  by  canal,  with  the  American 
roads?  ' 

Mr.  Fink.  You  mean  the  Canadian  system  of  water-ways  f 

Senator  Gorman.  Yes. 

Mr.  Fink.  I  am  not  posted  as  to  that,  except  in  a  general  way.  I  can 
not  tell  yon  the  effect  of  it,  as  I  have  not  the  sta.tistics  of  the  tonnage. 
I  think  yon  will  have  to  get  your  information  on  that  subject  from  some 
other  source. 

Senator  Gorman.  Then,  that  is  a  matter  that  does  not  come  under 
your  supervision  ? 

Mr.  Fink.  No,  sir. 

Senator  Gorman.  In  fixing  your  rates  on  grain  on  through  shipments 
from  Chicago  to  Liverpool,  by  rail  from  Chicago  to  the  port  of  export, 
are  you  not  necessarily  during  seven  months  of  the  year  governed  by 
the  rates  fixed  by  the  Canadian  water  routes  and  the  Erie  Canal  f 

Mr.  Fink.  Yes,  sir. 

Senator  Gorman.  How  has  it  affected  you  in  the  last  two  years  t 
Have  you  found  that  in  their  discrimination  the  charges  have  been  so 
as  to  seriously  affect  the  American  transportation  lines  ? 

Mr.  Fink.  From  my  own  observation,  the  Canadian  competition  has 
not  been  felt.  We  feel  more  directly  the  competition  of  the  Erie  Canal. 
I  do  not  think  the  Canadian  canals  have  accomplished  what  they  were 
expected  to  when  built.  The  traffic  can  not  well  be  diverted  from  the 
old  routes.  At  least,  it  will  take  some  time  before  that  can  be  accom- 
plished. I  do  not  think  there  has  been  a  new  phase  of  things  since  the 
completion  of  the  Welland  Canal. 

Senator  (tORMAN.  Then,  to  sum  it  up,  I  understand  your  suggestion 
is  that  as  a  remedy  for  these  difficulties  we  should  give  the  Interstate 
Commerce  Commission  power  to  permit  the  railroads  to  meet  any  ex- 
traordinary competition  on  the  part  of  the  Canadian  lines  that  may  come 
hereafter. 

Mr.  Fink.  That  would  be  one  of  the  relief  measures. 

Senator  Gorman.  Is  that  the  only  one  you  can  suggest? 

Mr.  Fink.  I  think  it  would  improve  the  situation  if  you  were  to  strike 
out  the  fifth  section  of  the  act,  and  let  us  make  arrangements  with  those 
Pacific  roads  to  keep  the  peace. 

Senator  Gorman.  Permit  you  to  pool  !^ 

Mr.  Fink.  Yes.  Pooling  is  a  remedy  for  a  great  many  of  the  diffi- 
culties and  contentious  which  arise  between  the  railroads.  If  we  can 
agree  with  the  Canadian  roads  so  that  they  will  only  have  a  cert£iin 
percentage  of  business,  then  all  this  talk  of  the  Canadian  roads  getting 
an  undue  proportion  of  the  business  would  not  exist. 

CANADIAN  competition. 

Senator  Gorman.  Suppose  nothing  is  done  and  the  law  is  allowed  to 
stand  as  it  Is  today,  do  you  view  the  future  with  any  alarm,  as  far  as 
the  American  roads  are  concerned  9  I  am  taking  into  consideration  all 
the  Canadian  roads, 

Mr.  Fink.  I  can  not  tell  what  would  be  the  effect  of  Canadian  com- 
petition if  it  were  fully  developed.  The  redeeming  feature  is  that  the 
Canadian  roads  have  to  co-operate  in  the  establishment  of  competitive 
tariffs  with  the  American  roads,  as  a  matter  of  self-interest.  However, 
the  situation  is  greatly  complicated,  and  we  may  have  to  pass  through 
some  rate  wars  before  we  reach  a  permanent  agreement. 

Senator  Gorman.  Then  you  have  no  very  serious  apprehensions  ot 
trouble  or  disaster  to  us  ? 
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Mr.  Fink.  No;  I  think  the  Ganadian  railroads  will  co-operate  with 
OS  on  reasonable  terms  from  motives  of  self-interest. 

The  Chairman.  Yoq  talk  aboat  the  Grand  Trnnk  having  an  advan- 
tage over  oar  roads  in  foreign  transportation,  in  the  making  of  through 
rates  to  Liverpool,  Does  not  some  of  the  advantage  that  they  get  in 
that  respect  resnlt  from  subsidized  lines  of  steam  ships  1 

Mr.  Fink.  The  steamers  which  ran  to  Portland  in  connection  with 
the  Grand  Trunk  are  not  now  subsidized,  so  far  as  I  knew. 

The  Ohatkman.  They  are  on  thQ  other  side — those  ranning  to  Ghina 
and  Japan. 

Mr.  Fink.  Yes ;  those  that  ran  in  connection  with  the  Ganadian  Pa- 
cific are  subsidized. 

Senator  Beagan.  Did  I  understand  yoa  to  say  that  we  had  no  remedy 
that  yoa  know  of  for  the  Ganadian  roads  obtaining  traffic  by  making 
lower  rates  than  our  roads  make,  except  their  voluntary  action  in  the 
matter  of  acting  in  harmony  with  our  railroads  f 

,  Mr.  Fink.  I  said  they  coald  observe  the  interstate  law  if  they  chose 
to,  bat  that  we  coald  not  enforce  it  if  they  did  not  choose  to  act  under 

it 

Senator  Beaoan.  Are  yon  aware  of  the  provision  of  onr  law  author- 
izing the  withholding  of  freights  from  roads  where  they  come  into  our 
territory  and  refuse  to  comply  with  the  terms  of  our  law  f 

Mr.  Fink.  I  take  it  for  granted  yoa  can  control  them  by  stopping  the 
traffic ;  bat  without  taking  those  extreme  measures  you  have  no  remedy, 
and  those  extreme  measures  wonld  hurt  American  interests  as  much  as 
Ganadian. 

Senator  Beagan.  From  the  lakes  east  to  Xew  York,  Philadelphia, 
and  Bsdtimore  we  have  shorter  lines  on  the  southern  border  of  onr  lakes 
than  the  lines  ranning  through  Ganada,  have  we  noti 

Mr.  Fenk.  The  American  lines  to  those  cities  are  shorter. 

Senator  Beagan.  And  our  railroads  run  through  a  much  more  pros- 
peroas  country  where  more  business  is  to  be  had,  do  they  noti 

Mr.  Fink.  Yes,  they  do 

Senator  Beagan.  Taking  all  the  commerce  passing  through  the 
Ganadian  routes  to  Ghina  and  Japan,  and  our  roads  being  placed  at  a 
disadvantage  by  tbesubsidizedsteamship  lines  on  the  Pacific,  and  taking 
into  consideration  the  supposed  shorter  time  between  Liverpool,  for  in- 
stance, and  the  Asiatic  country,  on  the  part  of  the  Ganadian  routes,  is 
the  advantage  on  their  part  as  great  as  is  popularly  supposed  ?  Is  it 
a  fact  that  they  can  make  that  trip  from  Liverpool  to  Hong-£^ong  in 
two  days^  less  time,  or  in  any  less  time,  than  by  coming  by  way  of  !^ew 
York  f 

Mr.  Fink.  I  could  not  tell  you.  I  have  not  examined  into  that  mat- 
ter sufficiently  to  give  an  opinion.    They  have  a  shorter  ocean  route. 

Senator  Beagan.  Is  there  anything  that  wonld  contribute  to  equal- 
ize matters  as  between  the  Ganadian  and  the  American  roads  1  Would 
not  this  seeming  advantage  be  somewhat  nullified  by  the  fact  that  an 
absence  of  business  along  the  line  of  the  Ganadian  roads  almost  all  the 
way  from  Montreal  west  to  the  Pacific  coast — I  refer  to  the  Ganadian 
Pacific — would  not  the'  fact  of  its  not  possessing  way  business  to  help 
to  sustain  the  road  be  an  element  in  favor  of  oar  roads  securing  the 
carrying  business  sicross  the  continent? 

Mr.  Fink.  No,  sir ;  I  think  not.  The  less  local  business  they  have 
the  stronger  they  will  fight  for  through  business. 

Senator  Beagan.  If  they  do  not  have  a  local  business  to  snstaiu 
them,  would  they  not  have  to  put  up  the  price  on  the  through  traffic  to 
sustain  them  1 


28  TRANSPORTATION  INTERESTS  OP 

Mr.  FiNK.  No.  The  question  of  cost  has  very  little  to  do  with  the 
competition  between  roads. 

Senator  Eeaqan.  I  speak  of  ronning  a  road  without  the  ordinary 
profits.  They  nfust  have  their  profits  from  somewhere,  and  if  they  can 
not  get  them  firom  the  local  business  they  must  be  maintained  by  the 
through  business. 

Mr.  Fink.  They  may  not  get  them  from  either. 

Senator  Eeagan.  Then  the  road  is  not  a  success  f 

Mr.  Fink.  The  road  still  runs  a/'ter  it  has  gone  into  bankruptcy. 
That  is  the  worst  feature  of  railroad  competition — a  railroad  runs  all 
the  time,  and  the  poorer  it  is  the  stronger  competitor  it  may  be. 

Senator  Eeagan.  Of  course,  if  they  obtain  money  outside  to  sustain 
them  they  might  keep  running  their  road. 

The  Chairman.  Suppose  they  do  not  make  money  enough  to  pay 
running  expenses,  how  then  1 

Mr.  Fink.  That  is  hardly  possible;  they  generally  make  enough 
money  to  pay  expenses. 

Senator  Beagan.  Is  it  not  the  truth  that  a  populous  and  wealthy 
country  running  to  the  west  of  the  Mississippi  River  and  furnishing 
profit  by  its  freight  and  passenger  business  through  to  Galifomia^  will 
enable  roads  traversing  that  country  to  do  business  cheaper  than  the 
Canadian  Pacific  ? 

Mr.  Fink.  The  cost  has  very  little  to  do  with  competitive  rates. 
The  freight  is  taken  at  the  rates  which  competition  makes  necessary. 

Senator  Reagan.  How  is  it  that  the  Pennsylvania  Railroad  carries ' 
freight  so  much  less  than  the  Western  roads  which  do  not  do  one-tenth 
of  the  business  the  Pennsylvania  road  does  f 

Mr.  Fink.  The  Pennsylvania  Road  can  operate  cheaper  than  the 
Western  roads  because  it  has  a  larger  business ;  but  that  does  not  influ- 
ence the  competitive  rates  over  that  road.  These  rates  are  determined 
by  competition  and  the  necesities  of  the  trade. 

Senator  Harris.  Then  the  rates  axe  made  according  to  the  competi- 
tion and  not  according  to  the  cost  of  the  plant  and  the  operating? 

Mr.  Fink.  Practically.  There  is  very  little  attention  paid  to  the  cost. 
It  is  a  question  of  competition.  Of  course  the  cost  has  some  bearing  upon 
it.  Certainly  the  roads  do  not  want  to  carry  anything  below  cost,  and 
they  try  not  to  do  so,  except  in  a  rate  war,  when  they  often  take  busi- 
ness below  cost. 

Senator  Reagan.  Can  you  tell  to  what  extent  the  transportation  over 
the  Canadian  Pacific  is  obstructed  by  the  snows  of  winter,  etc.! 

Mr.  Fink.  They  claim  they  have  an  open  country ;  but  this  question 
has  nothing  to  do  with  the  matter  of  competition. 

Senator  lIiscocK.  As  far  as  the  Asiatic  trade  is  concerned,  the  Cana- 
dian Pacific  is  going  to  be  0])erated  and  will  take  that  Asiatic  trade 
whether  there  is  any  money  made  out  of  it  or  not.  Is  not  that  the 
fact  ? 

Mr.  Fink.  Yes,  and  perhaps  they  make  money  out  of  it.  We  take  it 
ourselves  at  a  very  low  rate. 

Senator  Reagan.  Have  you  any  map  which  shows  how  the  Cana- 
dian roads  cross  our  border  and  connect  with  oiir  roads  ? 

Mr.  Fink.  We  have  a  general  map,  but  it  does  not  show  anything 
more  than  these  folding  maps  you  have  before  you.  We  have  an 
atlas. 

Senator  Reagan.  You  spoke  of  the  Baltimore  and  Ohio  getting 
some  of  this  traffic  from  the  Canadian  roads.  The  Baltimore  and  Ohio 
has  no  connection  with  the  Grand  Trunk,  has  it  ? 
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Mr.  Fink.  It  has  oot ;  bat  it  has  conDectioD  with  Chicago.  They 
have  a  line  nnder  their  control  fix)m  Baltimore  to  Chicago. 

Senator  Bsaqan.  Yon  spoke  of  our  trunk  roads  making  an  agree- 
ment with  the  Grand  Trunk  road  as  to  rates. 

Mr.  Fink.    Yes. 

AGREEMENTS  AS  TO  BATES. 

Senator  Beagan.  I  do  not  understand  exactly  the  extent  and  char- 
a<'ter  of  the  agreement  that  you  refer  to  as  now  existing.  Will  you 
please  state  it  1  • 

Mr.  Fink.  The  agreement  is  that  the  tariffs  of  ail  roads  whose  tariffs 
are  interdependent  shall  be  established  by  mutual  agreement,  and  this 
\h  done  through  the  association  to  which  the  Grand  Trunk  Bailway  Com- 
pany belongs.  No  changes  are  to  be  made  in  the  established  tariffs 
unless  they  are  first  submitted  to  all  the  competing  railroads  whose  tar- 
iffs are  affected  by  such  changes. 

It  is  necessary  that  this  should  be  done  in  order  that  the  tariffs  shall 
be  kept  in  line  and  that  there  shall  be  no  discrimination  .between  the 
different  localities.  Thus  if  the  Grand  Trunk  were  to  change  its  tariff 
between  Boston  and  Chicago  it  would  necesitate  a  readjustment  of  the 
tariffs  all  over  the  country,  to  St.  Louis,  Cincinnati,  Indianapolis,  and 
nearly  all  intermediate  points.  The  agreement  therefore  is  that  the 
roads  in  the  association  shall  give  previous  notice  to  each  other  of  any 
proposed  change;  a  vote  is  taken,  and  if  that  is  not  unanimous  the 
question  may  be  submitted  to  arbitration ;  but  the  right  i»  reserved  to 
each  member  of  the  association  to  make  as  low  a  tariff  as  it  sees  fit. 
The  rules  only  provide  that  previous  notice  shall  be  given  so  that  all 
the  other  companies,  of  which  there  aje  about  fifty  or  sixty  in  the  terri- 
tory of  the  joint  committee,  can  adjust  their  tariffs  accordingly  and  give 
the  benefit  of  the  lower  tariffs  to  the  localities  served  by  them.  The 
same  procedure  is  followed  in  agreeing  upon  or  changing  the  classifica- 
tion. If  there  were  no  organizations  to  attend  to  this  adjustment  of 
tariffs  there  could  be  no  uniformity,  and  there  would  be  nothing  but 
chaos  and  unjust  discrimination  between  localities  and  shippers.  In 
fact,  the  intent  and  spirit  of  the  interstate  commerce  law  could  not  be 
carried  out^ without  the  cooperation  of  the  railroads  in  the  manner  de- 
scribed. 

Senator  Beagan.  How  do  they  enforce  an  agreement  among  them- 
selves t 

Mr.  Fink.  We  can  not  enforce  it  except  by  mutual  consent. 

Senator  Keagan.  Have  they  no  arrangement  for  apportioning  the 
amount  of  freight  to  each  road  ? 

Mr.  Fink.  !Not  now. 

Senator  Eeagan.  And  no  arrangement  for  refunding  money  where  a 
road  gets  over  its  share  of  the  business  f 

Mr.  JFiNK.  I^bt  since  you  stopped»it  on  the  first  of  April,  1887. 

Senator  Blaib.  You  remember  the  date  ? 

Mr.  Fink.  I  remember  the  date. 

Senator  Heagan.  The  roads  that  you  represent  furnish  their  freight 
rates  to  the  Commission  j  do  they  ? 

Mr.  Fink.  Yes ;  they  are  filed  with  the  Commission. 

the   PROHIBITION  OP  POOLING. 

Senat6r  HisCOOK.  So  far  as  regulating  the  freight  rates  are  concerned, 
this  arrangement  of  yours  in  agreeing  upon  them  is  precisely  as  effect- 
ual as  the  pooling  f 
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Mr.  Fink.  That  is  iDdependent  of  pooling.  An  agreement  for  mak- 
ing tariffs,  of  course,  precedes  the  pooling,  and  is  entirely  independent 
of  it.  The  object  of  pooling  is  to  maintain  the  tariffs  so  agreed  apon, 
by  removing  the  motive  for  rate-catting,  rebates,  etc. 

Senator  HiSGOCK.  ThatI understand;  butisnot  the  fixing  of  throagh 
rates  precisely  as  effectual  under  your  present  procedure  as  it  was  under 
the  pooling  arrangement  1 

Mr.  Fink.  Tes ;  and  after  we  fix  the  rates  and  file  them  with  the  Com- 
mission, the  interstate  law  provides  that  they  shall  be  maintained. 
Before  the  interstate  law  was  enacted  we  called  ih  the  aid  of  the  pool 
to  sustain  the  rates. 

Senator  HisooOK.  What  I  want  to  get  at  is  this :  Pooling  was  pro- 
hibited, as  I  understand  it,  merely  because  it  was  supposed  that  it  was 
a  means  of  manipulating  the  rates  and  of  charging  unreasonably  high 
rates. 

Mr.  Fink.  That  was  the  public  notion. 

Senator  HisooCK.  Now.  so  far  as  the  maintenance  of  rates  is  con- 
cerned, the  r&tes  are  maintained  as  effectually  as  they  ever  were,  are 
they  not! 

Mr.  Fink.  At  the  present  time  I  think  they  are. 

Senator  Hisoook.  So  far  as  the  vice  is  concerned — if  it  is  a  vice — of 
pooling,  and  which  it  is  aimed  to  prevent  by  prohibiting  pooling,  does 
it  not  exist  as  much  to-day  as  it  did  before  tLe  act  was  passed! 

Mr.  Fink.  If  it  is  a  vice  to  maintain  the  tariffs  established  by  the 
railroads  ancTfiled  with  the  Gommissioti,  then,  of  course,  the  interstate 
commerce  law  is  as  great  a  vice  as  pooling. 

Senator  HisooOK.  And  with  this  further  disadvantage,  that  you  are 
not  able,  without  pooling,  to  makir  these  arrangements  with  reference 
to  the  divisions  of  traffic,  etc.,  between  the  different  railroads  or  the 
share  each  one  should  carry  f  * 

Mr.  Fink.  The  evil  effect  of  preventing  pooling  is  that  it  leads  to  rate 
wars  between  competing  companies,  and  rate  wars  lead  to  unjust  dis- 
crimination, and  thus  the  effect  of  this  provision  of  the  law  is  to  make, 
it  more  difficult  to  carry  out  its  intent  and  spirit. 

Senator  HiscoGK.  And  the  evils  that  were  supposed  to  be  corrected 
by  prohibiting  pooling  exist  as  much  as  ever,  and  the  roads  are  shut  off 
from  doing  things  that  would  have  the  effect  of  remedying  existing 
evils  all  over  the  country  ? 

Mr.  Fink.  Yes,  sir. 

THE  SHOBT-HAUL  CLAUSE. 

Senator  Blaib.  Is  not  this  true,  that  since  the  enactment  of  the  inter- 
state law,  you  are  not  at  liberty  to  arrange  rates  and  fix  tariffs  as  you 
formerly  did  f  That  is  to  say,  instead  of  diminishing  the  longer  rate  at 
the  expense  of  the  shorter  rate,  you^re  now  obliged  to  favor  the  local 
traffic  at  the  expense  of,  or  an  increased  charge  to,  the  longer  traffic ; 
so  that  the  interstate  law  modifies  your  action  in  that  regard  in  making 
your  tarifi's,  does  it  not  f 

Mr.  Fink.  That  is  different  on  different  systems  of  roads.  In  the 
trunk  line  system  we  do  not  feel  it,  because  we  always  followed  the  long 
and  short  haul  principle.  The  business  is  so  large  that  whenever  the 
through  rates  are  reasonably  remunerative,  the  local  rates  can  be  fixed 
on  that  basis.  The  transcontinental  lines  and  the  Southern  lines  are 
not  in  that  position. 

Senator  Blaib.  That  is,  they  have  not  the  volume  of  local  traffic! 

Mr.  Fink.  No,  sir  3  and  they  have  to  charge  higher  rates  on  locals 
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than  on  through  busiuess.    They  have  to  meet  the  competitiou  with 
water  routes. 

Senator  Beagan.  I  believe  you  spoke  of  the  provisions  of  the  inter- 
state-commerce law  bein^  one  of  the  preventives  of  our  transcontinental 
roads  competing  on  equal  terms  with  the  Canadian  Pacific  1 

Mr.  Fink.  Yes^  sir. 

Senator  Beagan.  Are  you  aware  that  the  Commission  holds  that  un- 
der that  law  they  have  a  right  to  consider,  and  do  consider,  the  cir- 
cumstances and  conditions,  and  that  if  the  circumstances  and  conditions 
are  such  as  to  justify  it  the  transcontinental  roads  may  disregard  the 
long  and  short  haul  clause;  otherwise,  not  f 

Mr.  Fink.  Yes ;  to  some  extent  the  Commission  recognizes  that  in 
case  of  water  competition  the  long  and  short  haul  clause  may  be  disre- 
garded. When  I  referred  to  the  Asiatic  traffic  I  had  in  mind  the  rul- 
ing of  the  Commission  that  upon  import  traffic  the  rates  charged  from 
point  of  import  to  the  interior  points  should  be  the  same  as  upon  domes- 
tic traffic.  Under  this  ruling  the  importation  and  carriage  of  Asiatic 
traffic  in  competition  with  the  Canadian  roads  would  be  impossible,  the 
Canadian  roads  not  being  restricted  by  said  ruling. 

Senator  Beagan.  You  mean  that  they  must  not  discriminate  in  favor 
of  the  Asiatic  trade,  but  put  it  on  the  general  basis. 

Mr.  Fink.  Yes. 

Senator  Bbagan.  But  still  you  recognize  that  they  do  hold  that  the 
long  and  short  haul  principle  does  not  apply  to  traffic  passing  across 
the  continent  ? 

Mr.  Fink.  That  is  true,  but  the  ruling  to  which  I  referred  as  exclud- 
ing the  Asiatic  traffic  has  nothing  to  do  with  the  long  and  short  haul 
provision.    It  was  made  in  carrying  out  the  provision  of  the  law  that 
.there  shall  be  no  unjust  discrimination  between  shippers — in  this  case, 
between  import  and  domestic  traffic. 

Senator  Beagai^.  All  I  desire  to  call  attention  to  is  the  fact  that  the 
Interstate  Commerce  Commission  has  already  adopted  a  principle  that 
relieves  our  roads  when  iu  a  situation  similar  to  this  competition  by  the 
Canadian  Pacific 

Mr.  Fink.  To  some  extent;  but  so  far  the  Commission  have  confined 
themselves  to  the  recognition  of  competitiou  by  water  as  a  proper  cause 
for  exemption  from  the  long  and  short  haul  clause,  but  they  have  not 
recognized  competition  by  rail.  They  ought  to  recognize  all  competi- 
tion, whether  by  water  or  by  rail,  or  from  auy  other  source. 

Senator  Beagan.  Is  not  that  a  recognition  of  competition  by  rail 
when  they  say,  as  they  do,  that  they  would  not  regard  the  long  and  short 
haul  clause  iis  binding  upon  a  road  as  to  commerce  passing  between 
the  Atlantic  and  Pacific  Oceans  ?  If  they  do  that,  then  that  modifies  the 
idea' that  the  railroads  can  not  comx)ete  because  of  the  interstate  law. 

Mr.  Fink.  Yes;  the  long  and  short  haul  provision, as  interpreted  by 
the  Commission,  does  not  exclude  Asiatic  traffic  across  the  continent; 
but  the  ruling  of  the  Commission  that  the  railroads  shall  not  charge 
less  for  the  inland  carriage  of  import  business  from  the  port  of  import 
t4)  destination  than  is  charged  on  domestic  business  would  prevent  the 
American  transcontinental  lines  from  carrying  Asiatic  traffic  in  compe- 
tition with  the  Canadian  lines. 

THE  TRUNK-LINE   AGREEMENTS. 

The  Chairman.  You  spoke  of  an  agreement  between  the  Grand 
Trunk  and  these  other  trunk  lines.  Are  all  the  agreements  that  were 
proposed  to  be  made  signed  by  the  Grand  Trunk,  do  you  know  ! 
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Mr.  Fink.  Yes,  sir ;  they  signed  the  articles  of  associatiou,  which  are 
in  the  natare  of  a  constitution.  We  pass  a  great  many  statute  laws, 
but  we  have  tb  constitution  under  which  we  operate. 

The  Ghaibman.  Have  you  in  your  possession  all  the  agreements  made 
between  the  Grand  Trunk  and  the  Hcveral  other  trunk  lines  1 

Mr.  Fink.  Yes,  sir;  bat  they  are  scattered  through  twenty  volumes. 

The  Ghaibman.  I  refer  to  agreements  made  within  the  last  two  years. 

Mr.  Fink.  They  arc  all  printed ;  every  agreement  made  between 
trunk  lines  is  published  and  printed  and  at  your  service ;  it  is  not,  how- 
ever, very  interesting  reading. 

The  Chairman.  Were  the  agreements  signed  promptly  by  the  dif- 
ferent roads  ? 

Mr.  Fink.  Yes ;  the  Grand  Trunk  signed  promptly. 

The  Ghaibman.  Before  the  other  roads  signed  f 

Mr.  Fink.  In  their  turn. 

The  Ghaibman.  Did  they  do  it  at  the^ame  time  that  the  other  roads 
did,  or  did  they  hesitate  and  delay  the  signing  1 

Mr.  Fink.  We  sent  the  agreement  first  to  one  road  and  then  to  an- 
other for  signature ;  and  tiie  Grand  Trunk  signed  in  its  turn.  # 

Mr.  King.  What  the  Senator  wants  to  get  at  is  whether  when  the 
agreement  was  first  made,  the  Grand  Trunk  came  in  and  signed  the 
contract. 

Mr.  Fink.  What  agreement? 

Mr.  King.  Say,  two  years  ago. 

Mr.  Fink.  They  did  not  sign  that  agreement  at  all  5  I  had  reference 
to  the  last  agreement. 

BEASONS  FOR  GIVING  DIFFERENTIALS. 

Senator  Blair.  Ilave  not  these  Canadian  roads  natural  advantages 
so  that  they  can  afford  to  carry  freight  cheaper  than  the  American 
roads  f 

Mr.  Fink.  No,  sir;  I  think  not;  they  have  to  struggle  for  existence ; 
I  do  not  think  they  can  work  any  cheaper  than  the  Erie  Road  or  the 
New  York  Central. 

Senator  Blair.  Then  why  do  they  want  these  differential  rates  t 

Mr.  Fink.  In  order  to  get  business. 

Senator  Blair.  And  the  differential  indicates  that  they  are  under 
disadvantages. 

Mr.  Fink.  It  indicates  that  they  have  not  as  good  a  line  as  some 
other  companies. 

Senator  Blair.  And  they  have  to  take  less  rates  in  order  to  get  the 
business! 

Mr.  Fink.  Yes,  sir ;  on  some  kinds  of  traffic. 

Senator  Blair.  Is  that  owing  to  the  nature  of  the  country  ?  That  is 
to  say,  is  it  owing  to  the  grades  and  climatic  conditions  that  affect  trans- 
portation, oris  it  owing  to  the  fact  th^t  the  country  through  which  tho 
road  passes  is  as  yet  undeveloped  !  If  that  couatry  were  developed, 
would  they  not  do  this  business  cheaper  than  we,  because  their  grades  are 
less  and  the  distance  shorter  ! 

Mr.  Fink.  None  of  thesis  conditions  have  anything  to  do  with  differ- 
ential rates.  They  are  given  to  certain  roads  simply  to  induce  shippers 
to  ship  by  them,  which  they  would  not  do  if  they  made  higher  charges. 
A  shipper  decides  by  what  road  he  will  ship,  taking  into  account  the 
difference  in  the  rates  and  the  advantages  each  road  possesses  in  doing 
the  work.    The  question  of  grades,  climatic  conditions,  and  the  cost  of 


THE  UNITED  STATES  AND  CANADA.  33 

the  service  as  affected  by  the  natare  of  the  conntry  has  nothmg  to  do 
with  this  matter.    It  is  simply  a  commercial  qaestion. 

Senator  Blaib.  They  o£fer  transportation  as  people  offer  a  commodity, 
and  the  shipper  bays  at  the  lowest  rate,  and  the  man  who  can  do  the 
transportation  at  the  cheapest  rate  can  sell  the  commodity  at  the  cheap- 
est price,  can  he  not  ? 

Mr.  Fink.  That  is  not  exactly  the  case.  The  road  which  is  the  most 
expensive  to  operate  may  have  to  charge  less  than  one  which  is  more 
eheaply  operated,  because  it  conld  not  otherwise  secure  any  customers. 

HOW  TRANSPORTATION  RATES  ARE  DETERMINED. 

Senator  Blair.  Why  should  not  railway  transportation  men  sell 
transportation  just  as  other  men  sell  wheat  and  com  1 

Mr.  Fink.  That  can  not  be  done  so.  In  selling  wheat,  corn,  and 
other  articles  of  commerce  there  is  no  such  law  as  that  governing  trans- 
portation, requiring  that  the  rates  shall  be  reasonable  and  just;  that 
there  shall  be  no  discrimination  between  the  purchasers  of  transportation ; 
that  there  shall  be  no  discrimination  between  localities ;  that  the  rates 
and  fares  shall  be  adjusted  thoughout  the  country  in  such  a  manner 
that  no  more  shall  be  charged  for  a  short  haul  than  for  a  long  haul,  and 
hundreds  of  other  conditions  which  are  imposed  upon  the  parties  selling 
railroad  transportation  which  are  not  imposed  upon  parties  selling 
wheat,  corn,  or  other  merchandise.  The  conditions  which  I  have  named 
as  affecting  the  transportation  business  render  it  necessary  that  fixed 
tariffs  should  be  established  by  a  great  many  independent  railroad 
companies  so  that  the  tariffs  of  one  will  not  unjustly  discriminate 
against  the  tariffs  of  another.  '  For  this  reason  the  roads  are  obliged  to 
come  together  and  establish  their  tariffs  as  a  unit,  and  not  by  piece- 
meal. If  the  other  plan  were  adopted,  to  sell  railroad  transportation 
the  same  as  corn  or  wheat,  there  would  be  no  reasonable  and  just  tar- 
iffs. There  would  be  nothing  but  chaos  and  war  between  the  railroad 
companies. 

Senator  Blair.  That  is  because  there  are  more  railroads  than  there 
ought  to  be. 

Mr.  Fink.  It  is  because  there  are  so  many  roads  competing  with  each 
other  for  the  same  business.  If  they  were  all  united  as  one  company 
it  would  be  a  comparatively  easy  matter  to  establish  a  tariff;  but  now 
it  requires  the  agreement  of  a  large  number  of  railroad  companies  hav- 
ing conflicting  interests  and  different  localities  to  serve,  to  make  a  tariff 
that  will  be  just  to  the  public  and  not  discriminate  against  any  locality. 
This  is  forbidden  by  the  interstate  law.  There  being  so  many  railroad 
companies,  all  independent  of  each  other,  if  each  were  to  make  its  own 
tariff  favoring  its  own  locality  without  regard  to  the  interests  of  other 
localities,  there  would  be  nothing  but  confusion.  These  different  roads 
have  to  come  together  and  establish  their  tariffs  on  the  principle  that 
there  shall  be  no  unjust  discrimination  between  localities.  This  is  a 
very  difficult  problem,  as  I  have  said  before ;  and  it  is  this  which  makes 
it  necessary  for  competing  roads  to  associate  themselves  for  the  pur- 
pose of  agreeing  upon  reasonable  and  proper  tariffs.  Without  that  the 
interstate  law  could  not  be  carried  out. 

Senator  Blair.  Is  not  that  an  argument  in  favor  of  a  consolidation 
of  transportation  interests  under  the  management  of  the  State  or  some 
great  central  power? 

Mr.  Fink.  Yes,  sir ;  that  is  an  argument  in  favor  of  the  consolidation 
of  interests,  or  State  management;  but  as  the  latter  is  not  practicable 
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in  this  country,  we  try  to  approximate  to  the  ideal  plan  by  forming 
associations  consisting  of  a  large  namber  of  roads  working  together  as 
one  road  in  the  establishment  of  tariffs. 

Senator  Blaib.  And  the  only  power  exercised  by  these  associations 
is  to  regulate  the  rates  of  freight. 

Mr.  Fink.  They  agree  upon  the  rates  of  freight. 

Senator  Blaib^  And  when  the  Government  does  that  it  can  do  JQS- 
tice  by  all  the  people,  or  do  you  think  it  is  the  better  way  to  put  it  al- 
together in  the  hands  of  the  railroad  managers  f 

Mr.  Fink.  I  think  it  has  to  be  done  by  the  parties  in  interest  and  who 
understand  the  business. 

Senator  Blair.  The  managers  generally  think  so,  do  they  not  f 

Mr.  Fink.  I  think  they  would  all  be  glad  to  be  relieved  of  that  work 
if  the  Government  wonld  take  the  responsibility  of  paying  the  interest 
on  bonds  and  dividends  on  stock. 

Senator  Blaib.  In  other  words,  the  business  has  got  to  be  so  done 
as  to  maintain  all  the  roads  that  exist  and  all  that  may  be  built ;  is  that 
the  idea  f 

Mr.  Fink.  There  are  a  great  many  that  can  not  be  kept  out  of  the 
hands  of  receivers. 

Senator  Blaib.  By  this  arrangement  that  has  been  referred  to  a 
differential  is  given  to  the  weaker  roads  to  enable  them  to  do  business 
and  to  live  as  well  as  the  more  powei^l  roads,  l^oa  have  a  system 
that  practically  abolishes  the  question  of  competition,  have  you  not  t 

Mr.  Fink.  The  differential  rates  may  help  the  weaker  roads  to  do 
some  business,  but  whether  they  can  live  or  not  is  another  question. 

Senator  Blaib.  They  probably  could  not  do  business  if  they  were 
dead,  could  they  t 

Mr.  Fink.  Yes^  sir;  the  trouble  is  that  some  of  them  do  business  when 
they  are  dead. 

Senator  Blaib.  Then  they  ought  to  be  dead. 

Mr.  Fink.  Yes. 

EFFECT  OF  THE  PBOHIBITION  OF  POOLINO. 

Senator  Hisooqk.  You  have  had  two  years'  experience  under  a  pro- 
hibition of  pooling.  In  the  light  of  that  experience,  I  want  you  to  state 
in  detail  the  reasons  why  in  your  judgment  it  hiis  been  burdensome  or 
injurious  to  the  railroads  and  the  commerce  of  the  country.  I  want  you 
to  do  it  fully,  and,  as  I  say,  in  the  light  of  the  experience  you  have  had, 
state  if  there  are  any  reasons  why,  in  your  judgment,  that  prohibition 
has  been  a  burden  upon  the  railroads  and  a  buMen  upon  commerce. 

The  Ohaibman.  Do  you  refer  to  the  poohng  clause  of  the  actf 

Senator  Hisgogk.  Yes ;  I  wish  Mr.  Fink  would  state  fully  and  with 
argument,  if  he  pleases,  any  change  desirable.  If  he  is  of  opinion,  in 
the  light  of  his  experience,  that  the  pool  should  be  legalized  he  should 
state  it  and  state  it  carefully ;  and  I  wiH  say  further  that  if  Mr.  Fink 
is  unable  to  state  to-day  for  lack  of  preparation  his  ideas  upon  the  sub- 
jects I  have  outlined  he  may  hereafter  put  in  the  record  anything  that 
occurs  to  him  in  this  line. 

Mr.  Fink.  I  will  do  so.  I  can  only  make  a  general  statement.  I 
can  not  put  the  matter  before  you  off-hand  as  well  as  I  would  bke. 

Whatiscalled  pooling  in  this  country  seems  to  be  entirely  misunder- 
stood by  a  great  many  people.  It  is  a  method  of  railway  mauagement 
pra^^ticed  i»  all  other  countries,  even  where  railroads  are  owned  by  the 
Goverumeut.    It  has  been  found  t  he  most  practicable  method  of  dealing 
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with  a  great  many  questions  that  arise  between  the  railroad  comi^anies 
themselves.  The  public  is  not  concerued  in  it.  It  does  not  affect  the 
pablic  injuriously;  on  the  contrary,  it  is  to  its  advantage.  It  belps  to 
maintain  steady,  secure,  and  equitable  rates  for  equal  service,  avoids 
unjust  discrimination,  and  in  fact  its  object  and  practical  effect  is  the 
same  as  is  sought  to  be  accomplished  by  the  interstate  commerce  law. 
The  interstate  commerce  law  itself  might  be  called  a  pool,  in  that  it  re- 
quires the  railroads  to  maintain  their  tariffs  the  same  as  a  pool  would. 
The  railroads  are  at  liberty  to  establish  their  tariffs  now,  the  same  as 
they  were  before  the  interstate  law  was  enacted.  The  United  States 
Government  under  the  law  now  undertakes  to  enforce  these  tariffs. 
The  law  provides  for  penalties  in  case  tariffs  are  violated.  The  pool 
adopts  a  wiser  method,  and  tries  to  do  away  with  the  motive  for  vio- 
lating the  law.  The  main  motive  for  violating  the  tariffs  on  the  part  of 
competing  railroad  companies  is  to  secure  a  larger  share  of  the  traffic. 
Pooling  is  a  private  arrangement  between  the  railroad  companies  which 
guaranties  to  each  competing  railroad  company  that  it  will  secure  a 
fair  share  of  the  traf&c,  removing  the  motive  for  using  illegal  means  to 
secure  it,  the  tariff  being  reasonable  and  just,  as  provided  by  the  inter- 
state law,  and,  before  that  law  was  passed,  by  the  common  law,  the 
public  had  no  interest  whatever  in  knowing  whether  this  or  that  com* 
pany  carried  a  few  tons  more  or  less  of  the  trafiic ;  but  it  is  a  question  of 
the  most  vital  importance  to  the  competing  railroad  companies,  and  the 
failure  to  settle  it  peacefully  between  themselves  leads  to  all  the  evils 
of  railroad  management  which  the  interstate  commerce  law  was  en- 
acted to  prevent.  Therefore,  any  measure  which  prevents  this  friction 
between  competing  railroads — always  bearing  in  mind  that  the  tariff's 
are  reasonable  and  just — is  one  which  will  aid  in  carrying  out  the  intent 
and  spirit  of  the  interstate  law,  and  it  was  a  great  mistake  to  prohibit 
pooling  when  it  was  the  best  means  of  enforcing  the  law. 

Senator  Hisoogk.  Let  me  state  the  proposition  and  see  if  I  under- 
stand it.  You  claim  that  under  the  law,  so  far  as  the  rates  are  con- 
cerned, with  an  agreement  as  to  rates  by  competing  lines  existing,  and 
that  will  exist,  that  the  rates  are  controlled  just  as  completely  and  as 
effectually  at  this  time  as  they  were  before,  when  pooling  was  permitted. 
That  is  to  say,  the  prohibition  of  pooling  has  not  interfered  with  that 
matter. 

Mr.  Fink,  It  has  made  it  absolutely  necessary. 

Senator  Hisgooe.  Now,  if  I  understand  you,  you  say  that  if  pooling 
were  permitted  which  gave  to  each  route  its  proportion  of  the  traffic, 
and  provided  for  a  settlement  of  balances  in  cash,  if  either  exceeded 
the  amount  of  tonnage  allotted  to  it,  the  power  to  prevent  all  these 
numerous  artifices  and  frauds  now  being  resorted  to  by  rival  railroad 
organizations  to  get  freight  would  be  taken  away,  and  that  when  you 
bad  the  right  to  pool  there  was  then  no  inducement  for  this  cheating. 

Mr.  Fink.  No  motive  for  it. 

Senator  Hisgook.  And  for  this  cheating,  and  for  these  deceptive 
practices,  the  result  of  which  is  practical  discrimination  between  one 
shipper  and  another  and  one  locality  and  another,  there  would  be  no 
inducement  if  pooling  were  allowed. 

Mr.  Fink.  No,  sir. 

Senator  Hisgook.  And  if  you  could  have  the  right  to  pool  now  there 
would  be  no  necessity  for  any  criminal  law  as  against  those  frauds  and 
cheats,  because  there  would  be  no  inducement  to  engage  in  them.  Is 
not  that  your  argument  T 

Mr.  Fink.  There  would  be  no  inducement. 
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Senator  Hiscogk.  And  yon  say  farther,  give  the  Interstate  Com- 
merce Oommission  control  over  the  rate  schedales  and  there  could  be 
no  disadvantage  to  the  pablic  by  allowing  the  formation  of  a  pool. 

Mr.  Fink.  There  could  be  none.  I  think  the  pool  is  the  best  method 
that  could  be  adopted  to  prevent  these  illegai  practices,  bot  1  would  not 
object  to  the  law  remaining  as  it  is. 

Senater  Hiscock.  Of  course  you  do  not  object  to  the  penalty  sec- 
tions, but  you  think  if  pooling  were  allowed  that  the  inducement  to  fol- 
low these  practices  would  be  removed. 

Mr.  Fink.  Yes,  sir. 

The  Chairman.  You  were  the  chairman  of  the  pool  commission  that 
was  in  existence  before  the  passage  of  the  interstate  act,  were  you  not  f 

Mr.  Fink.  I  am  an  officer  of  the  Trunk  Line  Association ;  I  have  ex- 
])1ained  the  object  of  that  association  to  you.  Its  object  was  Bot  pool- 
ing, but  the  establishment  of  tariffs,  and  pooling  was  merely  incidental 
to  maintain  them. ' 

The  Chairman.  Were  there  instances  of  the  violation  of  these  pool- 
ing contracts  between  these  various  corporations  f 

Mr.  FcNK.  Plenty. 

The  Chairman.  Had  you  any  method  by  which  you  could  enforce 
such  contracts! 

Mr.  Fink.  I  am  sorry  to  say  no.    That  is  just  what  we  needed. 

The  Chairman.    And  did  yon  enforce  them  f 

Mr.  Fink.  In  a  great  measure;  yes,  by  voluntary  agreement  and 
moral  suasion. 

The  Chairman.  As  far  as  it  was  possible  to  enforce  it,  you  did  so,  but 
you  had  no  method  by  which  yon  could  compel  obedience  to  it  t 

Mr.  Fink.  Ko,  sir;  that  is  the  missing  link  in  our  organization. 

The  Chairman.  The  pool  fixed  the  rates  f 

Mr.  Fink.  The  association  fixed  the  rates,  and  the  pool  came  in  after- 
ward to  maintain  the  rates  and  to  prevent  the  violation  of  the  tariffs 
agreed  upon. 

The  Chairman.  Was  it  not  one  of  the  purposes  of  the  pool  to  have 
rates  fixed,  or  to  fix  rates  and  to  maintain  them  T 

Mr.  Fink.  To  maintain  them  was  one  of  the  purposes.  The  pool  was 
applied  to  only  a  small  portion  of  the  business.  The  pooled  traffic  did 
not  amount  to  20  per  cent,  of  the  total  business.  The  remaining  traffic 
was  not  pooled. 

The  Chairman.  As  I  understand  yon,  at  that  time,  as  now,  the 
common  carriers  fixed  the  rates  for  themselves  f 

Mr.  Fink.  Ye.s,  sir. 

The  Chairman.  Without  knowledge  of  what  the  rates  were  by  com- 
I)eting  lines  f 

Mr.  Fink.  The  competing  lines  came  together  and  fixed  the  tariff. 

The  Chairman.  Did  I  misunderstand  your  statement  in  the  early 
part  of  your  examination,  when  I  understood  you  to  say  that  the  trunk 
Hues,  in  respect  to  which  yon  hold  some  connection  at  this  time,  confer 
with  each  other  and  fix  rates,  differentials,  etc.,  by  agreement  and  un- 
derstanding with  each  other? 

Mr.  Fink.  They  establish  their  tariff^by  agreement  at  this  time,  as 
before  the  law  was  enacted. 

The  Chairman.  In  what  does  that  method  of  fixing  rates  differ  from 
the  method  of  fixing  rates  prior  to  the  passage  of  the  interstate  act! 

Mr.  Fink.  There  is  no  difference  at  all. 

Tlie  Chaiuman.  So  1  thought.  Then,  under  the  interstate  act,  the 
rates  so  fixed  are  legal,  and  the  law  imposes  penalties  for  violations! 

Mr.  Fink.  Yes. 
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The  Chairman.  Poes  not  that  give  yoa  a  better  opportunity  to  main- 
tain those  rates  and  to  enforce  the  rates  as  fixed  than  you  had  under 
your  pooling  contract  f 

Mr.  Fink.  It  helps  us  a  great  deal. 

The  Chairman.  Does  it  not  aid  you  in  maintaining  the  rates! 

Mr.  Fink.  Yea,  sir. 

The  Chairman.  And  are  you  not  more  able  to  maintain  the  rates 
under  the  existing  interstate  law  than  yon  were  under  a  pool  or  Jisso- 
ciation  or  contract  t 

Mr.  Fink.  Tes ;  but  while  it  aids  us  in  some  respects,  the  prohibi- 
tion of  pooling  makes  it  more  difficult  in  others.  The  maintenance  of 
rates  in  itself  is  well  enough,  but  there  is  another  element,  and  a  very 
important  one,  namely,  that  the  rates  established  should  not  only  be 
satisfactory  to  the  public,  but  that  under  rates  fixedly  maintained  the 
vanous  railroad  companies  competing  with  each  other  should  each  take 
a  fair  share  of  the  traffic.  Suppose  certain  established  rates  were  ab- 
solutely maintained  under  the  interstate  law,  and  one  or  another  com- 
pany should  receive  no  business.  That  would  be  an  inducement  for 
that  company  not  to  maintain  rates  and  to  resort  to  all  kinds  of  devices 
to  secure  a  share  of  the  traffic  This  would  very  likely  lead  to  a  war 
of  rates,  instability  of  rates,  and  to  all  the  many  other  difficulties  re- 
salting  from  rate  wars  which  are  now  so  well  understood  that  it  is  not 
necessary  for  me  to  detail  them  here.  If  in  connection  with  the  inter- 
state law  enforcing  rates  there  could  be  some  agreement  between  the 
railroad  companies  to  secure  to  each  a  fair  share  of  the^business,  as 
would  be  possible  under  a  pooling  arrangement,  it  would,  as  I  said  be- 
fore, remove  all  motive  for  violation  of  the  law  and  would  help  the  rail- 
roads in  sustaining  the  law.  As  ^  matter  of  fact,  the  prohibition  of 
pooling  has  increased  the  difficulty  of  maintaining  tariiis,  and  one  of 
the  reasons  is  that  the  railroads  can  not  arrange  among  themselves  an 
equitable  division  of  traffic  which  would  remove  many  of  the  difficulties 
they  now  have  to  contend  with  in  maintaining  equitable  and  just  tariffs. 

The  Chairman.  What  did  the  rate  wars  result  in  ! 

Mr.  Fink.  Very  low  earnings  of  the  roads,  the  stoppage  of  divi- 
dends, the  lowering  of  the  values  of  stocks,  and  losses  to  the  people 
who  invested  their  money  in  railroad  securittes,  which  must  finally 
result  in  financial  disaster. . 

The  Chairman.  And  the  cheapening  of  transportation  of  traffic  to 
the  people  f 

Mr.  Fink.  Yes,  sir;  the  cheapening  of  transportation  at  the  expense 
of  the  owners  of  railroad  property,  who  are  entitled  to  reasonable  coni- 
I)ensation,  but  which  they  can  not  obtain  unless  rate  wars  can  be  pre- 
vented. 

Senator  Harris.  £  will  go  a  step  further  as  to  the  method  of  pool- 
ing. Now,  if  I  understand  you — and  if  I  ilo  not,  I  want  to  understand 
yoo— yon  are  better  enabled  to  enforce  the  maintenance  of  rates  under 
the  existing  interstsite  law  than  you  were  under  the  pooling  agreement, 
or  the  system  called  pooling. 

Mr.  Fink.  The  interstate  law  is  a  great  assistance  in  maintaining 
rates,  but  it  has  not  prevented  the  violation  of  tariffs  by  many  devices 
and  has  not  prevented  rate  wars  and  can  not  prevent  them.  As  I  said 
before,  it  would  be  a  help  in  maintaining  rates  if  pooling  had  not  been 
prohibited. 

Senator  Harris.  The  chairman  suggests,  do  you  mean  by  maintain- 
ing rates  the  keeping  up  of  them  at  a  higher  point  f 

Mr.  Fink.  I  mean  the  keeping  up  of  reasonable  and  proper  tariffs. 
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THE  DIVISION  OF  TRAFFIC. 

Senator  Harris.  Is  uot  the  chief  difference  in  the  matter  of  main- 
taining rates  under  the  pooling  system  the  contract  reqairing  a  divis- 
ion of  the  traffic  between  the  varioas  members  of  the  poolf 

Mr.  Fink.  Yes. 

Senator  Harris.  Or  a  settlement  in  cash  of  the  balances,  so  as  to 
equalize  and  to  give  each  its  part  of  the  business,  or  the  equivalent  of 
its  part  of  the  business  f 

Mr.  Fink.  That  is  the  idea. 

Senator  Harris.  Under  the  interstate  law  no  such  rule  can  be  made 
as  that,  and  no  such  rule  can  be  enforced  t 

Mr.  Fink.  No,  sir. 

Senator  Harris.  Under  that  rule  did  not  the  association  or  pool 
determine  what  lines  the  freight  should  go  overf  Did  they  not  divide 
up  the  freight  according  to  its  destination  f 

Mr.  Fink.  At  one  time  they  did ;  not  lately. 

Senator  Harris.  They  divided  freights  and  thereby  deprived  the 
shipper  of  the  right  to  determine  over  what  line  his  freiglit  should 
passT 

Mr.  Fink.  Yes  ;  takingxare  that  it  went  over  as  good  a  line  as  the 
shipper  would  have  chosen  if  left  to  his  own  choice  in  the  matter. 

Senator  Harris.  He  do.es  not  control  the  line,  but  the  association 
controls  the  line  over  which  the  freight  passes. 

Mr.  FiNKs  We  find  a  suitable  line  and  ship  his  freight  over  it. 

Senator  Harris.  He  has  not  the  determination  of  the  route  by  which 
he  shall  shipf 

Mr.  Fink.  I  do  not  think  that  makes  any  difference  if  he  gets  the  same 
accommodations. 

Senator  Harris.  Would  it  not  make  this  difference,  one  line  being 
absolutely  solvent  and  responsible  in  damages  for  the  loss  of  goods,  or 
for  any  injury  sustained  to  the  goods,  while  another  line  would  not  be 
solvent  and  so  not  be  able  to  respond  in  damages  for  the  loss  or  injury 
of  the  goods,  and  in  the  latter  case  leave  the  shipper  without  remedy  t 

Mr.  Fink.  We  provided  for  that.  If  we  diverted  the  freight  from  one 
line  to  another  we  held  ourselves  responsible  for  it. 

Senator  Harris.  Could  it  be  enforced  f 

Mr.  Fink.  I  think  it  could  be  enforcetl.  I  know  it  has  been.  We 
have  no  right  to  divert  the  traffic  and  not  be  responsible. 

Senator  HiscocK.  You  only  made  those  changes  where  you  had  some 
secret  understanding,  did  you  not  f 

Mr.  Fink.  No  ;  it  was  an  open  understanding. 

Senator  Harris.  You  only  held  the  various  members  of  the  associa- 
tion responsible  for  such  a  loss  by  the  contract  that  they  entered  into  t 

Mr.  Fink.  Yes ;  by  our  contract. 

Senator  Harris.  And  if  that  contract  be  void,  because  the  courts 
hold  it  to  be  contrary  to  sound  public  policy,  then  legally  you  could  not 
be  held  at  all  ? 

Mr.  FiNit.  We  held  ourselves  liable  in  a  case  of  that  sort. 

Senator  Harris.  The  carrier  to  whom  these  goods  were  consigned 
could  be  held  responsible  for  a  diversion,  but  not  the  other  carriers? 

Mr.  Fink.  The  shipper  would  look  to  the  carrier  to  whdm  he  offered 
the  goods,  and  that  carrier  would  look  to  its  associates  to  share  in  any 
loss  that  might  occur.  The  shipper  is  fully  protected.  That  system  haid 
an  excellent  effect  in  maintaining  rates  and  stopping  unjust  discrimi- 
nation.    Freight  was  diverted  from  a  road  that  was  known  to  be  oon 
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tracting  at  lower  rates  and  showing  favoritism,  and  was  give^  to  a  road 
which  charge<l  full  rates,  thas  stopping  the  secret  concession  made  by 
the  former.  This  practical  method  was  more  effective  in  carrying  out 
the  principles  of  the  interstate  law,  I  think,  Uian  any  penalty  provided 
for  in  the  law  itself. 

I^a^IZING  POOLING. 

Senator  Habbis.  Do  you  think  the  pablic  would  be  benefited  by  re- 
pealing the  fifth  section  and  allowing  the  common  carriers  to  enter  into 
combinations,  associations,  or  pools,  such  as  existed  before  the^  passage 
of  this  act,  rather  than  to  retain  that  section  and  allow  every  carrier  to 
fix  his  own  rate,  and  then  giving  him  the  aid  of  the  law  to  maintain  itt 
Do  you  think  the  public  would  be  benefited  by  abolishing  that  feat- 
uret 

Mr.  Fink.  The  object  of  the  law  conld  be  more  completly  accom- 
plished by  abolishing  that  feature  and  legalizing  pooling  instead  of 
prohibiting  it. 

Senator  Harris.  Yon  would  have  pooling  legalized  instead  of  hav- 
ing it  left  as  a  nihility  t 

Mr.  Fink.  Yes ;  I  would  enforce  pooling  contracts  like  any  other 
contracts.  If  you  want  to  make  a  perfect  arrangement  legalize  pool- 
ing ;  but  I  wonld  hardly  advocate  it.  Let  the  railroads  work  out  the 
problem  as  best  they  can  ;  but  do  not  prohibit  pooling. 

Senator  Blair.  Would  it  not  be  necessary  in  that  event  that  the 
Government  should  have  something  to  say  before  the  fixing  of  the 
ratet 

Mr.  Fink.  It  does  now. 

Senator  Blair.  Not  by  any  law  I  know  of.  It  may  be  a  law  of  nat- 
ure. 

Mr.  Fink.  If  the  railroads  attempted  to  charge  an  extortionate  or 
nnreasonable  rate  you  could  go  before  the  Commission  and  they  would 
prohibit  it. 

Senator  Blair.  But  there  is  no  power  to  reduce  that  rate  but  a 
jury. 

Mr.  Fink.  The  railroads  generally  obey  the  decisions  of  the  Com- 
mission. 

Senator  Blair.  Yes;  but  most  people  avoid  the  crime  of  murder. 
There  is  no  law  that  I  know  of  under  which  the  Government  can  now 
Bay  you  shall  charge  2  cents  a  mile,  or  if  you  charge  more  there  is  a 
penalty  for  it.  But,  I  say,  is  it  not  necessary  if  the  Government  legal- 
izes pooling  that  it  should  have  something  to  say  about  the  contnu^t 
that  it  is  to  enforce  f 

Mr.  Fink.  All  the  Government  would  have  to  say  is  that  the  tariff 
to  be  maintained  by  the  pool  is  a  fair  and  just  tariff. 

Senator  Blair.  That  is  regulating  it.  If  you  make  a  provision  that 
the  Government  shall  enforce  the  pool,  then  the  public  is  at  the  mercy 
of  the  poolers  as  to  rates. 

Mr.  Fink.  Kot  under  the  interstate  law  which  provides  for  just  and 
reasonable  rates. 

Senator  Blair.  And  the  Government  would  be  called  in  to  stop  that 
extortion.  Should  you  not  consider  the  public  as  a  factor  in  the  fixing 
of  the  rates  t 

Mr.  Fink.  The  public  is  a  very  important  factor  in  the  fixing  of  the 
rates  at  all  times. 

Senator  Blair.  Now,  if  the  rate  is  extortionate  you  daim  that  a  man 
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can  go  to  tbe  ComDiissioD  and  tbey  will  scold  a  little  and  tben  he  will 
bring  tbe  case  before  a  jury  and  get  a  verdict. 

Mr.  Fink.  If  tbe  niilroads  do  not  obey  tbe  Commission  tbe  shipper 
can  go  to  a  jury,  but  I  think  such  a  case  will  hardly  occur. 

Senator  Hisgogk.  Is  it  true  in  point  of  practice  that  whenever  the 
Commission  reduced  rates  that  that  reduction  has  been  adhered  tot 

Mr.  Fink.  Yes,  sir ;  so  far  as  I  know.  The  railroads  are  not  likely 
to  carry  a  case  of  that  sort  to  the  courts.  I  suppose  you  bear  in  mind 
tbat  constructively  tbe  country  accepts  the  tariffs  filed  with  the  Com- 
mission. Otherwise  it  would  not  legislate  to  have  them  enforced  by 
tbe  Commission.  We  must,  therefore,  assume  tbat  there  is  an  approval 
of  tbe  tariff  until  complaint  is  made  and  some  evidence  is  produced  to 
show  that  tbe  tariff'  is  not  correct. 

GOVERNMENTAL  ESTABLISHMENT  OF  RATES. 

Senator  Beagan.  Is  it  practicable  or  possible  for  the  Government  to 
establisb  tbe  rates,  aa  I  understood  you  to  suggest  T 

Mr.  Fink.  It  would  be  a  very  difficult  thiug  for  the  Government  to 
establish  the  tariffs.  The  making  of  just  and  reasonable  tariffs  over 
150,000  miles  of  railroad  is  certainly  not  an  easy  task. 

Senator  Beagan.  In  view  of  that,  tben,  who  should  establish  the 
rates  nnder  a  pool  f 

Mr.  Fink.  Tbe  railroads,  in  the  first  place. 

Senator  Beagan.  Wben  those  rates  are  established,  does  not  that 
close  out  the  possibility  of  tbe  public  getting  the  benefit  of  competition 
in  freight  rates  f 

Mr.  Fink.  Not  at  all.  Tbey  may  not  get  the  benefit  of  rate  wars  and 
unreasonably  low  rates,  but  they  get  the  full  benefit  of  legitimate  com- 
petition. The  element  of  competition  is  always  taken  into  account  in 
establishing  tariffs. 

Senator  Beagan.  If  this  Government  can  not  fix  the  rate — and  I 
agree  witb  you  it  is  impossible  for  it  to  do  so — and  tbe  railroads  can  fix 
the  rate  and  must  fix  tbe  rate,  can  they  not  fix  tbe  rates  at  any  figures 
tbey  choose  T 

Mr.  Fink.  No,  tbey  can  not.  It  is  a  great  mistake  to  suppose  that 
the  railroads  can  sit  down  and  make  any  tariff  tbey  please.  If  tbat 
were  tbe  case  there  would  not  have  been  so  many  bankrupt  railroad 
companies.  Tbe  tariff's  are  limited  to  such  low  rates  tbat  it  is  ques- 
tionable whether  many  of  tbe  railroads  can  live  under  tbem. 

Senator  Beagan.  Is  it  not  true  that  there  were  more  difficulties  and 
railroad  wars  and  cut  freight  rates  before  tbe  passage  of  this  law  than 
since  the  passage  of  this  law  ? 

Mr.  Fink.  I  could  not  say  so.  I  think  there  have  been  more  wars  in 
the  West  since  the  passage  of  the  law  than  before.  I  can  not  say  as  to 
the  Eastern  roads.  In  the  East  tbe  railroad  companies  are  older  and 
better  organized,  but  they  were  fighting  all  last  summer,  notwithstand- 
ing the  law. 

Senator  Beagan.  Is  it  or  is  it  not  true  that  when  pools  have  been 
formed  their  failures  have  been  more  tbe  rule  than  otherwise  f 

Mr.  Fink.  There  have  been  pools  of  that  sort  and  there  have  been 
pools  that  have  been  successful.  We  carried  out  a  pool  from  1877  to 
the  Ist  of  April,  1887.  For  ten  years  we  had  no  diliicnity.  Of  course, 
the  pool  is  not  a  panacea  for  all  evils  j  but  it  is  a  great  help  ;  especially 
so  if  it  could  be  legally  enforced. 

Senator  Beagan.  Has  it  not  been  tbe  custom  for  years  for  tbe  rail- 
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roads  to  carry  throai^h  freights,  say  from  Chicago  and  St.  Lonis  to  the 
Eastern  markets  below  the  cost  of  transportation  f 

Mr.  Fink.  Unfortunately  that  has  been  the  case,  sometimes. 

Senator  RBAaAN.  And  to  preserve  the  revenues  of  the  roads  they 
have  been  obliged  to  carry  the  way  freights  at  a  higher  rate  to  make  up 
the  deficit? 

Mr.  Fink.  Comparatively  higher  as  compared  with  through  freight, 
but  not  absolutely  higher.  They  did  not  increase  the  charges  on  way 
freight  for  the  purpose  of  making  up  the  loss  on  through  freight;  but 
they  charged  as  much  as  they  could  oh  local  freight  when  the  through 
rates  were  on  a  proper  basis. 

Senator  Eeagan.  Did  it  not  often  happen  that  persons  could  ship 
their  goods  away  from  the  market  and  then  bring  them  back  at  a  lower 
rate  than  they  could  have  shipped  directly? 

THE  ENFOBOEMENT  OP  THE  LAW. 

Mr.  Fink.  Yes,  during  rate  wars.  I  do  not  complain  of  the  interstate 
law.  I  am  heartily  in  favor  of  it.  The  great  difliculty  with  the  law  is 
t^at  you  can  not  enforce  it,  and  we  are  prevented  from  enforcing  it  our- 
selves by  being  prevented  from  pooling.  You  have  no  machinery  for 
enforcing  the  law.  Our  associations  have  the  machinery  to  carry  it  out, 
bat  not  the  power. 

Senator  Eeagan.  I  would  venture  the  opinion  that  under  the  amended 
law  it?  will  be  enforced. 

Mr.  Fink.  I  think  that  there  is  every  intention  of  enforcing  it. 

Senator  Beagan.  The  Government  not  being  able  to  fix  the  rate, 
and  the  corporations  having  fixed  the  rate,  if  they  choose  to  make  ex- 
tortionate tariffs,  without  the  benefit  of  such  protection,  how  are  the 
people  protected? 

Mr.  Fink.  It  is  utterly  impossible  for  the  railroads  in  this  part  of  the 
country  to  make  extortionate  rates.  You  have  the  interstate  law,  and 
whenever  there  is  a  case  of  extortionate  charges  you  can  go  straight  to 
the  Commission  and  rectify  it. 

Senator  Ueagan.  Suppose  they  enter  into  a  general  pool,  what  would 
hinder  them  from  fixing  any  rate  they  pleased,  if  the  pool  is  legalized  f 

Mr.  Fink.  You  can  not  get  waterways  into  the  pools.  I  have  not 
been  able  to  see  how  railroads  can  make  any  higher  charges  than  they 
do  to-day.  There  has  been  no  complaint  about  high  rates.  If  you  ex- 
amine the  records  of  the  Interstate  Commerce  Commission  you  will  find 
that  with  the  exception  of  some  little  adjustments  of  interior  local  rates, 
there  has  not  been  a  single  complaint  brought  by  a  man  in  the  United 
States  as  to  extortionate  rates ;  they  are  an  impossibility.  You  have 
an  idea  that  the  roads  could  make  these  rates  arbitrarily,  but  they  can 
not.  The  shippers  make  the  rates  rather  than  the  railroads.  The  ship- 
per comes  to  the  freight  agent  and  tells  his  story  about  what  the  rates 
ought  to  be,  and  the  freight  agent  is  Always  inclined  to  accommodate 
the  shipper.  Thus  the  shippers  exercise  a"  great  influence  on  the  rail- 
roads in  the  making  of  rates. 

Senator  REAaAN.  Do  you  happen  to  be  informed  as  to  the  rates  on 
the  transcontinental  railroads — I  mean  the  Northern  Pacific,  the  South- 
em  Pacific,  the  Union  Pacific,  and  the  Canadian  Pacific — do  you  hap- 
pen to  be  informed  about  their  relative  rates  ? 

Mr.  Fink.  I  know  their  tariffs  in  a  general  way ;  I  know  they  have 
a  great  many  difficulties  to  contend  with. 

Senator  Beagan.  What  do  you  understand  to  be  the  relative  rates 
between  the  Canadian  Pacific  and  the  other  roads  ? 
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Mr.  Fink.  I  believe  tbey  work  nnder  an  afrreemciit.  Tlie  Canadian 
Pacific  is  allowed  a  diii'erential  of  40  cents.  The  rates  are  about  $4  be- 
tween New  York  and  San  Francisco  on  first-class  business,  and  from 
that  down  to  $1  on  the  lower  classes. 
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Mr.  John  KiNa,  president  of  the  New  York,  Lake  Brie  and  Western 
Bailroad  Company,  appeared.    ' 

The  Chairman.  Will  you  tell  the  committee  what  your  business 
now  ist 

Mr.  King.  I  am  president  of  the  New  York,  Lake  Erie  and  Western 
Bailroad  Company. 

The  Chairman.  What  are  the  termini  of  that  road  t 

Mr.  King.  Jersey  City  at  this  end  and  Buffalo  and  Dunkirk  on  the 
lake  and  Salamanca  on  the  road  proper. 

The  Chairman.  Where  is  Salamanca  t 

Mr.  King.  In  New  York,  at  the  point  where  the  New  York,  Pennsyl- 
vania aud  Ohio  road  commences. 

The  Chairman.  Can  you  give  the  connections  of  your  roadt 

Mr.  King.  The  New  York,  Pennsylvania  and  Ohio  commenoes  at 
Salamanca  and  goes  in  one  direction  to  Marion,  Ohio,  where  the  Chicago 
and  Atlantic  commences,  which  road  was  built  under  the  auspices  of 
the  Erie  road,  but  not  directly  under  the  control  of  the  latter.  Then 
we  go  to  Dayton,  Ohio,  where  we  connect  with  several  roads,  princi- 
pally the  three  C's  and  L  road  into  Cincinnati.  We  have  various  con- 
nections in  the  State  of  New  York. 

TRAFFIO  RELATIONS  WITH  THE  GRAND  TRUNK:. 

The  Chairman.  What  are  your  traffic  relations  with  the  Grand 
Trunk  Railway  Company  ! 

Mr.  King.  It  is  a  very  friendly  connection  of  ours  at  the  Niagara 
frontier. 

The  Chairman.  Do  you  do  much  business  in  connection  with  that 
roadf 

Mr.  King.  Yes,  sir. 

The  Chairman.  What  freight  do  they  take  from  you  f 

Mr.  King.  Could  not  tell  you  exactlyli  but  it  is  very  large ;  we  inter- 
change a  good  many  passengers  as  well. 

The  Chairman.  Going  west  and  east! 

Mr.  King.  Yes.    It  is  a  full  close  connection  of  ours. 

The  Chairman.  Could  you  give  approximately  the  total  business  done 
between  your  road  and  the  Grand  Trunk  ! 

Mr.  King.  I  tliiuk  100  cars  a  day  on  an  average,  or  about  70  west 
and  30  east. 

The  Chairman.  What  would  that  aggregate  in  tons  t 

Mr.  King.  It  would  average  about  15  tons  to  the  car. 

The  Chairman.  Have  you  any  special  agreements  with  that  road  by 
which  you  do  business  in  connection  with  itT 

Mr.  King.  Yes,  sir. 

The  Chairman.  Do  you  know  what  they  are! 

Mr.  King.  Generally  to  interchange  business.  We  met  within  the 
last  week  or  ten  days.  We  have  nothing  but  the  ordinary  traffic  ar- 
rangements between  railroad  companies,  except  that  we  agree  that  we 
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will  rnn  one  principal  passenger  train  by  that  route,  and  they  agree  to 
to  do  the  same  thing  with  as. 

The  Chairman.  At  what  point  does  yoar  road  connect  with  the 
Grand  Trnnkt 

Mr.  King.  At  Snspension  Bridge  and  Black  Bock. 

The  Ghaibman.  I  believe  yon  gave  your  western  connection  in  this 
country  as  at  Salamanca,  did  you  not  f 

Mr.  King.  Yes,  sir.  Our  relations  there  are  these :  We  lease  that 
railroad.  It  was  called  the  Atlantic  and  Great  Western,  but  is  now 
known  as  the  New  York,  Pennsylvania  and  Ohio.  We  pay  32  per  cent. 
of  the  gross  earnings  as  rental. 

The  Ohaibman.  You  form,  then,  a  through  line  in  connection  with 
the  Grand  Trunk,  do  you  t 

Mr.  King.  One  line,  yes,  sir ;  and  another  in  connection  with  the 
Kew  York,  Pennsylvania  and  Ohio,  and  the  Chicago  and  Atlantic. 

The  Ohaibman.  You  have  a  railroad  connection  j^ith  the  Grand 
Trunk,  but  do  you  have  any  competitive  relation  with  it  f 

Mr.  King.  Yes,  sir. 

The  Ohaibman.  What  is  that  t 

Mr.  King.  The  Chicago  and  Atlantic,  and  the  Atlantic  and  Great 
Western,  and  our  main  line. 

The  Ohaibman.  So  you  are  in  competition  with  the  Grand  Trunk, 
and  do  a  large  portion  of  your  western  business  in  connection  with  it  f 

Mr.  King.  Yes,  sir ;  and  we  also  do  a  large  business  with  the  Penn- 
sylvania Kailroad,  and  some  business  in  connection  with  the  Baltimore 
and  Ohio  Railroad  at  Mansfield. 

diffebbntials. 

The  Ohaibman.  What  arrangements  exist  now  with  respect  to  differ- 
entials whereby  your  company  and  the  Grand  Trunk  are  enabled  to  get 
a  satisfactory  share  of  the  competitive  business  between  t|ie  East  and 
the  West  t 

Mr.  King.  We  get  no  differential  on  the  east-bound  by  any  line,  ex- 
cept on  dressed  beef  for  a  portion  of  the  time ;  we  got  a  differential  on 
the  west-bound  traffic. 

The  Chaibman.  You  mean  on  freight  going  west  you  get  a  differen- 
tial! 

Mr.  King.  Yes,  sir. 

The  Ohaibman.  You  and  the  Grand  Trunk  in  conjunction  f 

Mr.  King.  Yes ;  also  by  the  Atlantic  and  Great  Western. 

The  Ohaibman.  How  is  it  you  get  it  west  and  not  east! 

Mr.  King.  Because  we  have  not  asked  for  it  east. 

The  Ghaibman.  Why  do  they  give  it  to  you  westt 

Mr.  King.  Because  we  insisted  upon  it,  and  fought  for  it,  and  after 
a  long  delay  got  it. 

The  Ohaibman.  Have  you  a  right  to  it,  do  you  think  t 

Mr.  Ejng.  Oh,  yes ;  we  have  a  right  to  more. 

The  Chaibman.  What  is  your  differential  now  T 

Mr.  King.  From  New  York  City  and  Boston  on  first,  5  cents ;  sec- 
ond, 4  cents;  third,  3  cents ^  fourth^  2  cents;  fifth,  1^  Boston,  1  New 
York ;  sixth^  1  cent. 

The  Chaibman.  Is  there  any  reason  wliy  if  you  have  a  right  to  get 
it  one  way  that  you  should  not  get  it  both  ways  f 

Mr.  King.  Yes,  sir.  In  a  few  minutes  I  could  tell  you  as  to  that  so 
far  as  the  past  three  years  are  concerned.    Before  pooling  was  prohib- 
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ited  we  got  these  cash  balances  that  have  been  alluded  ti)  froCn  time  to 
time  because  we  did  not  carry  business  enough— did  not  carry  the  per- 
centage that  was  awarded  to  us  by  the  arbitrator,  whoever  it  may  have 
been,  at  the  time.  When  the  interstate  law  went  into  effect  the  rail- 
road managers  were  very  much  embarrassed  as  to  exactly  how  they 
should  act.  We  could  not  pool.  The  stronger  lines  did  not  want  to 
admit  that  they  would  allow  differentials,  but  said  they  would  do  it  if 
it  was  found  upon  the  actual  business  done  that  it  was  nece^asary  or 
right  to  do  it.  After  a  good  deal  of  hesitation  the  Erie  Bailroad  agreed 
after  April,  1887,  that  it  would  maintain  full  rates  absolutely,  and  we 
would  watch  the  result  of  that  before  demanding  a  differential.  Our 
object  in  doing  that  was  to  the  end  that  if  we  could  get  the  percentage* 
of  business  that  we  formerly  got  we  would  be  content,  and  on  the  oth<'r 
hand  the  Pennsylvania  and  the  New  York  Central  said  that  they  would 
be  willing  at  the  proper  time  to  make  some  sort  of  an  adjustment.  It 
has  gone  along^under  that  arrangement  until  this  time.  There  was  no 
adjustment  made  until  about  a  year  ago.  Our  west  bound  business 
fell  off,  nnd  they  then  agreed  that  they  would  allow  a  difft^rential  in  our 
favor  on  westbound.  They  did  not  allow  any  difterential  on  east- 
bound  business,  as  I  said  before,  and  the  result  of  the  whole  thing  is 
that  for  the  first  two  years,  which  have  just  about  expired,  we  are 
$1,064,119  short  in  competitive  traffic,  as  compared  with  what  we  would 
have  received  under  the  old  system. 

The  Chairman.  What  old  system  ! 

Mr.  King.  Paying  balances  under  the  pool. 

The  Chairman,  What  effect  did  the  law  have  to  produce  that  short- 
age f 

EFFEOT  OF  THE  INTERSTATE  LAW. 

*        a  'J     i 

Mr.  King.  The  effect  is  this,  and  I  will  answer  two  questions  at  one 
time.  In  the  first  place,  take  a  line  like  the  Erie  Bailroad,  which  has 
not  the  best  reputation  in  the  world,  though  it  has  now  a  better  reputa- 
tion than  it  had  at  one  time,  and  we  are  trying  to  outlive  the  old  repu- 
tation as  fast  as  we  can.  Formerly  we  could  not  get  our  share  of  the 
traffic.  The  reason  we  were  given  a  percentage  under  the  pool  was  be- 
cause the  stronger  lines  knew  we  could  do  a  certain  large  amount  oi 
business  legitimately,  and  knew  we  could  get  another  amount  of  busi- 
ness, large  or  small,  illegitimately. 

The  Chairman.  That,  of  course,  was  before  the  law  took  effectt 

Mr.  King.  Yes,  sir;  and  so  they  made  us  payments  in  cash  of  our 
shortages  under  the  pool  before  the  interstate  law  went  into  effect, 
amounting  in  the  last  year,  ending  April  1, 1887,  to $429,337,  and  which', 
under  the  same  basis  of  settlement,  amounted  to  over  $530,000  x>er  an- 
num for  the  two  years  from  April  1,  1887  to  April  1, 1889. 

The  Chairman.  So  you  lose  nothing  by  the  passage  of  the  interstate 
law! 

Mr.  King.  Except  about  $1,000,000,  or  over  $500,000  per  annum. 

The  Chairman.  But  your  road  is  not  so  situated  naturally  as  to  be 
able  to  secure  business  in  competition  with  others  f 

Mr.  King.  The  New  York  Central  is  a  very  strong  line,  and  the  Penn- 
sylvania is  a  stronger  one  at  the  same  rates.  That,  of  course,  is  under- 
stood. 

The  Chairman.  Your  road  has  the  right  to  fix  any  rates  it  pleases, 
provided  it  is  done  according  to  law.  You  have  been  done  no  injury 
by  the  operation  of  the  interstate  act  except  in  that  way,  have  you,  that 
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jour  road  is  at  a  disadyantage  as  compared  with  the  other  roads  in  get- 
ting the  business  ordinarily. 

Mr.  Kino.  As  a  general  proposition  that  is  a  correct  statement.  The 
operatiou  of  the  interstate  law  has  been  to  strengthen  the  strong  lines 
and  to  weaken  the  weak  lines.  I  am  not  talking  of  the  Canadian  lines 
at  the  moment,  but  am  speaking  of  the  lines  in  the  United  States. 

The  Gh  AiBMAN.  Under  the  operation  of  the  pool  you  say  you  received 
$500,000  a  year  ! 

Mr.  King.  Yes;  the  Erie  would  have 'got  that  much  more  than  we 
get  now  if  the  law  had  not  been  changed. 

The  Chairman.  How  did  you  get  thatt 

Mr.  King.  We  got  that  for  being  virtuous,  for  one  reason,  and,  gen- 
erally speaking,  the  lines  thought  it  only  fair  that  the  competitive  busi- 
ness be  distributed  under  the  rule,  as  Mr.  Fink  explained.  We  got  that 
amount  for  these  reasons. 

The  Chairman.  And  you  got  that  without  doing  anything  f  . 

Mr.  King.  We  got  it  every  month.  If,  upon  a  statement  it  was 
shown  that  we  owed  them  anything,  we  paid  it,  and  we  gave  security, 
but  we  did  not  pay  much. 

The  Chairman.  The  balance  was  always  in  your  favor! 

Mr.  King.  Generally. 

The  Chairman.  Of  tlie  diflfereiitials  that  you  get  on  your  west* bound 
freight  what  proportion  does  your  particular  line  get  as  compared  with 
tfae  Grand  Trunk  f 

Mr.  King.  The  same. 

The  Chairman.  Per  mile  t 

Mr.  King.  Yes. 

The  Chairman.  Do  you  think  that  this  differential  arrangement 
Bbould  be  kept  up  f 

Mr.  King.  I  think  the  differential  ought  to  be  increased ;  the  princi- 
ple is  good  enough. 

The  Chairman.  You  think  the  differentials  should  be  increased  f 

Mr.  King.  Yes  ^  because  we  are  running  behind. 

The  Chairman.  Are  these  differentials  the  expedient  whereby  your 
c5ompany  secures  the  traffic,  and  do  they  take  the  place  of  the  pool  in 
order  to  attain  that  object  t 

Mr.  Ejng.  That  is  a  true  statement  The  reason,  also,  why  we  have 
fallen  behiAd  since  these  differentials  were  allowed  nominally  is  that 
they  are  really  allowed  because  the  other  lines  have  reduced  their  rates 
in  proportion. 

The  Chairman.  Keduced  their  rates  for  what  reason  f 

Mr.  King.  Simply  because  business  was  dull  and  they  wanted  all 
they  could  get.  They  thought  we  were  getting  a  little  too  much.  I  do 
not  think  that  is  being  done  now,  however. 

The  Chairman.  Was  not  that  the  result  of  the  interstate  act  and 
the  publication  of  rates  by  all  the  roads  t 

Mr.  King.  I  can  not  say  that  it  was;  it  may  have  been. 

OBSERYANOB  OF  THB  LAW. 

The  Chairman.  You  do  not  mean  that  they  reduced  the  rates  in 
violation  of  the  act  f 

Mr.  King.  £  would  not  like  to  swear  to  that.  You  know  that  for  a 
time — say  most  of  last  year — the  rates  were  not  strictly  observed  by 
any  of  the  lines. 

The  Chairman.  What  particular  period  do  you  refer  tot 
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Mr.  King.  Last  year. 

The  Chairman.  The  year  after  the  act  went  into  operation  ! 

Mr.. King.  Yes;  1888.  With  the  beginning  of  the  enforcement  of 
the  law  from  the  first  of  April,  1887,  they  generally  obeyed  it,  bot  after- 
ward they  got  careless  and  looser  in  rate  matters. 

The  Chairman.  How? 

Mr.  King.  They  did  it  all  along,  and  I  think  one  reason  for  it,  though 
I  do  not  say  it  in  criticism  of  the  Interstate  Commerce  Commission,  is 
that  the  Govei:nraent  did  not  undertake  to  carry  out  the  law.  The  Com- 
missioners gave  various  opinions  in  conflict  with  each  other.  The  only 
thing  the  companies  appeared  to  know  was  that  they  were  not  punished. 
So  the  roads  went  along  pursuing  these  practices  while  permitted  to  do 
so,  and  the  fa-ct  is  that  not  until  the  amendment  of  the  law  was  made,  on 
the  third  of  last  March,  did  the  traffic  agents  wake  up  to  the  fact  that 
they  might  be  placed  in  a  dangerous  position  if  they  violated  the  law. 

The  Chairman.  So  they  are  now  beginning  to  observe  it! 

Mr.  King.  I  think  it  is  very  fully  observed  in  this  country. 

OPPORTUNITIES  OF  THE  CANADIAN  ROADS. 

The  Chairman.  How  is  it  with  these  Canadian  roads  that  are  taking 
traffic  into  and  out  of  the  United  States  f 

Mr.  King.  Of  course  we  can  not^  tell  how  they  act  up  there,  not 
nearly  as  well  as  we  can  tell  how  we  act  ourselves ;  but  we  know  this, 
that  they  have  abundant  opportunities  for  doing  things  contrary  to  law 
without  being  punished. 

The  Chairman.  What  are  these  opportunities  f 

Mr.  King.  The  opportunities  are  these:  As  an  example  of  what  they 
can  do,  and  I  must  confess  I  believe  they  do  it,  they  make  a  contract 
with  a  man  in  Chicago  to  take  his  export  business  to  Liverpool,  and 
they  give  him  rates  and  the  rates  are  on  the  bill  of  lading,  and  ever^'- 
thing  is  right  on  the  face  of  it  and  hardly  anybody  knows  anything 
different ;  but  it  is  the  easiest  thing  in  the  world,  and  I  am  told  it  is  a 
fact,  for  the  freight  agent  in  Montreal  to  send  a  draft  to  the  man  in 
Liverpool  or  London  paying  him  a  rebate.  If  the  rate  is  25  cents  on  a 
bill  of  lading  and  the  agent  agreed  to  make  it  22  cents,  the  3  cents  iu 
sterling  is  sent  to  Liverpool. 

The  Chairman.  And  a  part  of  that  cargo  goes  through  {he  United 
States  f 

Mr.  King.  In  some  cases.  It  does  not  come  through  always.  It  goes 
to  the  line  at  Portland  or  the  line  at  Montreal. 

The  Chairman.  Any  goods  carried  to  Liverpool  or  any  place  abroad 
where  they  do  not  strike  the  United  States  in  transit,  as  a  matter  of 
course  are  entirely  out  of  our  jurisdiction. 

Mr.  King.  But  I  am  inclined  to  believe  that  it  goes  to  Portland.  1 
do  not  believe  those  lines  <are  directly  subsidized.  They  may  have  been 
at  one  time.  That  you  will  find  out  in  your  investigation  in  Canada. 
We  all  know  that  no  business  originates  at  Portland.  We  know  that 
these  ships  must  have  a  load,  and  the  road  must  give  them  a  load,  and 
if  they  can  not  give  them  a  load  at  one  price  they  will  give  it  to  them 
at  another.  The  steamship  lines  settle  with  the  railroad  lines,  and  the 
railroads  settle  with  the  shipper  by  means  of  drafts.  That  is  what  is 
believed  among  railroad  men,  but  I  do  not  charge  it. 

The  Chairman.  Are  any  of  you  gentlemen  engaged  in  that  sort  of 
practice! 

Mr.  King.  Not  at  this  time;  but  those  fellows  did  not  stop.    They 
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kept  going  on  and  on,  and  will  go  on  forever.  They  do  not  mind  the 
law. 

The  Chaibman.  Have  any  of  them  committed  a  violation  of  law,  or 
has  any  agent  in  the  United  States  disobeyed  the  law  Y  If  they  have 
they  may  miDd  the  law  some  of  these  days. 

Mr.  King.  Commissioner  Fink  thinks  it  is  pretty  hard  to  get  hold 
of  them.  It  seems  to  me  that  the  Federal  coart  can  get  hold  of  aa  agent 
living  in  the  United  States,  even  if  he  be  ^  citizen  or  lives  in  Canada, 
but  I  am  not  a  lawyer,  and  can  not  speak  definitely  as  to  that. 

The  Chairman.  But  it  is  your  judgment  that  the  American  people 
who  are  engaged  in  railroading  are  trying  to  obey  the  law  just  now? 

Mr.  EjNa.  I  do  not  know  of  any  case  of  violation. 

THE  AMENDMENT  OF  THE  LAW. 

The  Chaibman.  So  that  the  additional  stringency  of  the  law  has  aided 
in  its  enforcement  instead  of  weakening  it  f 

Mr.  King.  I  think  the  amendment  of  the  law  is  a  very  important 
thing;  and  I  am  sorry  it  was  not  done  before. 

The  Chairman.  The  fact  is  that  the  reason  the  Commission,  if  I  may 
be  allowed  to  say  it  here,  did  not  enforce  the  act  as  rigidly  as  I  thought 
and  others  thought  they  should  have,  and  as  you  must  have  thought 
they  should  have,  if  you  were  trying  to  obey  it  yourself,  was  because 
there  were  some  missing  links  in  the  law  and  some  questions  as  to 
whether  it  could  be  enforced  in  the  courts. 

Mr.  King.  I  think,  as  I.understood  it,  and  in  fact  I  understood  some 
one  who  claimed  to  know  to  say  so,  that  the  Commissioners  did  not 
agree  among  themselves,  though  the  m<ajority  decided  that  the  Com- 
mission could  not  enforce  it  on  the  through  business,  and  the  amend- 
ment was  made  to  correct  that,  and  it  had  a  salutary  effect  on  the  rail- 
road people. 

the  situation  as  to  the  grand  trunk. 

The  Chairman.  Have  you  any  comment  to  make  on  the  present  sit- 
nation  under  the  Interstate  act  as  between  your  ro<ad,  being  an  Amer- 
ican road,  or  of  any  other  roads  that  you  know  qf  in  America,  and  those 
in  the  Canadian  Dominion  t 

Mr.  Ring.  I  have  this  to  say,  that  the  Chicago  and  Atlantic  road, 
which,  as  I  said,  was  promoted  by  the  Erie  but  does  not  belong  to  it,  the 
Erie  Company  having  two  milhons  of  dollars  in  it,  is  in  close  connec- 
tion and  full  harmony  with  the  Brie  system.  We  do  not  get  out  of  Chi- 
cago what  we  regard  as  our  fair  share  of  the  business.  That  may  be  a 
question,  but  we  know  we  do  not  get  as  much  as  we  did  formerly  and 
the  Grand  Trunk  gets  certainly  twice  as  much,  and  they  distribute  that 
among  their  different  connections.  You  understand  we  not  only  have 
a  connection  with  them,  but  the  West  Shore,  the  Lehigh  Valley,  the 
Borne,  Watertown  and  Ogdensburg,  and  the  Lackawanna  have  con- 
nections with  them  also,  and  they  have  counectionsL  through  Maine  and 
Vermont. 

The  Chairman.  What  is  the  connection  in  Vermont  t 

Mr.  King.  The  Vermont  Central. 

The  Chairman.  Does  that  belong  to  the  Grand  Trunk  or  is  it  leased 
by  the  Grand  Trunk  ? 

*^Mr.  King.  It  is  not,  but  itis  in  close  affiliation  with  them.  Itspolicy 
in  a  measure  is  dictated  by  the  Grand  Trunk.  They  have  been  a  thorn 
in  the  flesh  of  all  roads  up  thei-e  for  years ;  they  have  always  been  mak- 
ing lower  rates* 
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The  Chairman.  You  say  you  have  not  fared  as  well  as  you  did  be- 
fore the  act  was  passed.  Fow  what  is  the  specific  explanation  thai; 
you  have  to  make  for  not  having  fared  as  well  f 

Mr.  Kino.  Well,  I  could  not  prove  it,  and  I  would  not  attempt  to 
prove  it,  but  my  impression  is  that  they  do  these  things.  I  have  un- 
derstood that  they  give  drawbacks. 

The  Chairman.  And  in  fact  the  Canadian  road  does  not  obey  the 
law  as  you  do  T 

Mr.  King,  l^o,  sir. 

The  Chairman.  And  violates  it  by  giving  rebates  t 

Mr.  King.  I  can  not  account  for  it  in  auy  other  way.  I  do  not  say 
anything  about  our  line.  But  you  take  a  line  like  the  Lake  Shore. 
Nobody  knows  any  better  line  than  the  Lake  Shore  running  from  Chi- 
cago to  the  East.  The  Michigan  Central  also  is  a  good  line.  It  runs  to 
Detroit  and  runs  over  the  Canadian  Southern,  which  they  lease,  to  the 
Niagara  frontier.  Everybody  knows  that  the  Pennsylvania  liailroad 
is  a  splendid  line,  and  yet  the  Grand  Trunk  go  into  Chiciigo  and  get 
a^  they  did  a  week  or  two  ago,  39  per  cent,  of  the  business,  when  it  used 
to  get  less  than  20  per  cent. 

The  Chairman.  I  will  ask  you  to  explain  that. 

Mr.  King.  I  can  not  explain  it.  These  things  are  done  in  the  corner 
and  secretly  in  every  way.  I  think  Mr.  Newell  has  the  figures.  The 
Grand  Trunk  ha«  been  getting  recently  39  per  cent,  of  the  through 
business  out  of  Chicago. 

Senator  Reagan.  In  competition  with  your  road  and  the  Pennsyl- 
vama  and  the  New  York  Central  f 

Mr.  King.  Yes,  and  the  Baltimore  and  Ohio. 

Senator  Beagan.  Have  you  any  notion  as  to  any  change  in  legisla- 
tion necessary  to  protect  American  roads  against  foreign  roads  doing 
business  in  thi»  country  f 

Mr.  £JNG.  No,  sir ;  I  have  no  idea  as  to  how  it  can  be  done.  As  I  said, 
I  am  not  a  lawyer,  and  cert^ainly  am  not  a  legislator;  but  it  seems  to 
me  that  with  persons  doing  business  in  this  country,  where  a  part  of 
the  business  is  done  in  Cansvda,  you  can  apply  the  same  rule  as  you 
would  apply  to  the  American  roads. 

The  Chairman.  Do  you  think  the  interstate  law  can  be  so  enforced 
that  a  Canadian  road  coming  into  this  country  must  obey  it  T 

Mr.  King.  I  can  not  see  any  reason  why  it  should  not.  If  a  law  of 
Congress  is  passed  it  applies  to  everybody  in  the  United  States.  I  do 
not  see  why  it  should  not  apply  to  others  doing  business  in  the  United 
States.  Speaking  for  our  road,  we  do  not  ask  anything.  We  do  not 
ask  that  we  shall  have  any  advantage  over  the  Canadian  road,  but  we 
a.sk  that  the  Canadian  road  be  put  exactly  on  the  same  footing  as  we 
are. 

Senator  Gorman.  How  are  you  to  get  at  itf 

Mr.  King.  That  is  not  for  me  to  state. 

The  Chairman.  How  are  the  tariffs  of  the  Canadian  road,  as  fkr  as 
you  know  ! 

Mr.  King.  I  do  not  know.  I  know  the  same  action  is  taken  toward 
them  by  the  Commission  as  it  takes  toward  other  roads.  They  are  re- 
quired to  i)08t  their  rates,  as  the  American  roads  do.  ^ 

The  Chairman.  Are  their  through  rales  posted  I 

Mr.  King.  Yes;  I  think  they  are  all  posted  in  Chicago. 

The  Chairman.  And  the  only  question  in  your  mind  is  whether  or 
not  they  are  lived  up  to  ? 

Mr.  King.  Yes. 
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The  Ohaisman.  They  post  the  rate  according^  to  what  they  are  enti- 
tled to  <$harge  under  the  differential  rate  f 

Mr.  King-.  There  is  no  differential  east-bound.  We  publish  the  dif- 
ferentials here  on  west-bound. 

The  Chairman.  Over  what  lines  of  the  Grand  Trunk  or  other  Cana- 
dian roads  do  your  cars  now  run,  and  in  the  carriag^e  of  what  traffic! 

Mr.  EinCt.  They  run  over  the  Grand  Trunk,  but  I  do  not  think  we 
have  any  cars  running  over  the  Canadian  Pacific.  If  we  have  any  they 
are  very  few. 

The  Ohaibman.  Do  your  cars  go  through  to  Canada  without  hinderance 
in  any  way  f 

Mr.  King.  Yes,  sir. 

The  Chaibhan.  Just  as  though  the  two  companies  were  onef. 

Mr.  King.  Yes,  sir;  just  as  they  do  by  any  line  south  of  the  lakes. 

The  Gh AIEMAN.  Do  you  know  what  becomes  of  your  cars  when  they 
get  into  Canada  f 

Mr.  King.  I  think  they  use  them  in  the  through  traffic,  unless  they 
are  very  short  of  cars.  They  use  them  pretty  much  as  they  are  used 
elsewhere. 

The  Chairman.  And  when  Canadian  cars  come  over  here,  do  you  let 
them  go  off  your  line  anywhere  f 

Mr.  King.  No,  sir ;  we  send  them  right  back. 

the  pooling  question. 

The  Chaibm AN.  There  has  been  a  good  deal  of  discussion  hereon 
the  pool  question.  Mr.  Fink  seems  to  think  that  it  is  a  cure  for  all  ills 
and  that  its  prohibition  has  been  the  cause  of  most  of  the  ills  that  have 
existed  since  the  passage  of  the  act. 

Mr.  Fink.  I  did  not  express  myself  quite  so  strongly. 

Mr.  King.  I  was  going  to  say  that  I  would  not  go  quite  that  far.  I 
think  this,  that  the  pooling  system  ought  not  to  have  been  broken  up 
until  some  better  system  had  been  devised.  We  lost  more  than  one 
million  of  dollars  on  account  of  the  abolition  of  the  pool  in  the  two  years 
since  the  interstate  law  went  into  effect. 

The  Chairman.  If  the  pooling  had  gone  on  you  would  have  been 
getting  that  much  more  money  now  f 

Mr.  King.  Yes,  sir;  and  it  would  be  very  acceptable.  By  breaking 
up  the  so  called  vice  of  pooling  the  weak  lines  have  been  weakened  and 
the  stronger  lines  have  grown  stronger. 

The  Chairman.  Has  not  the  interstate  law  had  a  tendency  to  check 
the  building  of  unnecessary  railroads  and  thereby  give  the  weak  lines 
a  chance  of  recouping f 

Mr.  King.  That  might  follow  as  a  corrollary. 

The  Chairman.  Has  the  interstate  law  prevented  the  building  of 
more  railroads  f 

Mr.  King.  Yes,  but  I  do  not  think  that  the  interstate  law  is  the 
only  thing  that  produced  that  effect.  Lines  were  built  into  deserts  and 
everywhere  else  where  there  wa«  no  business  for  them,  and  taking  the 
two  things  together  it  has  prevented  the  railroads  from  making  money. 
As  we  know,  some  of  the  leading  roads  in  the  West  are  very  much  em- 
barrassed, and  the  fact  is  that  the  people  do  not  want  to  build  any 
more  roads  while  the*  existing  lines,  which  were  formerly  very  strong 
and  profitable,  can  hardly  earn  their  fixed  charges,  and  very  few  declare 
a  dividend. 

6543. 
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The  Chairman.  Of  coarse  wbeu  you  ueed  more  railroads  tliey  will  be 
built  f 

Mr.  King.  Yes;  somebody  will  build  them. 

The  Oh  AIRMAN.  And  no  law  could  be  passed  to  prevent  itt 

Mr.  King.  No,  sir. 

The  Chairman.  But  the  forcing  of  the  weak  roads  to  stand  a  little 
more  upon  their  own  ]:esources  when  they  found  they  were  making 
nothing  and  could  not  recoup  from  the  strong  roads  had  a  tendency  to 
check  up  a  little  the  building  of  unnecessary  roads  f 

Mr.  King.  Yes ;  the  natural  result  was  this,  tbat  we  did  not  get  any 
more  by  carrying  the  freight  under  the  interstate  law,  or  not  as  much,  as 
before.  As  far  as  we  are  concerned  we  have  not  got  as  much  of  this 
competitive  traffic  a«  before  we  met  competition  in  another  way. 

The  Chairman.  When  was  that  t 

Mr.  King.  Heretofore.  It  has  been  different  in  the  last  two  years. 
If,  for  illustration,  a  man  had  a  car  of  cattle  to  ship  from  Chicago  he 
was  not  going  to  the  Erie  Kailroad  that  would  take  half  a  day  longer 
time  to  get  to  New  York  than  it  would  require  on  the  Penns^^lvania. 
The  Pennylvania  is  in  superb  condition  and  there  is  no  better  line  as 
to  physical  condition  in  the  country.  It  is  no  trouble  for  them  to  run 
their  trains  in  comparatively  fast  time,  and  we  have  had  to  run  oar 
trains  in  the  same  time  to  get  any  of  this  business,  and  in  order  to  do  so 
we  have  "had  to  spend  a  good  deal  of  money  to  get  our  track  in  order  to 
transport  in  the  same  time  as  the  Pennsylvania. 

Xbe  Chairman.  Is  it  not  a  good  thing  for  you  that  you  had  to  put 
your  track  in  good  condition  t 

Mr.  E[iNG.  Qood  for  the  public  but  not  good  for  the  road. 

The  Chairman.    But  it  is  the  public  we  are  looking  after. 

Mr.  King.  I  was  looking  a  trifle. after  the  railroad.    [Laughter.] 

the  grand  trunk  road. 

The  Chairman.  Take  this  Grand  Trunk  road,  has  it  been  an  injury 
or  a  benefit  to  the  people  of  New  England  and  to  the  people  of  the  bor- 
der States  along  the  northern  line  of  the  United  States  ? 

Mr.  King.  I  should  not  say  it  was  an  injury ;  I  do  not  know  of  how 
much  benefit  it  was.    It  was  no  injury  certainly. 

The  Chairman.  I  put  it  both  ways  because  I  did  not  want  to  be 
understood  as  leading  you  in  either  direction. 

Mr.  King.  I  think  it  about  an  even  thing.  The  Grand  Trunk  is  well- 
managed  and  a  portion  of  it  is  in  fine  condition,  the  Great  Western  road 
of  Canada  especially,  and  I  do  not  think  any  intelligent  man  in  the 
country  would  want  to  shut  up  the  Grand  Trunk  Company  and  prevent 
it  from  doing  business. 

The  Chairman.  Why  not  t 

Mr.  King.  Because  there  is  competition  all  over  the  land,  and  we  do 
not  mind  that  competition  in  addition.  It  is  only  a  part  of  the  whole 
thing. 

The  Chairman.  Suppose  it  were  shut  off,  what  would  be  the  effect 
upon  the  people  of  Illinois  and  Minnesota  and  Dakota  and  Wisconsin 
and  Michigan  and  New  England  1 

Mr.  King.  I  do  not  think  it  would  have  any  effect. 

The  Chairman.  Would  it  not  iucrease  the  price  of  transportation  t 

Mr.  King.  It  would  give  more  business  to  the  remaining  lines. 

The  Chairman,  And  would  not  the  result  be  that  you  yrqald  ^^^ 
your  rates  f 
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Mr.  King.  No,  dir ;  because  enough  competition  would  be  left  to  keep 
tbe  rates  down.    There  is  no  doubt  about  that. 

Senator  Keagan.  Would  not  the  increase  of  business  rather  tend  to 
lower  rates  f 

Mr.  KiNa.  No,  I  think  they  would  keep  them  about  as  they  are.  The 
increase  of  business  may  happen  during  a  certain  part  of  the  year,  but 
before  the  year  is  over  it  will  equalize.  One  part  of  the  year  we  would 
get  more  business  than  we  could  do,  and  another  portion  of  the  year  it 
would  become  slack,  and  in  the  long  run  about  equalize,  year  by  year, 
for  the  year. 

WHAT  BEOULATES  BiTTES. 

Senator  Beagan.  Is  there  any  reason  that  controls  you  gentlemen  in 
the  railroad  business  in  the  direction  of  lowering  rates  when  you  have  to  f 

Mr.  KiNa.  No,  sir. 

Senator  Eeagan.  And  you  never  lower  them  except  when  you  are 
compelled  to  do  so  f 

Mr.  Kino.  Competition  regulates  it. 

Senator  Reagan.  Su[)pose  you  have  not  much  competition,  you  keep 
it  np  do  you  not  f 

Mr.  EaNa.  Keep  it  up  to  a  reasonable  rate. 

Senator  Reagan.  In  other  words,  do  you  consider  the  condition  of 
the  shipper  at  all,  or  consider  how  much  you  get  out  of  the  traffic  you 
get  control  off 

Mr.  King.  No,  sir;  I  do  not.  I  never  subscribed  to  the  doctrine 
that  we  should  make  it  pay  all  it  could  pay. 

Senator  HisoocK.  Has  the  rule  been  in  last  twenty  years  that  the 
railroads,  or  at  least  some  of  them,  upon  the  theory  of  increasing  their 
tonnage  by  lowering  rates,  have  been  more  than  compensated  by  the 
increased  tonnage  for  the  losses  sustained  in  lowering  the  rates  f 

Mr.  King.  That  was  the  result. 

The  Ghaibman.  It  is  a  question  whether  you  make  more  money  by 
one  system  than  another  f 

Mr.  King.  We  try  to  regulate  itand  consider  the  business  in  the  light 
of  what  would  be  best  for  the  interests  of  our  patrons.  Mr.  Fink  stated 
something  with  reference  to  the  railroads  whenthey  got  into  these  wars, 
and  their  doing  business  whether  it  would  pay  or  not.  We,  however, 
never  took  any -business  on  the  Erie  that  did  not  p^y  perse. 

The  GHAIBMAN.  Pay  what  f 

Mr.  King.  Some  profit  on  the  oi)erating  expenses,  and  we  never  took 
anything,  if  we  knew  it,  of  course,  at  less  than  the  cost.  Of  course  iu 
a  vast  traffic  like  that,  we  may  at  times  do  so,  but  never  if  we  know  it. 

EFFECT  OF  THE  INTEBSTATE  LAW. 

The  Ghaibman.  What  is  your  judgment  now  as  to  the  operation  of 
the  interstate  law  upon  the  traffic  of  the  country  f  Has  it  reduced 
rates,  or  in  any  way  affected  the  transportation  raises  of  the  country  t 

Mr.  King.  I  do  not  think  it  has  reduced  rates.  I  think,  as  I  said  a 
little  while  ago,  it  has  increased  the  expenses  of  the  railroads. 

The  Ghaibman.  How  increased  expenses  1 

Mr.  King.  Take  our  case.  We  had  to  compete  with  the  best  lines 
in  the  .country,  and  that  forced  us  to  make  large  expenditures  for  in- 
creasing our  facilities.  The  strong  lines  make  faster  time  than  there  is 
any  necessity  for  in  many  cases.  They  set  the  pace  for  the  rest  of  us^ 
and  we  had  to  keep  up  the  best  way  we  could. 
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The  Chairman.  You  say  the  result  has  been  a  redaction  of  rates. 
You  mean  by  that  in  the  aggregate,  do  youf 

Mr.  King.  I  mean  to  say  that  if  yon  take  the  reports  of  the  several 
railroads,  as  far  as  we  have  gone  this  year,  it  is  about  the  same  thing 
that  the  roads  have  done  the  past  two  years  at  the  same  time,  and  just 
about  what  it  was  two  years  ago.  This  year  the  rates  have  been  a  little 
less,  because  the  rates  are  rather  lower^  but  I  think  at  the  moment  the 
rates  ftre  better  maintained,  and  that  when  the  year  ends  there  will  be 
very  little  loss  compared  with  the  previous  year,  and  very  little  loss 
during  the  previous  year  compared  with  the  year  before,  and  very  little 
loss  for  that  year  in  comparison  with  the  year  preceding. 

The  Ghairman.  Well,  the  average  rate  is  about  the  same,  or  possibly 
a  little  less.  Is  it  or  not  true  that  in  the  making  of  new  scLiedules  in 
localities,  rates  have  been  largely  reduced  so  as  to  comply  with  the  long 
and  short  haul  clause  of  the  law,  and  the  general  provisions  of  the  law  T 

Mr.  King.  I  do  not  know  how  that  is  on  other  roads.  It  has  not  been 
so  to  any  great  extent  upon  ours. 

The  Chairman.  I  happen  to  know  that  in  my  section  of  the  State  of 
Illinois  freight  rates  were  very  greatly  reduced  on  wheat  and  corn  and 
cattle. 

Mr.  King.  I  can  understand  how  that  would  be  on  a  short  road. 

The  Chairman.  I  mean  as  to  points  not  competing.  I  ask  whether 
or  not  it  is  true  that  at  non-competing  points  and  in  different  sections 
of  the  country  rates  have  been  reduced  very  much  below  what  they 
were  before  the  law  took  effect. 

Mr.  King-.  I  do  not  know  how  it  is  on  other  roads.  If  so  on  our  road, 
it  is  to  a  very  slight  extent.    I  think,  perhaps,  it  is  so  to  a  slight  extent. 

OPERATION  OP  THE  POOLING  CONTRACT. 

Senator  Harris.  I  understood  you  to  say  that  under  the  pooling  con- 
tract that  existed  before  the  passage  of  the  interstate  act,  your  road  re- 
ceived about  a  half  million  dollars  a  year  from  other  carriers  that  be- 
longed to  that  pooling  association. 

Mr.  Kino.  That  was  about  it. 

Senator  Harris.  And,  to  use  your  own  language,  it  was  paid  your 
road  because  you  were  '*  virtuous." 

Mr.  Kino.  Yes. 

Senator  Harris.  I  understand  that  to  mean  that  it  was  paid  by  other 
carriers  out  of  their  earnings  and  not  earned  by  your  road. 

Mr.  King.  Yes,  sir. 

Senator  Harris.  That  being  true,  did  it  not  practically  result  in  tax- 
ing the  shippers  of  this  country  t«)  the  extent  of  a  half  million  dollars 
a  year  more  than  they  would  have  been  taxed  necessarily  but  for  this 
bounty  donated  by  other  carriers  to  your  roadf 

Mr.  King.  No  5  certainly  not. 

Senator  Harris.  The  other  roads  had  to  earn  that  much  more 
money  than  was  necessary  to  sustain  them,  if  they  were  to  be  sustained, 
to  pay  you  that  half  million  of  dollars  for  doing  nothing! 

Mr.  King.  That  may  be  the  right  way  of  stating  it,  but  as  a  matter 
of  fact  they  do  not  now  pay  us  anything.  They  have  secured  what  be- 
longs to  us.  Other  companies  get  that  much  more;  we  get  that  much 
less.  What  we  do  not  get  on  this  competitive  business  the  strong 
companies  retain. 

Senator  Harris.  But  you  received  a  half  million  dollars  a  year  that 
you  did  not  earn  f 
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Mr.  King.  Yes.  * 

Senator  Harbis.  And  the  sbippers  of  the  country  paid  it.  If  they 
pay  the  same  now,  though  you  do  not  get  any  part  of  it,  it  wonhl  tend 
to  show,  would  it  not,  that  the  rates  are  a  little  exorbitant  and  un- 
necessarily high  f 

Mr.  King.  That  I  can  not  answer  for  anybody  else.  I  know  we 
earned  only  a  little  over  our  fixed  charges,  and  that  little  and  more  be- 
sides was  put  into  the  road  for  the  benefit  of  the  public.  A  man  who 
txavels  over  the  Brie  road  will  feel  very  differently  from  what  he  felt 
while  traveling  over  it  three  or  four  years  ago.  Then,  when  he  started 
on  tfaat  road,  it  was  doubtful  if  he  would  reach  his  destination  on  time. 
!Now  we  can  run  over  the  road  as  safely  and  as  promptly  as  the  Penn- 
sylvania Bailroad  does. 

Senator  Blair.  You  said  that  you  got  the  half  a  million  dollars  for  be- 
ing virtuous,  and  that  if  you  had  not  got  the  half  million  yon  would  not, 
in  effect,  have  been  virtuous.  You  said  they  knew  you  would  have  some 
business  anyway,  and  that  if  you  did  not  get  the  business  legitimately 
yea  would  get  it  illegitimately.  Now  what  were  those  illegitimate  means 
of  getting  the  business  with  which  you  threatened  the  other  roads  f 

Mr.  King.  I  did  not  say  I  threatened  them. 

Senator  Blaib.  I  do  not  mean  anything  personal,  but  I  want  the  idea. 

Mr.  King.  The  point  is  this,  that  they  knew  perfectly  well  that  we 
^ere  bound  to  get,  somehow  or  other,  some  of  this  business.  This  was 
a  time  when  we  were  under  no  restrictions,  and  we  were  bound  to  get 
enough  business  to  pay  our  fixed  charges,  if  possible.  We  did  not  get 
it  the  first  year  because  the  business  was  done  throughout  the  country 
and  they  thought  it  better  that  they  should  allow  us  the  percentages 
than  to  allow  us  to  go  in  independently  and  make  the  rates.  Now 
understand  how  these  percentages  were  e.>tablished.  It  was  left  to  the 
commissioner  to  determine  just  what  per  cent,  the  Erie  road  and  its 
system  should  get  out  of  certain  business  at  certain  points,  and  it  was 
all  combiaetl,  and  after  months  of  deliberation  he  announced  these  per- 
centages, and  our  percentage  was  made  whatever  it  was  fixed  by  him 
and  was  paid  to  us  under  those  figures.  To  be  honest  and  candid  I  do  not 
think  those  roads  would  have  agreed  to  continue  to  pay  $500,000,  but  I 
have  stated  the  way  those  percentages  were  worked  out  before  the 
passage  of  the  law,  and  we  would  have  been  contented  to  allow  it  to  go 
along,  for  if  the  law  had  not  been  enacted  we  would  have  been  $500,- 
000  per  annum  richer. 

BENEFITS  OP  THE  LAV«r. 

Senator  Blaib.  Do  yon  know  of  any  good  the  interstate  law  has 
donef 

Mr.  King.  I  think  it  has  done  good. 

Senator  Blaib.  Please  state  in  what  way. 

Mr.  King.  I  think  it  has  brought  the  railroad  men  to  a  better  appre- 
ciation of  the  fact  that  there  is  some  general  power  that  is  going  to  gov- 
ern them  instead  of  every  fellow  striking  out  for  himself  and  doing  as 
he  likes.  If  I  should  indicate  any  criticism  at  all  about  the  Interstate 
Commerce  Commission  it  would  be  that  they  should  carefully  consider 
the  whole  case  presented  to  them  and  make  their  decision  as  promptly 
as  possible,  and  then  carry  it  out.  I  do  not  mean  to  criticise  the  Com- 
mission of  course.  You  all  know  it.  You  know  that  the  Interstate 
Commerce  Commission  started  out  two  years  ago,  and  let  everybody 
do  as  they  please,  especially  in  the  South.     I  know  this  question  of 


54  TBANSPOBTATION  INTEBE8TS  OF 

passes  has  been  before  them  for.  moDths.  That  question  was  presented 
to.  them  three  mouths  ago,  after  they  had  been  talking  in  all  sorts  of 
ways  about  it,  and  some  thought  that  passes  ought  to  be  prohibited 
and'so  on,  and  finally  the  question  was  presented  to  them  officially  three 
months  ago,  and  I  do  not  know  to-day  any  more  what  the  law  is  with 
respect  to  passes  than  before  the  interstate  law  was  passed. 

Senator  Blair.  Is  that  a  trouble  with  the  law  t 

Mr.  King.  I  think  it  is  due  to  the  ambiguity  of  the  law,  because  J 
could  not  get  two  lawyers  together  who  could  agree  on  it. 

The  Chairman.  That  is,  two  railroad  lawyers  f 

Mr.  King.  I  do  not  have  any  other  kind,  and  now  with,  this  pass 
question  pending  we  have  to  get  along  the  best  way  we  can. 

Senator  Blair.  Have  you  observed  the  practical  workings  of  the 
law,  and  are  you  familiar  with  its  provisions  f 

Mr.  £JNG.  Yes,  sir. 

SUGGESTIONS  AS  TO  ADDITIONAL  LEGISLATION, 

Senator  Blair.  Do  any  suggestions  occur  to  you  as  to  additional 
legislation  that  would  be  useful  to  the  country  f 

Mr.  King.  I  think  the  very  case  before  you  is  a  most  important  mat- 
ter. You  have  to  crinsider  as  to  how  it  is  possible  to  bring  the  Cana- 
dian lines  abreast  with  us,  and  at  the  same  time  provide  that  they  shall 
not  have  any  advantage  over  us.  You  have  to  do  something  to  stop 
the  quarreling  we  now  have,  and  I  do  not  think  you  can  hurt  the  in- 
terests of  the  country  if  you  do  so,  and  perhaps  you  would  benefit  the 
country.^ 

Senator  Blair.  I  will  ask  you  at  that  point  what  suggestion  would 
you  make  as  to  what  should  be  embodied  in  the  law  1 

Mr.  King.  I  would  make  some  provision  sufficiently  stringent  to 
bring  those  Canadian  railroad  people  before  the  courts  just  as  any  of 
us  may  be  brought  before  the  counts.  I  would  not  have  any  punish- 
ment administered  to  them  that  would  not  apply  to  any  American  rail- 
roads, but  would  have  the  same  thing  apply  to  both.  I  think  that 
would  operate  fairly  all  around.  And  it  does  not  strike  me,  as  I  said 
awhile  ago,  that  there  is  any  difficulty  about  accomplishing  this  end. 

Senator  Blair.  Would  you  convict  their  employes! 

Mr.  King.  Yes,  sir ;  that  is  what  you  have  to  do  with  us. 

The  Chairman.  Under  the  law  as  it  is  we  can  stop  the  running  of 
trains.  • 

Mr.  King.  Yes,  sir ;  1  do  not  think  there  is  any  trouble  about  it,  ex- 
cept that  somehow  or  other  the  Canadian  people  seem  to  think  that  yon 
can  not  reach  them,  and,  in  fact,  they  say  so.  I  think  that  they  would 
say  to  the  Interstate  Commerce  Commission,  ''  That  is  your  decision, 
but  that  does  not  count  with  us." 

The  Chairman.  We  will  see  if  we  do  not  make  something  count  be 
fore  we  get  through. 

Mr.  King.  As  far  as  our  roads  are  concerned  it  would  be  agreatdis- 
advautage  if  the  Grand  Trunk  Line  were  stopped,  because  they  bring 
to  and  take  from  us  a  good  deal  of  business. 

Senator  Blair.  Inasmuch  as  your  business  is  valuable  to  them,  they 
would  come  to  terms  if  they  were  obliged  to  lose  the  business  by  not 
doing  so,  would  they  not  f 

Mr.  King.  Yes,  sir;  1  think  it  only  proper  for  the  Government  in  its 
proper  channels  to  notify  them  that  they  have  to  obey  the  law. 

Senator  Blair.  Do  you  think  the  pooling  provision  ought  not  to  have 
been  repeaiedt 
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Mr.  King.  "Sea. 

Senator  Blaib.    And  if  it  were  legalized  yon  would  get  that  half 
million  again  f 
Mr.  King.  Yes,  sir ;  that  is  one  reason. 
Senator  Blaib.    Yes,  that  is  a  strong  argument  with  yon. 
Mr.  King.  Yes,  sir,  that  is  the  strongest  I  can  present. 

CANADIAN  PACIFIC  COMPETITION. 

Senator  Oobuan.  Do  you  do  any  through  business  with  the  Pacific  t 

Mr.  King.  Very  little.    We  issue  bills  of  lading  through. 

Senator  Gorman.  What  effect  has  the  Canadian  Pacific  on  that 
through  business,  as  far  as  your  ;*oad  is  concerned  f 

Mr.  King.  I  do  not  think  it  has  much  effect  between  here  and  San 
Francisco.  They  only  get  in  here  by  temporary  arrangements  with 
such  lines  as  connect  with  them. 

Senator  Gorman.  You  have  not  felt  that  competition  t 

Mr.  EaNG.  No,  but  I  can  see  how  the  transcontinental  lines  feel  it. 

Senator  Gorman.'  How  about  through  shipments  to  Liverpool  coming 
from  San  Francisco  f 

Mr.  King.  There  is  some  silk  and  tea  that  comes  here  to  New  York. 
We  get  our  share  of  that.         '  ^ 

Senator  Gorman.  Looking  at  these  conditions  as  you  know  them  to 
be  with  their  steam  ship  lines  at  the  other  end,  how  much  of  a  comx)eti- 
tor  is  this  going  to  be  t 

Mr.  King.  Very  formidable  if  they  get  a  good  line  into  the  United 
States.  I  am  speaking  now  of  the  American  railroad  system.  It  will 
be  very  strong.  The  truth  is  that  the  rates  on  tea  and  silk  are  very, 
very  low,  ridiculously  low  in  view  of  the  great  risk  taken  in  the  trans- 
portation. Silk  is  a  valuable  article,  and  if  we  happen  to  ditch  a  train 
we  would  have  to  pay  very  heavily  for  the  value  of  the  silk  destroyed. 

The  Chairman.  How  about  tea  f 

Mr.  King.  Tea  is  nothing  like  as  valuable  in  the  car-load  as  silk. 

competition  op  the  water-ways. 

The  Chairman.  How  do  the  water-ways  trouble  you  1 

Mr,  King.  They  do  not  trouble  us  because  we  have  a  water-way. 
We  have  a  line  of  steamers  on  the  lake.  We  have  steamers  running 
from  Buffalo,  Milwaukee,  and  Duluth. 

The  Chairman.  How  as  to  the  Canadian  routes  and  the  Canadian 
rates  f 

Mr.  King.  That  we  do  not  know  much  about. 

The  Chairman.  Those  matters  do  not  regulate  your  charges  here  at 
all! 

Mr.  King.  Perhaps  indirectly,  but  we  do  not  recognize  and  feel  them. 
It  is  generally  a  question  whether  we  are  willing  to  take  the  grain  as 
low  as  the  Erie  Cfanal,  and  when  the  rates  are  too  low  and  we  can  get 
anything  else  we  let  it  go. 

The  Chairman.  The  grain  generally  comes  by  the  canal,  does  it  not? 

Mr.  King.  Yes,  sir;  if  the  market  is  active  they  pay  the  lake  rate, 
but  when  they  can  get  the  low  rate  they  would  just  as  soon  have  it  as 
the  elevator. 

Senator  Gorman.  If  yon  had  a  pool  would  not  the  Erie  Canal  and 
the  Mississippi  River  determine  the  rates  to  be  charged  on  the  freight 
coming  eastt 
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Mr.  King.  Now  you  come  to  the  fact,  after  all,  that  this  competitive 
business  cuts  a  very  small  figure  in  the  business  of  the  trunk  line& 
The  Erie  road  carries  ten  millions  of  tons  of  coal  one  way  or  another. 
We  earn  a  great  deal  more  in  the  transportation  of  that  one  article  than 
on  all  the  through  business  combined. 

Senator  Oorman.  Through  from  Chicago  t 

Mr.  Bjng.  Through  from  anywhere  West. 

Senator  Gorman.  Where  does  your  canal  go  t 

Mr.  King.  Through  New  York  largely. 

The  Chairman.  Where  do  you  get  the  coalf 

Mr.  King.  From  the  anthracite  fields  around  Scranton  and  from  the 
bituminous  region.  It  goes  to  Buflalo  and  is  shipped  ftt)m  there  by  lake 
to  Chicago  and  all  points  West.  We  are  carrying  today  500  car-load^ 
to'Bufialo  and  more  than  that  number  to  tide-water. 

Senator  Blair.  Do  you  ship  any  on  your  water  routes  up  the  lake  ? 

Mr.  King.  We  take  it  to  Buffalo  for  the  different  coal  companies  or 
for  individuals  and  they  make  their  own  arrangements  by  boat  from 
Buffalo. 

PROHIBITION  OF  AGREEMENTS  AS  TO  RATES. 

Senator  Hisgook.  What,  in  your  opinion,  would  be  the  effect  if  Con- 
gress should  prohibit  competitive  routes  from  agreeing  on  rates  f 

Mr.  Ejng.  I  think  it  would  make  very  low  rates  for  the  railroads,  and 
I  do  not  think  it  would  do  any  good  to  the  public.  You  must  iiave 
some  rule  to  govern.  You  can  not  change  the  rates  half  a  dozen  times 
a  day  on  roads  running  beside  each  other.  Taike,  for  instance,  the  Lack- 
awanna in  our  case.  We  must  have  some  sort  of  an  understanding 
from  Binghamton,  for  example,  as  to  what  the  rates  should  be.  First, 
we  might  make  our  rates  15  cents  to-day.  Our  competitors  would  then 
make  theirs  14  cents  to-morrow,  and  we  would  make  ours  13  cents  the 
next  day.    It  would  only  cause  a  great  loss  to  us  both. 

The  Chairman.  Would  you  not  both  come  to  a  point  after  awhile 
where  you  would  stop  f 

Mr.  King.  We  would  come  to  a  point  where  we  could  not  go  any 
lower.  We  would  have  some  silent  understanding,  and  must  have  it 
some  way  or  other,  or  else  the  roads  would  go  into  bankruptcy. 

Senator  HiscoOK.  The  effect  would  be,  you  say,  in  some  way  to  reach 
a  tacit  understanding  between  the  roads,  or  else  the  roads  would  have 
to  go  into  bankruptcy  t 

Mr.  King.  I  think  so.  It  is  a  new  idea  to  me,  but  I  should  say  so 
off  hand. 

THE  publication  OP  RATES. 

Senator  Oorman.  What  has  been  the  practical  effect  of  the  agree- 
ment of  rates  by  the  different  roads  and  the  publication  of  them  as  re- 
quired by  law  1    Has  it  not  tended  to  put  everybody  on  an  equality  f 

Mr.  King.  I  think  it  has'helped  in  that  direction. 

Senator  Gorman.  Has  there  not  been  a  very  decided  improvement 
in  that  direction  since  the  passage  of  the  interstate  commerce  law  t 

Mr.  King.  I  think  that  has  been  the  effect  generally.  I  do  not  know 
how  decided  that  effect  has  been. 

Senator  Gorman.  After  all,  was  not  that  the  great  cause  of  com- 
plaint? 

Mr.  King.  Yes;  in  many  sections  of  the  country,  too,  very  justly  the 
cause  of  complaint. 
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Senator  Oobman.  Suppose  yon  coald  not  reach  this  Canadian  bnsi- 
ness  by  the  enforcement  of  onr  law,  and  they  were  permitted  to  go  on 
as  yon  intimate  they  are  now,  what  would  be  the  effect  on  your  lines 
here  that  are  in  direct  coroi)et1tion  with  them  f 

Mr.  King-.  It  wonld  be  very  severe  on  all  of  ns.  It  would  be  more 
severe  on  some  of  the  roads  than  on  ours  on  account  of  our  coal  trade. 
But  I  learn  that  the  laws  of  Oanada  do  not  provide  for  any  receivership 
or  for  going  into  court  like  the  laws  of  this  country  do.  The  railroads 
keep  on  running  as  long  as  there  is  anything  to  pay  the  men  with.  I 
do  not  know  whether  that  is  correct  or  not,  but  I  have  heard  it  was. 

The  Ghaibman.  When  the  railroads  fail  to  pay  interest  on  their  in- 
vestments, or  pay  their  expenses,  the  government  comes  to  their  re- 
lief; is  that  the  ideaf 

Mr.  KiNa.  They  have  some  very  peculiar  laws  in  Canada  ]  their  laws 
are  not  like  ours. 

WHAT  THE  BOADB  ABE  MAKING. 

The  Chaibman.  Do  you  mean  to  say  that  the  trunk  lines  are  not  now 
making  more  than  their  running  expenses  f 

Mr.  KiNa.  Oh,  no ;  I  do  not  mean  that  the  railroads  are  not  making 
more  than  their  running  expenses ;  they  are  making  much  more  than 
that. 

The  Ghaibman.  You  simply  mean  they  are  not  making  more  than 
their  operating  expenses  f 

Mr.  King,  llie  railroads  are  doing  better  than  that.  We  are  now 
earning  all  our  operating  expenses  and  the  fixed  charges  and  something 
over.  The  New  York  Central  is  doing  all  that  and  declaring  a  dividend. 
Senator  Gorman  can  tell  you  how  much  is  being  made  on  the  Baltimore 
and  Ohio,  as  he  is  a  director  in  that  road. 

Senator  Keagan.  Are  not  the  roads  generally  earning  more  now  than 
they  did  before  the  passage  of  the  interstate  commerce  law  ? 

Mr.  King.  I  can  not  speak  for  all  the  roads.  I  can  tell  you  within 
$25,000  what  the  result  was  on  our  road.  We  fell  off  $t>00,000  in  the 
first  six  months  of  this  year,  and  decreased  our  expenses  just  about  the 
same — not  a  difference  of  $20,000  between  the  two  results.     ^ 

Senator  Beagan.  How  has  it  been  since  then  f 

Mr.  King.  The  accounts  are  not  yet  made  up.  The  gross  earnings 
have  fallen  off  I  know,  and  I  think  the  net  earnings  have  also. 

Senator  Reagan.  You  can  not  speak  as  to  the  other  roads  f 

Mr.  King.  No,  sir;  except  what  I  see  in  the  newspapers. 

Senator  Gobman.  Do  you  or  do  yon  not  think  it  would  be  possible  for 
the  trunk  lines  to  lower  their  rates  from  what  they  now  are  f 

Mr.  King.  I  think  if  anybody  had  predicted  ten  years  ago  that  such 
rates  would  exist  as  do  now  exist  they  would  have  predicted  at  the  same 
time  bankruptcy ;  but  there  has  been  such  a  change  in  railroad  manage- 
ment, in  the  cost  of  building  and  operating  roads,  etc.,  that  matters 
have  somewhat  equalized.  Take  the  Baltimore  and  Obio  Railroad  for 
instance.  Some  years  ago  they  bought  steel  rails  that  cost  $150  per 
ton.  You  can  now  buy  steel  rails  for  $26  or  $27  a  ton.  Of  course  tbose 
rails  costing  $26  a  ton  are  not  as  good  as  the  old  steel  rails  costing  $150 
a  ton,  but  they  answer  all  practical  purposes. 

The  Chairman.  That  is  the  effect  of  the  tariff,  I  suppose.   [Laughter.] 

Mr.  King.  I  would  not  say  that;  I  do  not  know  as  to  that. 

The  Chairman.  I  have  u6  further  questions  to  ask.  Tbo  committee 
will  adjourn  until  to  morrow  morning,  when  Mr.  Depew  will  appear. 

At  5  o'clock  p.  m.  the  committee  adjourned  until  to-morrow  at  10 
o'clock  a.  m. 
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New  York,  May  7, 1889. 
The  committee  met  at  10  o'clock  a.  m.,  pnrsaant  to  adjournment. 

STATEMENT  OF  OHAUHCET  IL  DEPEW. 

Mr.  Chauncby  M.  Dbpew,  president  of  the  New  York  Central  and 
Hudson  River  Railroad  Company,  appeared. 

The  Chairman.  Mr.  Depew,  we  have  been  prosecuting  an  examina- 
tion here  but  a  day,  but  I  suppose  you  have  seen  the  resolution  under 
which  we  have  been  actiug.    1  think  we  sent  yon  a  copy,  did  we  not  f 

Mr.  Depew.  Yes,  sir. 

The  Chairman.  If  you  are  familiar  with  the  purposes  of  the  investi- 
gation, or  the  general  scope  of  it,  we  would  like  to  hear  from  you  on  the 
subject  generally,  or  I  will  put  questions  to  you  for  your  guidance,  just 
as  you  prefer. 

Mr.  Depew.  I  had  not  thought  of  anything  but  in  a  general  way. 
I  do  not  understand  exactly  the  scope  of  the  inquiry  of  the  committee. 
I  would  like  to  do  anything  the  committee  desires  of  me,  but  I  have  not 
prepared  anything  in  the  shape  of  a  communication. 

Tbe  Chairman.  I  do  not  know  but  that  it  would  be  more  agreeable 
to  you  to  take  up  the  resolution  and  discuss  the  general  subject  sug; 
gested. 

Mr.  Depew.  I  would  have  to  give  a  little  thought  to  it  to  do  that. 

The  Chairman.  What  is  your  relation  to  the  New  York  Central  Rail- 
road f 

Mr.  Depew.  I  am  president  of  it. 

The  Chairman.  How  long  have  you  occupied  that  position  f 

Mr.  Depew.  Five  years,  I  think. 

The  Chairman.  What  are  the  terminals  of  that  road  t 

Mr.  Depew.  New  York  and  Buffalo. 

The  Chairman.  What  are  its  connections  t 

Mr.  Depew.  The  Lake  Shore  and  the  Michigan  Central  are  its  imme- 
diatx)  and  direct  connections. 

The  Chairman.  Are  there  any  more  connections  of  the  New  York 
Central  than  the  two  corporations  you  mention  f 

Mr.  Depew.  Through  New  England  our  direct  connection  is  the 
Boston  and  Albany  road. 

The  Chairman.  Is  there  anything  more  than  the  ordinary  business 
connection  between  your  road  and  those  two  roads,  the  Michigan  Cen- 
tral and  the  Lake  Shore  t  In  other  words,  do  you  own  or  control  them 
in  an.v  degree  f 

Mr.  Depew.  Not  at  all. 

The  Chairman.  Do  they  own  or  control  the  New  York  Central  t 

Mr.  Depew.  Not  at  all.  The  ownership  and  control  of  the  three 
roads  are  subsUvutially  in  the  same  people ;  but  other  than  that  the 
controlling  interest  of  the  stock  is  substantially  the  same,  there  is  no 
consolidation  or  union  of  the  corporations.  They  are  entirely  inde- 
pendent. 

The  Chairman.  They  do  business  separately  and  distinctly,  except 
as  you  make  through  connections,  just  as  you  do  with  any  other  road; 
is  that  the  fact? 

Mr.  Depew.  Yes,  sir;  except  that  the  relations  between  the  New 
York  Central  and  the  Lake  Shore  and  the  Michigan  Central  are  very 
close.  We  do  the  whole  of  onr  business,  east  and  west  bound,  sub- 
stantially with  those  two  roads. 
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The  Chairman.  Give  us  tbe  termiDals  of  those  two  roads  yon  men- 
tioD. 

Mr.  Depew.  Tbe  Lake  Shore  ruDS  ou  the  south  side  of  the  lake  be- 
tween Buffalo  and  Chicago,  and  the  Michigan  Central,  in  connection 
with  the  Canada  Sonthem,  which  it  leases,  on  the  north  side  of  the 
lake,  between  Buffalo  and  Chicago. 

Senator  Blair.  Does  your  connection  cover  the  Canada  Southern 
alsot 

Mr.  Depew.  Yes,  sir;  the  Michigan  Central  leases  the  Canada 
Southern. 

.    The  Chairman.  How  long  have  you  or  the  Michigan  Central  had  any 
control  of  the  Canada  Southern  f 

Mr.  Depew.  I  do  not  remember  dates  exactly,  but  it  is  six  or  seven 
years  under  this  lease. 

The  Chairman.  The  present  lease  t 

Mr.  Depew.  Yes,  sir. 

The  Chairman.  Did  the  Michigan  Central  have  it  before  the  lease 
wa8  madet 

Mr.  Depew.  Before  that  the  Yanderbilts  had  control  of  the  stock  of 
tbe  Canada  Southern. 

The  Chairman.  It  belonged  originally  to  Canadians,  did  it  notf 

Mr.  Depew.  It  never  belonged  to  Canadians;  it  was  built  by  Amer- 
ican capital. 

The  Chairman.  And  always  owned  by  Americans  t 

Mr.  Depew.  Always  owned  by  Americans. 
•   The  Chairman.  And  It  was  finally  taken  in  by  the  Yanderbilt  sys- 
tem! 

Mr.  Depew.  Yes,  sir.  The  New  York  Central  is  the  lessee  of  the 
West  Shore,  which  is  also  a  trunk  line,  running  between  New  York  and 
Buffalo,  and  of  which  I  am  president  and  Mr.  Layng  is  general  man- 
ager. The  connections  of  that  road  are  the  Grand  Trunk  and  the 
Nickel  Plate. 

RELATIONS  WITH  THE  aRAND  TRUNK. 

The  Chairman.  Have  you  any  connections  or  do  you  do  business 
with  the  Grand  Trunk  f 

Mr.  Depew.  The  New  York  Central  proper,  very  little;  the  West 
Shore,  a  great  deal. 

The  Chairman.  Do  you  have  any  difficulty,  or  does  that  road  have 
any  difficulty  that  you  know  of,  in  getting  along  with  the  Canadian 
roadf 

Mr.  Depew.  No,  sir. 

The  Chairman.  On  what  basis  do  they  operate  f 

Mr.  Depew.  Simply  the  usual  interchange  of  business  between  con- 
necting lines*  The  Grand  Trunk  has  three  connections  to  New  York, 
the  Erie,  the  West  Shore,  and  the  Lackawanna,  and  it  distributes  its 
business  as  its  interest  from  time  to  time  dictates,  in  larger  or  smaller 
measure,  to  the  three  lines. 

The  Chairman.  The  Grand  Trunk  does  t 
^  Mr.  Depew.  Yes,  sir.    And  these  three  lines  give  certain  proportions 
of  their  west- bound  traffic  to  the  Grand  Trunk. 

The  Chairman.  As  they  see  proper  f 

M  r.  Depew.  Yes,  sir. 

The  Chairman.  The  Grand  Trunk  has  no  legal  control  over  either  of 
these  lines,  hau  itf 
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Mr.  Depew.  No  coutrol  of  any  kind  over  tbem,  stock  or  otherwise. 

Tbe  Chairman.  Have  you  given  much  atteution  to  the  general  sub- 
jecii  of  the  Grand  Trunk  and  other  Canadian  roads  extending  their 
Jines  into  the  United  States! 

Mr.  Depew.  Yes,  sir ;  a  good  deal. 

The  Chairman.  We  would  like  to  hear  what  you  have  to  say  on  that 
subject,  generally. 

Mr.  Depew.  1  would  say,  generally,  that  I  have  never  favored  the 
movement  of  cutting  out  the  Canadian  roads  from  the  United  States 
entirely. 

The  Chairman.  To  begin  with,  could  you  tell  the  committee  what 
lines  extending  into  the  United  States  this  Canadian  Grand  Trunk  road 
owns  or  controls  t 

Mr.  Depew.  Well,  the  Grand  Trunk  owns  the  Chicago  and  Grand 
Trunk,  extending  from  Detroit  to  Chicago,  and  that  gives  them  a  com- 
pleted line  of  their  own  to  the  Niagara  frontier.  They  have  also  a  com- 
pleted line  of  their  own  to  northern  New  England,  where  they  connect 
with  the  Vermont  Central  system.  The  relations  between  the  Vermont 
Central  and  the  Grand  Trunk  have  always  been  as  intimate  as  if  they 
were  interchangeable  owners,  but  I  do  not  know  whether  such  is  the 
case  or  not.  ^ 

The  Chairman.  You  do  not  know  what  the  actual  fact  is  as  to  joint 
ownership  f 

Mr.  Depew.  No,  sir. 

The  Chairman.  Do  you  say  you  favor  or  do  not  favor  the  extension 
of  these  Canadian  trunk  lines  into  the  United  States! 

Mr.  Depew,  I  have  not  favored  it.  At  the  same  time,  I  never  have 
favored  the  radical  suggestion  of  cutting  them  out.  They  are  practi- 
cally^ in  a  position  where  they  dictate  to  the  American  roads  their  rates, 
and  they  have  facilities  for  doing  it  without  injuring  themselves.  The 
American  roads  are  bound  by  the  provisions  of  the  interstate-commerce 
act,  and  whatever  may  be  the  rate  from  Chicago  to  the  seaboard  is  the 
rate  which  governs,  under  the  long  and  short  haul  clause,  our  local 
business.  So  that  the  Chicago  rate  virtually  controls  our  whole  traffic. 
But  the  Canadian  roads  are  entirely  free  from  this  provision. 

The  Chairman.  As  to  the  local  traffic  f 

Mr.  Depew.  As  to  the  local  traffic.  They  can  fix  their  rate  from 
Chicago,  and  then  recoup  by  any  charges  they  see  fit  in  Canada.  Their 
lines  in  Canada  constitute  the  larger  part  of  their  system.  They  can 
recoup,  also,  by  rates  on  traffic  from  points  in  the  United  States  to  points 
in  Canada. 

The  Chairman.  Have  they  a  right  to  do  that  1 

Mr.  Depew.  They  have  limitless  opportunities  that  the  law  can  not 
reach.  For  instance,  they  ship  grain  by  steamer  across  the  lake  from 
Sarnia  to  Collingworth  and  four  or  five  points  on  Lake  Michigan.  Now, 
the  rates  from  points  on  Lake  Micliigan  to  pioints  in  the  United  States 
or  to  Montreal  are  entirely  beyond  the  reach  of  this  law,  1  think ;  cer- 
tainly beyond  the  power  of  the  commission  to  reach  the  roads  them- 
selves. 

EXPORT  BUSINESS  THROUaH  MONTREAL. 

It  is  only  the  feeling  on  the  part  of  the  Canadian  roads  that  it  is  their 
best  interest;  it  is  only  a  matt^er  of  comity  on  their  part;  a  judgment 
as  to  what  is  best  for  themselves,  that  they  maintain  any  rates  at  all. 
Then  they  have  arrangements  at  Montreal  with  the  steamship  lines 
which,  if  Montreal  were  better  located  for  business  all  the  year  round, 
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would  transfer  basiDess  from  the  American  x)ort8  to  Montreal  necoB- 
saril  J.  Certainly  the  interstate  commerce  act  could  not  deal  with  ex- 
port business  through  Montreal 

'The  Chairman.  Provided  it  did  not  touch  the  United  States. 

Mr.  Dbpew.  I  mean  gathered  from  points  in  the  United  States  and 
shipped  to  Liverpool  from  Montreal. 

They  have  an  arrangement  with  the  lines  from  Montreal,  and  also 
with  the  lines  from  Portland,  which  I  understand  to  be  this :  They  agit^ 
to  pay  the  steamship  line  a  certain  sum  for  a  definite  space  for  the  year, 
8o  that  the  steamship  line  is  assured  of  payment  of  its  tonnage  yrhether 
it  carries  it  or  not.  The  steamship  line  can,  therefore,  make  a  rebate 
or  drawback  to  secure  the  tonnage  to  fiU  this  space.  That  rebate  or 
drawback  does  not  appear  at  all  in  the  account  of  the  railway  company. 

The  same  thing  has  been  done,  I  understand,  by  American  roads 
where  they  have  had  close  connection  with  steamship  lines,  by  owning 
them  wholly  or  in  part.  Now  the  American  lines  uniformly,  with  the 
possible  exception  of  the  Pennsylvania  and  the  lines  that  they  own,  on 
shipments  to  Liverpool  are  dependent  entirely  upon  the  rates  from  day 
to  day  and  space  on  outgoing  steamers.  If  there  are  a  thousand  car- 
loads of  grainin  Chicago  destined  for  export  to  Liverpool  the  American 
lines  as  a  rule  would  give  to  the  shipper  the  inland  rate,  and  then  they 
would  telegraph  to  New  York  and  get  the  ocean  rate,  or  get  it  directly 
from  the  agent  of  the  steamship  line  at  Chicago,  and  the  two  rates  to- 
gether woidd  make  the  through  rate.  But  where  the  rate  is  contracted 
for  from  Montreal  it  is  immaterial  to  the  steamship  line  what  they 
charge ;  and  while  the  inland  rate  might  be  the  same,  the  ocean  rate,  I 
think,  would  be  graded  just  enough  to  take  the  shipment  every  time. 

I  think  that  accounts  for  the  euormons  disproportion  of  the  percent- 
age of  business  secured  by  the  Grand  Trunk  at  times  as  against  the 
American  lines. 

The  Chaibman.  On  foreign  shipments? 

Mr.  Depew.  Yes,  sir. 

Senator  Platt.  Is  the  Grand  Trunk  interested  in  a  line  of  steamers 
from  Portland! 

Mr.  Depew.  Yes,  sir;  that  is,  they  are  interested  to  the  extent  that 
they  say  that  the  line  would  not  be  kept  up  unless  they  guaranteed  a 
certain  subsidy. 

Now,  I  understand  that  the  English  Government  gives  a  subsidy  to 
the  ships  connecting  with  the  termini  of  the  Canadian  PaciHc  on  the 
Pacific  coast.  It  is  done  with  an  idea  of  caix^'ing  the  Asiatic  trade 
which  comes  into  the  United  States  or  thix)ugh  the  United  States  to 
foreign  ports  across  the  Canadian  Pacific  line,  which  is  whoUy  within 
Gant^ian  territory,  and  that  subsidy  is  sufficient  to  enable  the  Cana- 
dian Pacific  steamers  running  to  Asiatic  ports  to  make  rates  which  it 
is  not  possible  for  the  American  lines,  which  carry  to  our  own  Pacific 
roads  tonnage  from  the  same  countries,  to  make. 

The  Chairman.  You  tbink,  then,  that  tbe  greatest  advantage  that 
the  Grand  Trunk  gets  over  the  United  States  roads  is  from  the  fact 
that  it  has  advantages  in  foreign  shipments? 

Mr.  Depew.  Not  wholly ;  no,  sir.  As  I  mentioned  before,  they  can 
recoup  in  Canada.  That  is  their  great  point.  They  have  got  the  whole 
of  Canada  in  which  to  recoup  for  any  loss  the^^  may  sustain  on  through 
business  from  Chicago.  They  can,  therefore,  at  all  times  compel  the 
American  roads  to  give  them  such  a  percentage  of  the  traffic  as  they 
think  they  oug^^tto  have  on  the  through  business  to  the  American  sea- 
hoards — ^AiU3rican  business.    Otherwise,  they  can  demoralize  the  whole- 
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business  of  the  American  roads  and  make  themselves  good  in  Ganada 
on  account  of  the  long  and  short  haul  clause,  which  makes  the  direct 
rate  cover  our  whole  business. 

Then  they  have  the  power,  if  they  choose  to  exercise  it,  of  billlLg  and 
rebilling  in  Canada  under  conditions  tbat  place  them  outside  the  pale 
of  the  provisions^of  the  interstate  commerce  act. 

.The  Chairman.  What  do  you  mean  by  tbatf 

Mr.  Depew.  I  mean  they  can  bill  to  points  in  Canada  and  then  rebiil 
to  points  in  the  United  States. 

Senator  Reagan.  Where  commerce  goes  out  of  the  United  States  and 
comes  back  into  the  United  States,  it  subjects  them  to  tariff  duties. 

Mr.  Depew.  I  know  tbat  they  are  subject,  and  yet  it  is  the  difficulty 
of  going  into  the  foreign  Auntry.  You  take  this  point  where  the  steam- 
ship lines  carry  to  Canadian  points  on  Lake  Michigan,  and  then  it  is  a 
shipment  from  Canada  to  the  United  States. 

The  Chairman.  Do  you  know  what  the  fact  is  with  reference  to  their 
conduct — do  they  actually  recoup  from  their  own  people  in  order  to 
make  up  what  the  difference  would  be  as  between  what  you  regard  as  a 
fair  charge  and  what  their  rates  are  on  throngh  business  f 

Mr.  Depew.  Of  course.  The  Grand  Trunk  road  is  a  longer  line  and 
works  under  conditions  which,  commercially,  in  any  other  business, 
would  put  them  out  of  business.  Now,  they  exist,  therefore,  only  by 
certain  concessions  which  are  arbitrary,  and  which  are  not  governed  by 
business  rules.  With  those  concessions  that  have  been  made  by  the 
Trunk  lines  to  them  they  have  an  advantage. 

The  Chairman.  By  consent  t 

Mr.  Depew.  Yes,  sir;  by  consent;  and  I  think  that  the  Grand 
Trunk  officials  have  tried  to  live  up  fairly  to  the  law. 

The  Chairman.  What  is  the  concession  now,  Mr.  Depew  t 

Mr.  Depew.  Well,  I  can  not  carry  the  figures  in  my  head  exactly; 
it  is  a  differential. 

The  Chairman;  Varying  according  to  the  class  of  goods,  I  suppose  t 

Mr.  Depew.  Yes,  sir.    Sometimes  it  has  been  very  large. 

WHY  DIPFEBENTIALS  ABE  GIVEN. 

The  Chairman.  Do  yon  think  that  the  situation  ought  to  be  such  as 
to  require  you  to  give  tbat  differential! 

Mr.  Depew.  I  have  given  a  good  deal  of  attention  to  the  argument, 
one  side  and  another,  on  that  differential  question,  and  then  to  the 
practical  working  of  it.  I  think  that  every  railroad  man  in  the  United 
States  has  now  come  to  the  conclusion  that  differentials  are  absolutely 
necessary ;  in  other  words,  that  the  railroad  business  differs  from  all 
other  business  from  the  fact  that  you  can  not  by  competition  wipe  out 
a  rival  in  the  railroad  business.  The  railroad  companies  continue  to 
run  after  their  owners  have  ceased  to  have  any  interest  in  them,  and 
after  they  have  ceased  to  be  safe  to  ride  on. 

So  the  only  way  in  which  the  public  can  get  decent  accommodations 
on  the  one  hand,  and  reasonable  rates  can  be  had  with  fair  remunera- 
tion to  the  railroads  on  the  other,  and  the  commercial  community  can 
have  stable  rates,  and  not  all  become  speculative  and  the  whole  busi- 
ness of  the  country  demoralized,  is  to  grant  sucb  differentials  to  the 
weaker  roads  as  will  enable  them,  to  ui^e  a  railroad  word,  to  live. 

EFFECT  OF  THE  LAW. 

m 

The  operation  of  the  interstate  commerce  act  is  directly  to  give  to 
the  strong  roads  tixe  whole  of  the  busiuQ^Q  mi  to  ruiu  the  weak  roads, 
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because  it  compels  the  pablication  of  rates  aud  it  prohibits  rebates,  which 
destroys  all  the  processes  by  which  the  weak  roads  used  to  sustain 
themselves  aud  the  stroug  roads  to  wink  at  their  sustaining  thein- 
selves. 

The  Chaibman.  They  sustained  themselves  by  all  the  tricks  of  the 
trade  f 

Mr.  Dbpew.  That  is  what  they  did ;  and  the  strong  roads  permitted 
them  to  do  it. 

The  Chaibman.  And  did  the  same  tbems^^lves  t 

Mr.  Depew.  Well,  only  when  the  grievance  became  so  serious  that 
tbey  bad,  in  self  defence,  to  teach  the  weaker  roads  that  that  was  a 
weapon  which  might  be  used  to  their  own  destruction. 

The  Ohaibhan.  I  suppose  you  admit  yourself  that  before  the  law 
was  passed  there  was  a  great  degree  of  recklessnesH  as  to  the  manage- 
ment of  railroads;  in  other  words,  that  rebates,  secret  rates,  draw- 
backs, and  every  other  device  that  could  be  invented  was  practiced  so 
that  the  people  knew  nothing  about  what  anybody's  else  rate  was  in 
dealing  with  the  railroad. 

Mr.  Depew.  Except  so  far  as  it  was  governed  by  voluntary  pools. 

The  Chaibman.  Since  the  interstate  commerce  law  has  beeii  passed^ 
has  the  condition  been  improved  or  not  f 

Mr.  Depew.  Yes,  sir ;  it  has  been  improved. 

The  Chaibman.  You  say  it  has  been  T 

Mr.  Depew.  Yes;  butl  think  that  if  the  interstate  commerce  act 
bad  i)ermitted  also — I  do  not  care  under  how  rigid  regulation — the 
maintenance  of  pools,  that  it  wonld  have  gone  further  and  accomplished 
more  in  the  line  of  fair  and  open  treatment  and  the  same  treatment  to 
everybody  than  it  has. 

THE  EYILS  THAT  THBEATEN  THE  BAILBOADS.  ' 

.« 

Of  course  the  gentlemen  who  framed  the  interstate  commerce  act 
and  the  public  sentiment  behind  them  feared  that  the  pool  would  make 
exorbitant  rates  by  combinatiion;  but  the  experience  of  railroad  men 
shows  that  the  tendency  and  drift  of  the  whole  business  of  the  country 
make  that  impossible.  The  tendency  is  constantly  to  lower  rates.  I 
do  not  think  anything  can  resist  it.  The  three  evils  that  threaten  the 
railway  system  of  this  country  to  day  are  constantly  decreasing  rates 
and  constantly  increasing  expenses. 

The  Chairman.  What  is  the  third  f 

Mr.  Depew.  Too  many  railroads. 

The  Chaibman.  Why  should  there  be  an  increase  in  the  expenses  t 

Mr.  Depew.  The  railway  facilities,  on  account  of  competition,  are 
constantly  increasing.  The  cars  are  better,  the  engines  are  heavier 
and  more  expensive,  the  trains  are  more  frequent,  the  rails  and  bridges 
within  the  last  ten  years  have  been  substantially  renewed  to  meet  the 
heavier  traffic.  There  is  a  great  difference  between  a  .'$0-ton  engine 
and  a  50-ton  engine  and  a  10-tou  car  and  a  30ton  car.  Then  there  is  a 
demand  for  fast  time.  The  freight  train  of  the  past  ran  at  12  milei)  an 
hour.  Now  the  live-stock  trains,  and  the  dairy  trains,  and  the  dressed- 
beef  trains  run  25  miles  an  hour,  and  make  what  twenty  years  ago  was 
express  time.  Well,  all  that  increases  expenses.  Then  the  tendency 
of  wages  is  constantly  on  the  increase  and  has  been  for  ten  years. 

The  Chaibman.  All  those  things  are  in  the  interest  of  the  people. 

Mr.  Depew.  They  are  in  the  interest  of  the  peoxJe  and  at  the  ex- 
pense of  the  roads. 
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The  Gelaibman.  Still  the  roads  are  able  to  live,  are  they  notf 
Mr.  Depew*.  Some  of  them  live.    I  suppose  if  you  cake  the  great 
mass  of  railway  capital  in  the  Uuited  States  aud  the  return  upon  it,  it 
is  small  in  comparison  with  any  other  business  which  is  as  well  man- 
aged and  in  which  there  is  so  much  ability  and  energy. 

BAILBOADS  NETEB  DIB. 

The  Ghaibman.  According  to  the  testimony,  no  railroad  can  die. 

Mr.  Dbpbw.  They  do  not  die.  A  railroad  differs  from  every  oUier 
thing  in  the  world.  If  the  legislation — and  I  do  not  mean  that  in  any 
offensive  sense,  because  I  have  been  part  of  it  myself— had  dealt  with 
facts  instead  of  theories,  it  would  have  been  better  for  all. 

Take  a  road  like  the  New  York  Central.  Certain  gentlemen  believe 
they  can  make  money  by  building  a  road  alongside  it.  It  is  admitted 
that  the  rates  on  the  New  York  Central  are  the  lowest  rates  in  the 
world.  It  is  admitted  that  it  is  one  of  the  best  roads  in  the  world  in 
point  of  service.  There  is  no  demand  from  the  shipper,  from  the  pub- 
lic, from  anybody,  for  another  road;  but  there  is  a  great  surplus  of 
money  in  New  York.  Bankers  get  large  commissions  for  selling  bonds. 
The  bouds  are  issued  with  a  bonus  of  stock  to  make  them  go,  and  are 
sold  at  25  per  cent,  less  than  their  face  value.  The  speculative  oppor- 
tunity to  make  the  25  per  cent  on  the  bonds,  and  possibly  have  the 
stock  worth  something  besides,  is  a  tremendous  temptation. 

Under  the  operation  of  the  general  railroad  act  these  gentlemen  can 
organize  a  road  and  build  it,  exercise  the  right  of  eminent  domain, 
cutting  up  people's  farms,  running  through  their  village  and  city  streets, 
when  there  is  absolutely  not  a  scintilla  of  public  necessity  for  the  road. 
Now,  if  there  had  been  free  opportunity  afforded  the  New  York  Central 
to  meet  that  sort  .of  thing  as.  a  business  man  would  have  met  it,  we 
would  have  said  at  once  to  the  gentlemen  who  were  building  the  road, 
*'  You  will  lose  your  money,  and  we  will  not  let  you  construct  the  road ; 
we  will  compete  with  you  in  such  a  way,  free-handed,  as  to  make  your 
business  good  for  nothing."  Of  course  that  would  have  had  to  be  done 
by  competing  with  them  at  the  points  where  they  touched  us  and  living 
at  points  where^they  did  not.  But  the  State  steps  in  at  that  point  and 
ties  both  hands  and  says,  ^^  You  shall  not  do  that ;  you  have  got  to 
treat  everybody  alike.  You  can  not  have  the  ordinary  methods  of  com- 
petition in  your  business^  because  it  is  against  the  public  interest." 

The  State  is  right  in  that,  but  when  the  State  ties  the  hands  of  the 
investors  that  way,  they  ought  to  have  the  power  in  some  officials  to 
ask,  "  Shall  the  road  be  built  f  Is  there  any  public  necessity  for  it  on 
the  one  hand,  and  should  it  be  permitted  to  peril  the  investment 
already  made  on  the  other  t  Shall  it  be  allowed  the  right  to  trespass 
upon  i)rivate  rights  by  exercising  the  right  of  public  domain  when 
there  is  no  demand  to  justify  itt" 

The  Ghaibman.  I  will  ask  you  whether  it  is  true  or  not  that  the  oper- 
ation of  the  interstate  commerce  law  has  had  some  tendency  to  check 
the  indiscriminate  buildiog  of  railroads  ? 

Mr.  Depew.  I  think  it  has,  and  in  that  respect  I  think  it  has  done 
very  well.  But  I  think  it  ought  to  be  supplemented.  Uf  course  it  is  a 
tremendous  power,  aud  one  which  the  legislative  branch  has  hesitated 
to  give.  I  think  it  has  been  given  in  Massachusetts,  but  they  have  al- 
ways hesitated  to  give  it  in  New  York.  But  the  power  should  reside 
somewhere  in  the  Government  to  say  where  a  new  road  is  necessaryy 
and  whether  it  should  be  built. 


THE   UNITED   STATES   AND  CANADA.  65 

The  Chairman.  That  is  so  in  the  old  country  f 

Mr.  Depew.  Yes,  sir. 

Senator  Bjlaib.  That  is  so  ev^erywhere  where  there  are  no  general 
railroad  laws  f 

Mr.  Depew.  Yes,  sir.  Where  there  are  no  general  railroad  laws, 
that  power  rests  in  the  legislative  branch. 

Senator  Blaib.  Every  charter  has  to  pass  the  gamut  for  itself  f 

Mr.  Depew.  Yes,  sir. 

RAILROAD  EXPENSES  INOBBASINa. 

Senator  Platt.  To  go  back  a  moment,  Mr.  Depew ;  has  the  percent- 
age of  railroad  expenses  to  the  volume  of  business  increased  t  The 
volume  of  business  is  very  much  larger  than  it  used  to  be. 

Mr.  Depew.  Oh,  yes.  Otherwise  we  could  not  live.  Ten  years  ago 
the  New  York  Central  road  got  per  ton  per  mile  about  a  cent  and  a 
half.  Now  the  lUte  is  about  j%S  o^  ^  <^i^^«  ^^^  expenses  have  increased 
more  rapidly  than  the  volume  of  business  has  increased. 

Senator  Platt.  That  is  what  I  want  to  get  at. 

Mr.  Depew.  We  found  no  difficulty  in  paying  8  per  cent,  dividends 
at  one  time. 

The  Chairman.  What  dividends  do  you  pay  now) 

Mr.  D^PBW.  Four  per  cent. 

Senator  Blair.  You  say  that  the  expenses  have  increased  more  rap- 
idly than  the  volume  of  business  f 

Mr.  Depew^  The  .increased  volume  of  business  and  the  decreasing 
rates  make  the  difference.  Take*  the  volume  of  business  on  the  one 
hand  and  the  decreasing  rates  connected  with  it  on  the  other,  and  the 
volume  of  business  has  not  increased  enough  to  recoup  for  the  decrease 
in  rates  and  make  up  for  the  increase  in  expenditures. 

Senator  Blair.  So  that  the  relation  between  expenditures  and  re- 
ceipts is  changing  to  the  disadvantage  of  the  roads  f 

Mr.  Depew.  It  is  at  present;  but  we  all  look  to  a  growth  in  the 
business  of  the  country.  Unless  the  mania  for  building  new  roads 
continues,  we  all  look,  in  the  growth  of  the  country,  for  an  increase  in 
the  volume  of  business. 

Senator  Platt.  The  decrease  in  rates  is  forced  by  business  senti- 
ment, I  suppose  t 

Mr.  Depew.  Yes;  it  is  business  sentiment  which  causes  decrease  in 
rates. 

Senator  Platt.  The  shippers  say  they  must  have  a  lower  rate,  do 
tliey  not  f 

Mr.  Depew.  The  rate  is  governed  for  the  railroad  by  the  foreign  de- 
mand, by  the  home  market,  and  by  competition  of  the  water-ways. 
But  there  is  another  force  constantly  reducing  rates.  Even  where  pools 
and  the  very  best  of  relations  exist  between  roads,  each  road  must  ne- 
cessarily take  care  of  the  business  transacted  on  its  line. 

Now,  if  there  are  certain  kinds  of  milling  and  of  manufacturing  on 
the  line  of  the  New  York  Central  which  reaches  points  in  competition 
with  the  same  class  of  business  on  the  lines  of  the  Baltimore  and  Ohio 
and  of  the  Pennsylvania,  our  people  tell  us  that  they  can  not  live  and 
compete  in  those  markets  unless  they  have  more  favorable  rates  for 
their  raw  material  and  for  their  manufactured  articles,  and  as  the  com- 
petition between  the  producers  lowers  their  prices  ours  go  down  corre- 
spondingly. 

The  Chairman.  Necessarily,  in  order  to  keep  them  alive  ? 

6343 5 
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Mr.  Dbpew.  Yes,  sir. 

SeDator  QiscoGK.  Do  you  mean  this,  that  if  there  is  a  manufactnr- 
iDg  industry  located  at  a  place  on  yonr  road,  and  the  products  of 
it  have  got  to  be  carried  to  points  elsewhere  and  enter  into  competi- 
tion with  the  products  carried  upon  other  roads  and  other  lines,  you 
give  rates  to  that  iudustry  which  enable  them  to  carry  on  that  business 
at  that  point  f 

Mr.  Depbw.  Yes,  sir, 

Senator  Pl'att.  Beiug  forced  to  reduce  the  rates  increased  the  ex- 
penses largel:^,  did  it  not  t 

Mr.  Depew.  Yes,  sir.  You  see  you  have  to  do  a  larger  amount  of 
business  to  get  the  same  amount  of  money.  You  can  not  do  the  larger 
amount  of  business  at  the  same  expense. 

SHUTTINO  OUT  THE  OANADIAN  BOADS. 

The  Chairman.  You  intimated  a  while  ago,  I  believe,  that  without 
this  differential  you  did  not  see,  except  on  the  supposition  that  they  re- 
coup on  their  own  people,  that  the  Grand  Trunk  could  live  and  do  bus- 
iness in  this  country  f 

Mr.  Dbpew.  Yes,  sir. 

The  Chairman.  Kow,  suppose  that  any  legislation  should  -be  enacted 
by  the* United  States  that  would  cut  them  off  from  doing  business  iu 
the  United  States,  what  would  you  think  about  thatf 

Mr.  Dbpew.  I  never  favored  that,  and  I  say  that  entirely  independ- 
ent of  our  relations  to  the  Grand  Trunk  Railroad. 

The  Chairman.  Suppose  we  do  not  do  that';  what  is  there,  iu  your 
judgment,  that  the  United  States  can  do  that  will  compel  the  Canadian 
roads,  in  doing  business  in  the  United  States  and  in  their  own  country, 
to  obey  the  same  law  that  your  road  does  or  the  American  roads  do  f 

Mr.  Dbpew.  I  would  suggest  that  you  increase  the  i)ower8  of  the 
Interstate  Commerce  Commission. 

The  Chairman.  In  what  way  Y 

Mr.  Dbpew.  By  giving  them  the  power  to  cut  off  the  Canadian  roads 
under  proper  Treasury  regulations. 

Senator  Bbagan.  The  Commission  has  that  power  now  under  the 
interstate  commerce  act. 

Mr.  Dbpew.  Yes,  sir;  unless  the  Canadian  roads  will  not  only  con- 
form to  the  provisions  of  the  Interstate  commerce  act  in  the  United 
States,  but  to  such  regulations  as  the  Interstate  Commerce  Comniissiou 
may  think  necessary  in  order  to  make  them  obey  the  law  equalizing 
their  operations  with  American  roads  and  making  it  a  condition  with 
the  Canadian  roads  that  they  shall  subject  themselves  in  Canada  as 
well  as  in  the  United  States  to  the  inspection  and  examination  of  the 
Interstate  Commerce  Commission  and  its  agents. 

Senator  Bbagan.  Do  you  think  we  have  that  power  f 

Mr.  Dbpew.  I  think  we  have  the  power  to  cut  them  off,  and  we  would 
cut  them  off  unless  they  did  it. 

THE  CANADIAN  PAOIPIO. 

You  see  the  Canadian  Pacific  is  not  completed  yet.  It  is  an  enormouH 
system.  1  understand  that  it  received  a  subsidy  to  the  amount  of  sixty 
or  seventy  millions  of  dollars,  the  most  enormous  subsidy  ever  granted 
by  a  government.  It  will  probably  be  in  a  condition  from  its  relations 
with  the  Canadian  Government  to  operate  its  road,  whether  it  e^rns 
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money  or  not.  Of  ooarsei  being  protecled  by  the  Government  in  that 
way,  it  vrill  make  all  the  money  it  can  oat  of  the  Gauadiau  people.  At 
the  same  time  it  will  seek  to  fill  up  its  cars  by  prodncts  of  the  United 
States,  and  such  a  road  as  that  onght  certainly  to  be  put  under  the 
]iower  of  the  Interstate  Commerce  Gommission  in  such  a  way  that  the 
Commission  may  enlorce  its  rules  or  drive  the  road  out  of  the  country. 

Senator  Reagan.  Your  idea  is  that,  in  addition  to  the  provision  that 
now  exists,  authorizing  the  cutting  off  of  Canadian  roadn,  that  a  provis- 
ion be  inserted  authorizing  the  Gommission  to  force  inspection  at  the 
border. 

Mr.  Depew.  Yes,  sir ;  from  what  I  know  of  the  Gommission,  I  do  not 
believe  that  they  would  object  either. 

The  Chairman.  Are  you  familiar  with  the  feeding  lines  of  the  Cana- 
dian Pacific  in  tlie  United  States  t 

Mr.  Dbpew.  Yes,  sir. 

The  Chairman.  Where  are  they  t 

Mr.  Depew.  The  Canadian  Pacific  are  building  a  line  now  to  reach 
Detroit,  and  when  they  get  to  Detroit  they  are  substantially  in  connec- 
tion with  all  the  lines;  and  they  have  secured.  I  understaud,  the  two 
lines  to  the  Sault  Ste.  Marie  from  the  West  and  Northwest. 

Senator  Platt.  Where  is  that  line  being  built  t 

Mr.  Depew.  They  are  now,  I  think,  at  St.  Thomas,  and  another  line 
is  nearly  completed  to  the  Detroit  River. 

THE  question  OF  RATES. 

Senator  Blair.  What  are  the  American  people  going  to  say  when 
we  so  legislate  that  they  must  pay  a  dollar  for  the  carriage  of  trafiic 
through  the  United  States  that  they  can  now  get  done  for  fifty  cents 
by  going  through  Cana^,  and  the  Canadian  r^uls  want  to  do  the  bus- 
iness t 

Mr.  Depew.  Well,  I  do  not  think  it  is  necessary  for  you  to  legislate 
to  accomplish  any  such  result  as  that  in  order  to  reach  this  difiicuUy, 
It  certainly  seems  a  monstrous  case  that  yoa  have  here  in  the  United 
States  almost  eight  thousand  million  dollars  invested  in  railways  which 
are  subject  to  our  laws,  which  pay  their  taxes,  which  help  support  tlie 
Government,  and  are  therefore  entitled  to  a  measure  of  protection, 
which  are  in  return  regulated  and  supervised  as  semi-public  bodies,  and 
yet  that  the  Govern ment  itself  should  take  their  taxes  and  then  permit 
the  roads  of  a  foreign  country,  which  contribute  nothing  to  the  support 
of  our  Government,  owe  it  no  allegiance,  are  not  owned  by  our  citizens, 
and  in  case  of  war  would  be  used  against  us  to  emasculate  our  own 
projierties. 

Senator  Blaib.  I  know  it  seems  like  a  crime }  but  the  question  is, 
will  the  people  be  willing  to  pay  a  dollar  for  what  they  can  get  now  for 
OOcentsf 

Mr.  Depew.  No  such  result  need  be  feared,  and  if  the  people  would 
permit  the  American  roads  to  take  this  matter  in  their  own  hands  they 
would  settle  matters  very  quickly  with  these  Canadian  roads;  very 
soon  if  it  came  to  that  point. 

Senator  BiiAiB.  The  idea  is  that  the  same  effect  is  produced  that 
would  be  produced  were  they  exempted  from  the  operation  of  the  inter- 
state commerce  act. 

Mr.  Depew.  That  is  precisely  it.  Here  is  one  great  trunk  line,  a 
Canadian  one,  exempt  from  the  operation  of  the  interstate  commerce 
act  and  the  American  lines  subject  to  it.    If  there  were  a  great  through 
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trunk  liue  from  Sau  Francitjco  to  New  York  and  Boston,  so  sabsidised 
by  tho  [JDited  States  Government  that  it  did  not  have  to  earn  any- 
tbinp:,  and  then  relieved  from  theoperations  of  the  interstate  commerce 
act,  yon  wonld  then  produce  on  American  soil  tiiese  conditions  that 
exist  in  Canada. 

THE  ONLY  ALTEBNATIYES. 

Senator  Blaib.  Is  there  any  other  remedy  than  to  repeal  the  law  or 
subject  the  Canadian  roads  to  the  same  legal  control  as  the  United 
States  roads  t 

Mr.  Depew.  There  is  none. 

Senator  Blaib.  That  is  political  union,  is  it  uott 

Mr.  Depe^.  We  do  not  want  the  law  repealed.  I  should  regard  it 
as  a  great  calamity  to  the  railroads  of  the  United  States  and  to  the 
people  of  the  United  States  to  repeal  that  law. 

Senator  Blaib.  Then  yon  must  extend  the  interstate  commerce  act 
to  Canada  as  well,  must  you  notf 

Mr.  Depew.  Yes,  sir. 

Senator  Blaib.  Then,  you  must  control  Canada :  make  laws  for  itf 

Mr.  Depew.  No,  sir ;  only  so  far  as  the  Canadian  road  transacts 
business  in  the  United  States. 

Senator  Blaib.  But  if  you  prohibit  the,  Canadian  road  from  doing 
business  in  the  United  States  tho  American  people  have  got  to  pay  $1 
instead  of  50  cents  for  the  same  service. 

Mr.  Depew.  No,  sir^  not  even  if  the  Canadian  roads  went  out  of 
business. 

Senator  Blaib.  But  they  may  prefer  union  to  annihilation. 

NOT  A  question  OF  BA^^. 

Mr.  Depew.  I  think  if  the  Canadian  road  did  not  carry  a  ton  of 
American  products  or  a  passenger,  and  stopped  doing  so  on  the  1st  of 
July,  that  from  that  time  out  the  American  shipper  and  the  American 
traveler  would  not  pay  a  dollar  more  than  they  do  now. 

Tho  Chaibman.  You  believe  that  is  sot 

Mr.  Depew.  I  do,  and  for  this  reason,  that  the  Canadian  road  is 
muuflged  by  able  men;  it  wants  to  do  business  in  the  United  States; 
tliat  is  just  so  much  of  a  surplus  to  its  regular  business.  Those  able 
men  know  that  it  can  not  do  busint'ss  in  a  constant  war  with  the  rail-- 
road  system  of  the  United  States,  and  therefore  they  are  entirely  in 
accord  with  the  railway  managers  of  the  United  States  in  such  associa- 
tions  as  we  are  permitted  to  form ;  and,  as  I  said  before,  they  live  up 
to  the  agreements  very  well.  There  is  nondollar, theretbre,  nor  no|>enny 
to  the  shipper  of  the  United  States  by  the  business  which  the  Canadian 
road  transacts,  or  the  tonnage  which  they  cairy,  or  the  regulation 
w  hich  they  have  upon  our  rates. 

But  what  we  complain  of  is  that  they  should  have  the  power,  if  they 
choose  to  exercise  it,  to  do  thibgs  that  we  can  not  do,  to  recoup  whei*e 
wo  are  tied  up,  and  to  accomplish  in  Canada,  free  from  the  restrictions 
that  bind  us,  things  that  give  them  an  advantage  which,  if  we  do,  is  a 
penal  oft'ense. 

Senator  Habris.  In  connection  with  that  precise  view  of  the  qnes- 
t  ion  what  I  desire  to  ask  you  is,  if  you  doubt  that  if  we  should  adopt  such 
legislation  as  makes  it  a  condition  precedent  to  the  Canadian  roads 
doing  business  at  all  in  this  country  that  they  shall  agree  to  conform 
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strictly  to  the  same  regalations  that  apply  to  oar  own  American  roads, 
in  Canada  as  well  as  in  the  United  States,  in  respect  to  this  couipeti^ 
tive  traffic — ^have  yon  any  doubt  that  there  is  a  Canadian  road  that 
woald  hesitate  a  moment  to  accept  those  terms  f 

Mr.  Dbpew.  Ko,  sir ;  I  think  tiiey  woald  accept  it  at  once. 

Senator  Platt.  There  is  a  popular  impression  that  by  reason  of  this 
Canadian  transportation  of  American  products  New  England  and  other 
portions  of  the  country  get  their  freights  cheaper. 

Mr.  Depew.  I  t:now  that  is  the  popular  impression. 

Senator  Platt.  Do^you  think  that  the  American  roads  would  not 
take  advantage  of  it  to  increase  rates,  even  though  that  traffic  through 
Canada  should  be  regulated  in  accordance  with  our  law  t 

Mr.  Depew.  I  would  reply  in  the  negative.  But  just  see  what  your 
proposition  is.  It  seems  to  me  to  be  the  same  proposition  made  by 
Senator  Blair — a  iMghtful  attack  upon  the  interstate  commerce  act 
itself. 

Senator  Blaib.  I  was  not  asking  any  questions  with  reference  to  the 
effect  of  the  act 

Mr.  Depew.  I  know;  but  the  effect  of  the  proposiiion  is  this,  that 
under  the  interstate  commerce  act  the  people  of  the  United  States  will 
be  mulcted  in  large  sums  for  unreasonable  chargea  for  freight  unless 
there  be  some  roads  that  can  violate  the  law. 

Senator  Platt.  I  did  not  ask  the  question  because  that  was  my  be- 
lief about  it,  but  was  simply  speaking  of  what  is  a  popular  belief. 

Mr.  DEPBiy*  I  know ;  but  the  popular  belief,  if  yon  reduce  it  to  a 
proposition,  is,  that  the  only  way  to  reduce  rates  is  to  have  some  road 
that  can  violate  the  law  with  impunity. 

The  Chairman,  Do  as  they  are  a  mind  to  t 

Mr.  Depew.  Yes,  sir. 

Senator  Blaib.  Is  not  that  so  nowt 

Mr.  Depew.  ^o^slr ;  it  is  not. 

Senator  BLAis.  Why  not  f  That  is  to  say,  if  there  is  a  road  that  vio- 
lates the  law,  is  not  the  force  of  your  testimony  that  the  road  operating 
in  violation  of  the  l^w  can  carry  traffic  cheaper  than  the  one  that  con- 
forms to  the  law  t 

Mr.  Depew.  On  that  proposition  I  am  still  an  American. 

Senator  Blaib.  We  are  all  Americans. 

'  Mr.  Depew.  If  it  is  necessary,  in  order  to  get  reasonable  and  low 
rates  to  the  shipper  in  the  United  States,  to  permit  some  road  to  violate 
the  law  while  the  rest  are  to  be  bound  by  it  I  want  the  New  York  Cen- 
tral to  be  that  road. 

Senator  Blaib.  I  have  not  any  objection  to  the  New  York  Central 
being  that  road,  if  there  is  to  be  any.    But  is  it  not  a  fact  that  if  most 
of  the  roads  conform  to  the  law  and  one  be  excepted  that  the  excepted 
one  has  an  advantage? 
.Mr.  Depew.  Yes,  sir;  it  has  an  advantage. 

Senator  Blaib.  And  by  having  the  advantage  it  can  give  cheaper 
rates  f 

Mr.  Depew.  It  can. 

Senator  Hisooge.  Dp  you  not  lose  sight  of  the  power  of  the  Inter- 
state Commerce  Commission  over  excessive  rates  T 

THE  QUESTION  AS  IT  EXISTS. 

Mr.  Dbpew.  There  is  no  such  thing  as  excessive  rates.  We  have 
got  to  take  this  question  practically  as  it  actually  exists.  The  Canadian 
roads  want  to  do  business  in  the  United  States.    Now,  even  if  they  are 
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relieved  from  the  operation  of  the  interstate  commerce  law,  they  can 
not  do  business  in  hostility  to  all  the  roads  of  the  United  States. 
Therefore  the  managers  of  the  Canadian  roads  who  are  business  men, 
pure  and  simple,  without  any  sentiment  whatever,  come  into  our  con- 
ferences, and  they  say,  ^*  We  want  to  act  in  thorough  harmony  with 
yon  and  secure  such  a  share  of  this  traffic  as  is  fair  and  reasonable 
with  our  conditions  and  by  your  consent.  If  we  can  make  that  arrange- 
ment— and  we  will  not  be  nnreasonable — we  will  live  np  to  tariffs,  and 
we  will  agree  upon  tariffs." 

Now,  I  never  yet  have  found  in  any  of  our  associations  aCanadian  road 
anxious  to  reduce  tariffs.  I  never  have  heard  of  such  a  proposition 
from  a  Canadian  road.  They  are  always  in  favor  of  advancing  rates. 
The  only  benefit  the  people  of  the  United  States  get  from  the  opera- 
tion of  a  Canadian  road  which  is  entirely  free  from  the  penalties 
of  the  interstate  commerce  act  and  its  provisions  is  not  to  them  as  a 
whole,  but  to  certain  favored  people,  and  they  are  always  the  large 
shippers  who  are  crushing  out  the  small  ones.  The  Canadian  road  can 
guarantee  advaintages  by  way  of  rebate  and  secret  profit,  secret  return, 
or  drawback,  which  will  give  a  lower  rate  possibly  to  one  or  two  or 
three  favored  individuals,  but  not  to  the  shippers  generally  of  the 
United  States.  But  you  come  back  immediately,  when  you  relieve  the 
Canadian  roads  from  the  operation  of  the  act  in  order  to  secure  lower 
rates  for  the  people  of  the  United  States,  to  the  conditions  which  this 
law  was  enacted  to  amend  and  improve  |  that  is,  a  system  of  rebates 
and  secret  favors  which  build  up  the  few  and  crush  out  the  many. 

THE  REMEDY  PROPOSED. 

The  Chairman.  State  again,  Mr.  Depew,  exactly  what  you  think 
ought  to  be  an  amendment  to  the  present  interstate  commerce  act  in 
order  to  protect  American  interests  as  against  Canadian  interests. 

Mr.  Depew.  I  have  already  said  what  I  think  is  necessary,  which  is 
the  enlargement  of  the  powers  of  the  Commissioners,  so  that  they  can 
very  properly  say  to  any  Ibreign  road,  whether  Mexican  or  Canadian, 
<<If  you  wish  to  do  any  business  in  the  United  States  the  condition  is 
that  you  shall  conform  to  our  act." 

Senator  Blair.  You  do  not  mean  to  say  that  they  shall  ask  the  same 
for  the  service  rendered  as  the  American  roads  Y 

Mr.  Depew.  Simply  that  they  shall  conform  to  this  law. 

Senator  Blair.  That  has  nothing  to  do  with  the  regulation  of  the 
rate? 

Mr.  Depew.  No,  sir. 

Senator  Blair.  Now,  then,  let  us  get  on  this  broad  platform  of  equity. 
Is  it  not  possible  and  is  it  not  sure  that  those  Canadian  roads,  having 
the  shorter  lines 

Mr.  Depew.  They  have  the  longer  lines. 

Senator  Blair.  Well,  the  longer  lines,  then,  but  built  at  the  expense 
of  the  government,  necessarily  doing  business  as  all  roads  do  until  they 
are  worn  out — ^is  it  not  sure  that  under  those  conditions,  being  in  a 
situation  to  compete  to  their  advantage  and  to  the  rnin  of  American 
roads,  that  they  will  still  put  the  price  so  that  they  will  do  the  business  ? 

Mr.  Depew.  No. 

Senator  Blair.  That  is  the  point  that  is  troubling  my  mind.  I  sup- 
posed that  being  subsidized  roads,  bailt  for  nothing,  capital  furnished, 
and  exempt  from  ^taxation,  as  their  own  country  develops  by  tapping 
the  prosperity  of  bur  own,  by  and  by  they  will  defy  these  great  Ameri- 
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€an  oorporations,  being  more  powerful  themselves  than  any  of  them, 
and  the  original  investment  being  nothing,  while  they  have  the  results 
ip  transportation  capacity,  that  they  would  take  the  business  from  the 
American  roads. 

Mr.  Dbpbw.  That  is  a  very  broad  question,  Senator,  and  involves 
speculations  for  the  J&itnre. 

Senator  Blaib.  Well,  I  think  the  whole  thing  relates  to  the  future. 

Mr.  Depew.  A.nd  there  are  a  goo<l  many  factors  that  govern  it.  If 
the  Canadian  Pacific  Railroad,  subsidized  to  this  enormous  extent, 
were  protected  by  the  Govern  men  t  so  that  it  need  not  earn  anything 
whatever,  then  it  would  be  enabled  to  do  business  in  the  United  States 
under  conditions  which  would  seriously  injure  our  American  railroads 
and  their  investments.  It  would  dictate  to  tlie  American  roads  pre- 
cisely the  amount  of  business  which  it  should  take,  with  the  threat  that 
if  it  did  not  get  it,  it  would  destroy  the  whole  business  of  the  American 
roads. 

Now  the  safety  that  the  American  roads  have  against  that  condition  is 
the  condition  of  Canada  itself.  I  understand  that  the  settlement  along 
the  line  of  the  Canadian  Pacific  has  not  met  at  all  the  expectation  of  the 
projectors  of  the  road  nor  the  expectations  of  tho  statesmen  of  Canada 
who  advised  Canada  to  assume  this  burden,  and  therefore  the  road  is 
not  likely  to  become  rich  enough,  from  the  business  which  originates 
on  its  own  line,  to  do  anything  very  aggressive. 

Then  I  understand  that  the  governmental  conditions  in  Canada,  pres- 
ent and  prospective,  are  not  such  that  the  treasury  can  be  absolutely 
relied  upon  for  any  large  drains  for  the  future. 

Senator  Blaib.  But  it  has  already  built  the  road. 

Mr.  Depew.  Yes,  sir. 

Senator  Blaib.  Would  there  not  perhaps  be  some  possibility  of  pro- 
tection in  the  fact  that  gradually  the  stock  of  the  Canadian  Pacific  will 
fall  into  the  hands  of  those  who  paid  liberally  for  it,  and  that  the  neces- 
sity of  furnishing  them  dividends  in  the  future  will  be  a  protection  Y 

Mr.  Depew.   Yes. 

The  OHAmmAN.  You  do  not  favor  the  absolute  cutting  off  of  foreign 
trade  in  this  country ;  that  is,  I  mean  to  say,  you  are  not  opposed  to 
the  building  of  lines  into  this  country  by  these  Canadian  roads  and 
using  them,  piy)vided  they  comply  with  the  same  regulations  that  gov- 
ern American  roads  t 

Mr.  Depew.  Not  at  all,  and  for  two  reasons.  One  is  the  business 
reason,  that  I  do  not  think  it  would  be  good  policy  to  cut  them  off, 
provided  they  comply  with  the  same  conditions  as  our  own  roads.  The 
other  is  the  sentimental  reason,  that  if  you  did  cut  them  off  the  senti- 
ment that  the  Canadian  roads  reduced  the  price  to  the  shippers  would 
be  an  increasing  sentiment  always,  and  would  lead  to  charges  against 
the  American  roads  which  were  not  true,  and  which,  as  a  representa- 
tive  of  part  of  them,  I  would  rather  not  share. 

BUILDING  ROADS  IN  CANADA. 

The  Chaibman.  There  has  been  no  obstruction  to  their  building 
roads  into  this  country  by  any  of  the  States. 

Mr.  Depew.  None  whatever. 

The  Chairman.  They  have  been  given  charters  whenever  tiiey  asked 
for  them. 

Mr.  Depew.  Yes,  sir ;  they  have. 
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The  Ghaibman.  Suppose  yoa  desired  to  build  a  road  through  any 
portion  of  Canada,  would  you  have  any  difficulty  in  doiug  so  f 

Mr.  Depew.  I  think  we  would. 

The.  Chairman.  You  say  you  think  you  would  t 

Mr.  Depew.  Yes,  sir,  I  do. 

The  Chairman.  Why  is  that  I  * 

Mr.  Depew.  There  is  no  general  railroad  law  in  Canada.  Every 
road  has  to  be  built  under  a  special  act  of  Parliament,  and  if  the  road 
which  it  was  desired  to  build  by  American  lines  was  competitive  with 
the  Canadian  system  of  roads  I  do  not  think  that  the  Parliament  of 
Canada  would  grant  the  charter. 

Senator  Hisoogk.  Especially  if  they  were  subsidized  roads. 

Mr.  Depew.  Yes,  sir.  There  is  a  contract  with  the  Canadian  Pa- 
cific by  the  Canadian  Grovemment  that  it  will  not  permit  roads  within 
their  territory  at  all. 

The  Chairman.  Within  a  hundred  miles  of  either  side  of  the  line. 

Mr.  Depew.  Yes.  ^ 

The  Chairman.  Now,  it  is  a  fact  that  we  probably  have  more  rail- 
road lines  in  the  United  States  than  all  the  balance  of  the  world. 

Mr.  Depew.  Yes,  sir ;  there  is  no  doubt  about  that. 

The  Chairman.  And  that  our  enterprising  men  have  been  building 
roads  through  the  Northwest  and  West  and  Uirough  the  Eocky  Mount- 
ains and  over  them  to  a  very  great  extent,  probably  unsurpassed  by 
any  other  country  in  the  world.  Now  how  does  it  happen  that  there  is 
no  disposition,  apparently,  or  no  effort  made  to  build  roads  into  this 
Canadian  country  by  American  people  f 

Mr.  Depew.  I  think  the  reason  is  that  we  have  had  plenty  of  land 
in  our  own  country  that  we  could  develop  by  immigration.  Our  rail- 
road constructors  knew  that  the  immigrant  would  come  to  the  United 
States  who  would  not  go  to  Canada.  It  is  so  along  the  Canadian  line 
through  the  Manitoba  district.  The  colonists,  who  are  a  valuable  ac- 
quisition to  us,  who  come  here  with  some  money  and  exi>erience  and 
household  implements  and  take  up  land  and  make  it  productive  at 
once — ^}^ou  can  not  get  those  people  to  go  to  Canada,  but  they  will  oonie 
to  the  United  States. 

The  Chairman.  You  think  that  is  the  substantial  reason  why  roads 
have  not  been  attempted  to  be  built  by  American  capit^  into  Canada 
as  compared  with  the  effort  that  has  been  made  in  the  northwestern 
part  of  the  country  which  has  not  been  settled  up  t 

Mr.  Depew.  Yes,  sir. 

The  Chairman.  Is  it  not  true  that  there  are  a  great  many  roads  out 
West  now  that  have  no  substantial  business  along  the  line  of  the  rail- 
road to  support  them  t 

Mr.  Depew.  A  great  many  roads  have  been  built  in  the  West  for  th^ 
purpose  of  selling  bonds. 

The  Chairman.  Could  not  that  be  done  in  building  a  road  through 
Canada  just  as  well  f 

Mr.  Depew.  No  ;  the  American  investor  will  not  touch  a  Canadian 
bond.  It  is  difficult  to  sell  Canadian  bonds  in  England.  A  Cana<lian 
railroad  is  projected,  and  the  promoter  goes  on  the  London  market.  It  is 
a  home  matter,  and  the  English  banker  and  investor  look  at  the  matter 
with  fTT'ent  care,  and  tliey  have  got  to  absolutely  demonstrate  returns  or 
a  government  subsidy  or  they  can  not  sell  their  securities.  But  so  much 
money  basl)een  made  in  the  purchase  of  American  bonds,  while  propor- 
tionately little  has  been  lost,  and  there  is  such  a  feeling  all  over  the  world 
as  to  the  limitless  possibility  of  development  here,  that  if  an  American 
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load  has  any  sort  of  backing  there  is  no  substantial  difficulty  in  dispos- 
ing of  its  securities. 

The  Ohaibman.  A^id  that  is  not  true  as  to  the  Canadian  bonds  t 

Mr.  Depbw.  'SOj  sir. 

The  Ohaibman.  I  have  always  supposed  that  one  of  the  reasons,  and 
possibly  a  pretty  strong  one,  was  in  the  fact  that  American  enterprise 
was  not  encontaged  in  Canada  in  building  railroads  through  their 
country. 

Mr.  Depew.  I  understand  the  Canadians  do  not  desire  it,  and  I  am 
quite  sure  that  if  a  syndicate  of  American  bankers,  investors,  railroa<l 
men,  business  men,  ete.,  should  want  to  build  a  system  of  Mads  in  Can- 
ada they  would  not  be  permitted  to  do  it. 

I  am  very  sure  that  if  the  Northwestern  American  lines  which  now 
come  down  to  Duluth  and  Minneapolis  wanted  to  build  through  Canada 
to  connect  with  the  systems  on  this  side,  free  from  the  Canadian  Pa- 
cdfic,  the  Canadian  Parliament  would  not  permit  it  to  be  built. 

Senator  Blaib.  The  railroads  there  would  not  permit  it  any  way. 

Mr.  Depew.  Parliament  would  not  permit  it,  nor  the  railroads  either. 
The  roads  and  the  parliament  are  nearly  one. 

TBAFFIC  ABBANOEMENTS. 

The  Chaibman.  Gtoing  back  to  the  pooling  question,  as  I  understand 
it,  you  have  an  arrangement  now,  just  as  you  had  before  the  interstate 
commerce  act  passed,  but  it  does  not  reach  to  all  the  points  of  opera- 
tion that  it  did  then,  by  which  you  came  to  these  agreements  pmctically 
to  control  rates  on  freights. 

Mr.  Depew.  Yes. 

The  Chaibman.  Do  you  think  that  the  agreement  now  existing  be- 
tween these  trunk  lines  is  entirely  within  the  scope  of  the  interstate 
commerce  actf 

Mr.  Depew.  Yes,  sir  j  entirely.    There  are  no  penalties. 

The  Chaibman.  You  do  nothing  that  is  interfered  with',  or  attempted 
to  be,  by  that  law. 

Mr.  Depew.  No.  The  first  provision  of  our  agreement  is  to  obey  the 
law  and  to  provide  the  machinery  for  its  enforcement.  We  have  a  vast 
and  expensive  system  of  returns  from  every  shipping  point  in  our  ter- 
ritory to  Mr.  Fink's  bureau,  the  object  of  which  Is  to  know  constantly, 
from  day  to  day,  precisely  what  the  rates  are  and  what  the  tonnage  is 
from  every  point  within  the  territory  to  the*sea- board,  or  from  the  sea- 
board to  every  point  in  the  territory.  This  system  detects  a  rebate  at 
once ;  the  object  of  it  is  to  detect  at  once  any  rebate  or  secret  advan- 
tage or  any  violaition  of  the  law«  Our  instructions  to  the  commissioner 
are  to  inform  the  Interstate  Commerce  Commission  when  he  finds  out 
through  his  machinery  any  violations  of  the  law  and  who  is  the  party 
violating  the  law. 

The  Chaibman.  What  is  the  effect,  so  far  as  your  knowledge  extends 
and  so  far  as  yon  believe,  as  to  the  enforcement  of  the  act  f 

Mr.  Depew.  There  is  no  doubt  that  prior  to  your  last  araendraeiTt, 
imposing  penalties  of  a  penal  character  upon  a  shipper  and  officer 
alike,  the  act  was  disregarded,  not  generally,  but  to  a  considerable  ex- 
tent, west. of  the  Mississippi  River,  and  in  the  South  very  largely.  In 
New  England  and  in  the  territory  east  of  Chicjugo  tlic  act  was  verj'^ 
well  obeyed,  but  the  lines  that  did  live  up  to  it  kept  constantly  discov- 
ering diversions  of  business  that  could  occur  only  by  violations  of  the 
act.    The  lines  which  obeyed  the  law  best  suffered  the  most  in  loss  of 
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traffic  to  tbe  roads  violating  the  law.  There  was  a  premiam  upon  law 
^breaking. 

Since  the  penalty  clause  has  been  inserted  th^  act  lias  been  mach 
better  lived  up  to,  but  it  requires  not  only  the  voluntary .  machinery  of 
the  Trunk  Line  Association  and  of  the  Central  Traffic  Association,  bat 
it  will  require  much  more  than, that  to  thoroughly  enforce  it.  It  will 
require  the  prosecution  and  conviction  of  a  fellow  occasionally. 

The  Chairman.  Otherwise  they  will  drop  back  again  into  a  disregard 
of  the  law. 

Mr.  Depew.  Yes,  sir;  some  of  the  boards  of  trade  at  central  points, 
Ivefore  the  R^nalty  clause  was  enacted,  refused  by  unanimous  votes  to 
allow  inspectors  of  the  roads  to  examine  their  books  and  ascertain  if 
there  had  been  any  rebates  paid. 

LEGALIZma  POOLINCh. 

My  opinion,  Mr.  Chairman,  is  that  this  law  will  never  be  thoroughly 
enforced  and  its  operation  absolutely  effective  until  in  some  form  and 
under  some  other  name  you  have  a  legalized  pool. 

The  Chairman.  You  believe  that  is  the  only  way  to  secure  its  thor- 
ough euforcementf 

,  Mr.  Depew.  Yes,  sir.  The  one  object  of  the  governmental  part  of 
this  railroad  machinery  is  to  secure  for  the  people  stable  rates  and  rea- 
sonable lates.  The  evil  of  an  unstable  rate  is  so  great  that  it  needs  no 
argument.  Unstable  rates  simply  demoralize  the  whole  business  of  the 
country.  They  ruin  every  calculation  a  business  man  may  make^  They 
transform  all  business  men  into  speculators  and  ultimately  center  the 
whole  business  of  the  country  in  the  hands  of  a  few  people. 

Now  the  pool  prevents  that  by  the  roads,  great  and  small  and  strong 
and  weak,  arranging  among  themselves  divisions  of  traffic.  The  weak- 
ness of  the  pool  has  always  been  that  it  could  not  enforce  its  agree- 
ments. If  it  had  in  some  way  the  support  of  the  Government,  by  which 
the  contract  could  be  enforced,  then  it  could  maintain  its  agreements. 

The  only  argument  against  the  pool  is  that  it  makes  a  universal  com- 
bination which  would  lead  to  exorbitant  rates.  Now  the  Govern ment 
can  regulate  that,  on  the  other  hand,  by  enactments  equally  rigid  in  that 
respect. 

The  Chairman.  So  that  your  idea  is  that  there  ought  to  be  some 
power  given  to  the  pool  to » 

Mr.  Depew.  If  you  will.allow  me,  Mr.  Chairman,  I  am  almost  pre- 
pared to  say  that  a  legalized  pool  on  the  one  hand,  and  no  rate  to  be 
put  in  force  that  does  not  receive  the  sanction  of  the  Interstate  Com- 
merce Commission  on  the  other,  with  the  penalties  of  the  act  attached 
to  both  provisions,  would  be  a  good  thing  for  the  people  and  the  rail- 
roads. 

Senator  Blaib.  Repeat  that. 

Mr.  Depew.  I  am  almost  prepared  to  believe  that  a  legalized  pool  on 
the  one  hand,  under  which  the  railroads  can  form  an  agreement  for  the 
maintenance  of  rates,  and  on  the  other  hand  reasonable  rates  be  insured 
b:^  providing  that  no  rate  be  put  in  force  until  approved  by  the  Inter- 
state Commerce  Commission,  with  the  penalties  of  the  interstate  law  at- 
tached to  violations  of  the  pool,  and  the  tariff  approved  by  the  com- 
mission, would  be  a  good  thing  for  the  people  and  the  railroads. 

Senator  Blair.  Let  me  see  if  I  understand  you.  You  say  that  if 
the  law  were  such  that  the  roads  and  some  representation  of  the  people 
could  fix.  the  tariffs  and  then  enforce  their  continuity  and  steadiness, 
that  such  a  law  would  be  the  best  law  you  could  have.    Is  that  correct? 
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Mr.  Depsw.  No,  that  is  not  my  idea.  The  Government  could  not  fix 
the  tarifis. 

Senator  Blair.  I  mean  in  connection  with  the  roada. 

Mr.  DkpeW.  Bat  what  I  mean  is  this.  On  the  one  hand  let  us  have 
a  legalized  pool,  so  that  these  roads  could  agree  among  themselves. 

Senator  BLAm.  That  is  all  right,  only  the  pool  might  make  the  tariff 
too  high. 

Mr.  D£:psw.  Then  it  is  for  the  Interstate  Commerce  Commission  to  say 
that  the  rate  is  too  high  and  for  them  to  cut  it  down. 

Senator  Blaib.  The  point  is  this,  that  the  Government  and  the  pool 
agree  what  the  tariff  shall  be,  and  the  Government  enforce  the  contract 
or  pool.    Is  that  correct  Y 

Mr.  Depew.  Yes. 

Senator  Reagan.  To  avoid  the  difficulty  of  building  new  roads,  would 
it  not  involve  the  necessity  of  some  power  to  limit  the  construction  of 
needless  roads  f 

Mr.  Depew.  Not  necessarily  in  connection  with  that,  but  that  power 
ought  to  exist. 

..  Senator  Reagan.  If  differentials  are  allowed  to  ail  roads  competing 
for  freight  under  such  an  arrangement  as  Mr.  Depew  mentions,  iu  order 
to  make  the  scheme  which  he  presents  successful,  would  it  not  be  nec- 
essary to  accompany  it  with  a  power  lodged  somewhere  to  limit  and 
preven'  the  construction  of  needless  roads  f  If  that  is  not  done,  why 
not  build  new  roads  to  levy  tribute  upon  existing  roads  and  divide  the 
traffic  with  them  t 

Mr.  Depew.  Well,  there  is  a  good  deal  of  force  in  that,  and  yet  I 
think  that  we  could  get  along  with  the  new  road,  but  we  infinit4'ly  pre 
ff  r  to  have  the  Government  say  whether  the  road  is  necessary  or  not- 

Senator  Platt.  The  Government  could  not  do  that. 

Mr.  Depew.  Bnt  the  States  ought  to  take  it  up  as  matters  are  now. 
The  public  now  look  at  it  in  one  way.  The  public  see  the  existing  roiids 
are  trying  to  prevent  competition,  but  it  seems  to  me,  if  the  existing 
roads  absolutely  fill  all  the  public  deniands,  that  the  people  whose 
rights  are  destroyed  by  their  property  being  taken  by  a  road  for  which 
no  necessity  exists 

Senator  Blaib.  And  they  have  got  to  be  taxed  to  maintain  it. 

Mr.  Depew.  Yes,  sir — should  be  able  to  say  to  the  State  "  there  is 
no  necessity  for  that  road."  There  should  be  some  tribunal  to  decide 
the  question  whether  the  road  should  be  built  or  not.  There  ought  to 
be  some  tribunal  to  which  they  could  appeal. 

THE  EXCHANGE  OF  OARS. 

The  Chairman.  This  is  a  little  aside  of  the  main  question,  but  still 
I  think  it  is  a  question  there  ought  to  be  some  legislation  on,  perhaps. 
Do  your  cars  go  into  Canada  ? 

Mr.  Depew.  Yes,  sir. 

The  Chairman.  Are  they  loaded  by  your  road  and  sent  there  f 

Mr.  Depew.  Yes,  sir. 

The  Chairman.  They  are  loaded  by  your  road  and  sent  there  with 
goods  Y 

Mr.  Depew.  Yes. 

The  Chairman.  Do  they  stay  th.  re  indefinitely  ot  come  back  imme- 
diately Y 

Mr.  DepIsw.  They  como  ba(ik. 

Thti  Chairman.  What  is  the  actual  situation  with  reference  to  Oa- 
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nadian  and  American  cars ;  are  they  nsed  indiscriiDinately  in  the  two 
coan  tried  1 

,Mr.  Depbw.  Yes,  sir;  indiscriminately  among  the  lines.  The  Ca- 
nadian roads  are  united  in  freight  lines,  to  which  each  road  contributes 
a  certain  namber  of  cars.  There  is  tJie  Midland  Line,  the  Bine  Line, 
the  Ked  Liue,  the  White  Line,  and  all  those  lines,  and  the  cars  of  those 
lines  go  interchangeably. 

The  Chairman.  As  yon  understand  it,  I  sappo^e,  under  the  r<rgu- 
tious  of  the  Treasury  Department  of  this  Government,  and  possibly 
under  some  law  of  Canada,  goods  in  transit  back  and  forth  between  the 
two  coun.tries  and  the  cars  are  free  of  duty! 

Mr.  Depew.  Yes,  sir. 

The  Chairman.  But  it  has  been  a  question  whether  there,is  any  law 
authorizing  cars  to  go  through  without  paying  duty  9 

Mr.  Depew.  There  has  b^n  some  controvei-sy  on  that  point. 

The  Chairman.  Now,  admitting  that  the  cars  hav«  a  right  to  come 
from  Canada  directly  to  New  York  for  the  purpose  of  bringing  a  car- 
load of  goods,  yet  there  is  no  law,  I  take  it,  that  would  allow  those  cars- 
to  be  used  anywhere  over  the  country  in  the  United  States,  and  oar- 
cars  going  into  Canada  to  be  used  anywhere  there  without  paying  duty 
as  they  go  back  and  forth. 

Mr.  Depew.  I  suppose  there  is  no  law,  but  in  the  practical  opera- 
tion of  the  roads  the  cars  are  interchangeably  used  precisely  in  Canada 
ds  are  cars  in  this  country,  as  if  Canada  and  the  United  States  were  ad- 
joining States.  I  had  that  matter  called  to  my  attention  by  an  order 
issued  recently  by^  the  late  Secretary  of  the  Treasury  prohibiting  Cana- 
dian cars  entering  the  United  States  without  paying  duty.  1  made  a 
very  earnest  appeal  to  the  Secretary  of  the  Treasury  on  the  subject^ 
because  if  that  order  had  been  carried  out  it  would  have  broken  up  the 
whole  traffic.  It  would  have  been  just  the  same  as  a  withdrawal  of  the 
privilege  by  which  the  goods  come  through  now  in  bond,  and  the  Cana- 
dian roads  ore  permitted  to  do  business,  and  the  Secretary  suspended 
the  operation  of  the  order.  J.  believe  that  the  question  has  been  re- 
vived by  the  present  Secretary  of  the  Treasury. 

The  ChaismAn.  There  is  probably  a  hearing  going  on  now,  or  about 
to  go  on,  before  one  of  the  Secretaries  of  the  Treasury  on  this  subject. 
That  is  the  reason  I  wanted  to  secure  whatever  information  you  have 
in  reference  to  it. 

Mr.  Depew.  The  operation  of  it  would  be  to  deprive  the  Canadian 
roads  of  the  use  of  their  cars  in  United  States  business.  They  would 
have  to  use  the  cars  of  their  connecting  lines  or  else  unload  at  the 
border,  and  it  would  be  impossible  to  do  that  and  compete  for  the 
business. 

The  Chairman.  You  do  not  suppose  that  if  there  were  a  law  allow- 
ing the  curs  to  go  through,  car-load  bonded,  and  the  car  comes  t<> 
New  York,  for  instance,  that  you  would  have  the  right  under  the  law 
to  let  that  car  go  off  and  do  business  in  the  United  States,  or,  if  at  the 
other  end,  to  go  off  and  do  business  anywhere  in  Canada  and  then 
come  back  again  ? 

Mr.  Depew.  The  practical  operation  is  this,  Senator.  All  thes** 
roads  do  their  business  by  the  freight  lines.  The  freight  line  is  a 
voluntary  organization  of  the  roads  themselves.  Each  road  in  th<*  line 
puts  in  a  certain  proportion  of  cars,  and  those  cars  are  painted  the  color 
of  the  line  and  are  marked  with  thv  name  of  thf»  line  or  s  me  initials  to 
indicate  the  cars  that  belong  to  the  diffLtent  parts  of  the  combination 
in  case  of  a  breaking  up  of  tho  line. 
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Kow,  those  cars  go  everywhere  in  Canada  and  everywhere  in  the 
United  States  where  the  line  rans,  and  are  very  often,  in  slack  of  busi- 
ness, when  there  is  not  enough  of  through  business  to  occupy  them, 
used  by  the  road  on  which  the  cars  happen  to  be  for  their  local  busi- 
ness. ^ 

The  G£[AIBHAN.  In  other  words,  there  are  many  Canadian  cars  in 
this  country  that  are  scattered  around  here,  and  many  United  States 
cars  in  Canada  that  are  scattei*ed  over  the  Dominion ;  and  they  have 
probably  more  of  our  cars  now  than  we  have  of  theirs. 

Mr.  Depew.  Yes ;  but  as  to  the  actual  number,  it  depends  upon  the 
situation  at  a  particular  time.    How  is  that,  Mr.  Hickson  t 

Mr.  Hickson.  I  think  we  use  ten  American  cars  to  one  Canadian  car 
used  here. 

The  Chairman.  So  that  there  are  more  cars  belonging  to  United 
States  roads  in  Canada  than  there  are  Canadian  cars  heref 

Mr.  Depew.  That  necessarily  would  be  so. 

Senator  Beaoan.  Have  you  a  system  of  accounts  so  as  to  know  how 
to  credit  a  car  with  the  number  of  miles  it  mns  when  out  of  its  own  ter- 
ritory t 

Mr.  DiTPEW.  Yes,  sir ;  we  have. 

Senator  Platt.  How  far  east  does  the  San  Francisco  business  which 
is  bonded  up  to  Fort  Moody  comef  Does  it  come  clear  through  to  New 
York  f 

Mr.  Depew.  I  think  it  does. 

The  Chai&man.  Yon  railroad  gentlemen  here,  representing  the  dif- 
ferent lines,  have  some  sort  of  an  arrangement  by  which  you  gather  in 
your  cars,  have  you  not  t 

Mr.  Depew.  We  have  a  car  accounting  division,  so  that  we  keep 
run  of  them.  We  have  a  large  bureau  of  fifty  clerks  at  the  Now  York 
Central  depot  whose  sole  business  is  to  keep  the  run  of  every  car  in  our 
service,  where  it  is,  and  its  mileage  on  the  different  lines. 

The  Chaibman.  What  is  the  mileage  of  your  cars  now  on  other 
roads  or  on  other  lines  f 

Mr.  Depew.  The  mileage  has  been  constantly  diminishing.  The 
average  mileage  is  twenty-seven  miles  per  day. 

The  Chairman.  I  mean  what  do  you  get  for  the  use  of  your  car  ?  Is 
it  three- fourths  of  a  cent  a  mile  t 

Mr.  Pepew.  It  is  three-quarters  of  a  cent  a  mile.  One  hand  about 
washes  up  the  other.  You  see  if  it  were  not  for  this  system  of  freight 
lines,  by  which  each  road  contributes  its  share  of  cars  the  traffic  of  the 
country  could  not  be  done. 

The  Chairman.  Are  yon  familiar  with  the  situation  on  the  Western 
border  of  the  country,  as  to  the  proportion  of  freight  that  the  American 
lines  get  in  comparison  with  the  Canadian  Pacific  f 

Mr.  Depew.  Do  you  mean  on  the  Pacific  coast  Y 

The  Chairman.  Yes;  I  mean  west  of  Chicago,  clear  through  to  the 
Pacific  coast 

Mr.  Depew.  As  yet  I  think  the  American  lines  get  the  larger  firo- 
portion,  but  I  really  could  not  tell  definitely.  I  have  only  an  iuipies- 
siou,  and  not  the  data. 

THE  coastwise  TRADE. 

Senator  Platt.  We  do  not  allow  any  foreigner  to  do  a  coastwise 
business  Y 
Mr.  Depew.  No,  sir. 
Senator  Platt.  It  has  to  be  done  in  American  vessetel 
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Mr.  Depew.  Yes,  sir. 

Senator  Platt.  Why  should  we  not  then  apply  the  same  rule  to  the 
border  line  and  have  the  business  done  on  American  cars!  Whero  is 
the  difference  in  principle  f 

Mr.  Depew.  The  principle  is  the  same,  but  there  is  no  priLciple  that 
governs  railway  operations.    [Langhter.] 

Senator  Blaib.  Is.there  not  a  necessity 

Mr.  Depew.  If  Senator  Piatt's  proposition  were  carried  out  the  Oaua- 
dian  Government  would  retaliate  and  say  that  no  American  car  shall 
rnn  into  Canada  while  we  say  no  Canadian  cars  shall  run  into  the  United 
States.  Then  you  have  accomplished  the  purpose  of  the  gentlemen  who 
wish  to  cut  off  the  Canadian  roads ;  the  traffic  is  stopjied,  and  that  ends 
it.  If  the  Canadian  roads  had  to  transfer  its  traffic  at  the  border  they 
could  not  stand  the  burden,  and  if  the  American  road  had  to  transfer 
its  business  at  the  border  it  would  not  send  through  Canada  except  it 
received  a  considerable  concession  for  doing  so. 

Senator  Harris.  In  effect  it  makes  the  border  the  terminal  of  both 
lines. 

Mr.  Depew.  Yes,  sir ;  it  destroys  the  through  line« 

Senator  Hisoock.  There  is  this  difference,  that  the  proportion  of  cars 
is  ten  American  cars  to  one  Canadian  car  interchanged.  Now,  if  the 
same  thing  exists  in  reference  to  our  coastwise  trade  and  the  propor- 
tion of  vessels  be  ten  American  to  one  foreign  we  would  probably  not 
be  so  particular  about  it. 

Mr.  Depew.  No>  sir ;  you  take  a  line  like  the  New  York  Central  of 
about  450  miles  in  length  and  the  Canada  Southern — how  far  is  it,  Mr. 
Bickson,  from  the  Niagara  frontier  to  the  Detroit  Biver  f 

Mr.  HiGKSON.  Two  hundred  and  twenty-five  miles. 

Mr,  Depew.  Two  hundred  and  twenty-five  miles,  and  then  the  Mich- 
igan Central  of  300  or  250  miles.  Then  in  the  same  line  you  put  all  the 
roads  running  to  the  southwest  from  Detroit,  and  the  Canada  Southern 
is  only  one- tenth  of  the  mileage.  I  take  it  that  the  Grand  Trunk  proper 
in  Canada  is  not  over  one-tenth  of  the  mileage  of  the  lines  with  which 
it  connects. 

Mr.  HiGKSON.  A  little  more,  perhaps. 

Senator  Platt.  Do  you  not  believe  we  would  be  better  off  today  as 
American  people,  as  United  States  people,  if  this  system  had  never 
sprung  up  of  allowing  goods  destined  to  points  in  the  United  States  to 
go  through  Canadaf 

Mr.  Depew.  If  we  had  to  go  back  to  that,  I  think  I  should  say  yes. 

Senator  Platt.  But  having  sprung  up,  do  you  not  think  it  ought  to 
be  stopped  ! 

Mr.  Depew.  No,  sir  j  1  do  not  think  you  could  stop  it. 

the  question  op  pooling. 

Senator  HisoooK.  Recurring  to  the  question  of  pooling;  as  I  under- 
stand it,  pooling  was  prohibited  because  it  was  supposed  that  it  was  a 
means  of  agreeing  upon  excessive  rates  by  the  railroads. 

Mr.  Depew.  Yes,  that  was  the  sole  reason  for  prohibiting  it. 

Senator  HisGOCK.  Now,  as  I  understand  it,  your  pool  in  respect  to 
rates,  or  your  agreement,  rather,  in  respect  to  rates,  is  just  as  perfect 
now  as  it  ever  was 

Mr.  Depew.  Just  the  same. 

Senator  HiSGOCE.  That  so  far  as  the  law  is  interfering  with  an  ar- 
rangement between  the  trunk  lines  in  respect  to  rates,  that  is  done  now 
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tbe  same  as  it  always  was  done,  and  the  ouly  difference  between  the 
present  system  and  the  old  system  is  that  yon  can  not  make  a  division 
of  the  freight  which  each  trunk  line  is  to  take.  The  result  is  that  there 
is  always  an  inducement  on  the  part  of  rival  trunk  lines  to  cheat  in 
some  way  in  getting  an  excess  of  freight. 

Mr.  Depew.  We  are  deprived  of  that  part  of  the  pool  which  enabled 
us  to  pay  a  road  not  to  give  a  rebate  or  advantage  to  some  shipper  or 
locality. 

Senator  Hisgogk.  That  part  of  the  pool  is  prohibited  which  removed 
the  inducement  to  cheat  and  to  cut  under  and  to  give  to  large  freighters, 
large  concerns  which  ship  an  immense  amount  of  freight,  an  undue  ad- 
vantage. That  is  pi:ohibited,  and  that  is  the  only  part  of  the  pool 
which  is  prohibited. 

Mr.  Depew.  That  is  the  only  part  of  the  pool  which  is  prohibited. 

Senator  Platt.  Well,  that  was  all  there  ^as  in  the  pool. 

Mr.  Depew.  Tes,  sir;  that  was  practically  all  there  was  in  the  pool. 

Senator  IJabbis.  The  testimony  of  the  President  of  the  Erie  railroad 
yesterday  developed  the  &ict  that  under  the  operations  of  the  pooling 
system  that  existed  prior  to  the  passage  of  the  interstate  commerce  act 
that  road  received  $500,000  annually  which  it  did  not  earn  but  which 
was  contributed  by  the  other  carriers  under  the  operation  of  that  pool- 
ing system.  Now,  that  being  true,  does  it  not  show  conclusively  that 
the  shippers  of  this  country  had  to  pay  $500,000  a  year,  not  for  serv- 
ices performed  in  the  carrying  of  products  or  merchandise,  but  in  or- 
der to  sustain  a  road  that  was,  perhaps,  unnecessarily  in  existence! 
In  other  words,  does  it  not  show  that  the  other  carriers  who  contributed 
that  $500,000  had  to  charge  rates  to  enable  them  to  contribute  it,  which 
would  have  been  unnecessary  if  it  had  not  been  compelled  to  so  con- 
tribute f 

Mr.  Depew.  That  was  not  the  practical  operation  of  it,  Senator.  It 
did  not  affect  the  ratQ  at  all.  The  rate  was  agreed  upon  entirely  inde- 
pendent of  any  consideration  to  be  paid  to  the  Erie  road,  but  the  Erie 
road  said,  *^  Unr  conditions  are  such  that  we  can  not  maintain  that  rate, 
or  any  equal  rate.  Whatever  rate  you  fix  we  have  got  to  charge  a  cer- 
tain percentage  under  it,  in  order  to  get  what  we  think  our  share  of 
the  business,  and  unless  you  make  up  that  percentage  we  will  keep 
going  below  what  you  charge."  That  kept  up  until  we  gave  that  cer- 
tain i>ercentage ;  so  that  the  shippers  of  the  country  were  not  taxed  that 
amount.  It  made  no  difference  to  the  shipper  what  sum  was  allowed 
the  Erie  road.  It  was  a  contribution  that  came  from  the  other  carriers 
in  order  to  have  any  rate  at  all. 

Senator  Habbis.  That  I  understand  to  have  been  the  motive  for  al- 
lowing the  road  half  a  million  a  year  for  services  not  performed.  But 
let  me  put  my  question  in  a  little  different  way.  If,  under  the  rate  fixed 
by  your  roa<l,  you  could  contribute  your  proportion  of  that  $600,000  a 
year,  if  yon  were  not  compelled  to  so  contribute,  would  you  not  have 
been  justified,  and  would  it  not  have  been  your  duty,  to  have  fixed  a 
lower  rate  to  the  public  than  the  rate  ypu  did  fix  f 

Mr.  Depew.  It  did  not  come  to  us  in  that  way.  Let  me  illustrate. 
The  five  roads  meet.  They  say  what  is  a  living  rate,  for  instance,  on 
grain  from  Chicago.  The  unanimous  agreement  is  that  a  living  rate  and 
one  that  can  fairly  be  maintained  against  a  competition  of  water  would 
be  25  cents  a  hundred.  Now  the  Erie  road  says:  *'We  agree  with  you 
that  25  cents  a  hundred  is  a  proper  rate,  but  we  can  not  get  business  at 
eqaal  rates,  and  therefore  we  can  not  get  what  we  regard  as  our  share 
of  the  business.    Therefore  we  want  a  concession  made  to  us,  either  in 
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the  privilege  of  charging  2  cents  a  hundred  less  than  yon  do,  or  else  re- 
ceiving what  that  amonnts  to  in  money.  If  yon  do  not  do  that,  if  you 
fix  the  rate  at  20  cents  we  will  charge  18  cents ;  if  yon  fix  it  at  12 
cents  we  will  charge  10  cents ;  if  you  fix  it  at  8  cents  we  will  charge  6 
cents,  and  if  you  fix  it  at  5  cents  we  will  charge  3  cents.  We  will  equal- 
ize this  matter  by  charging  2  cents  a  hundred  under  you,  no  matter 
what  your  rate  may  be."  So  that  the  effect  of  the  demand  was  not 
to  affect  the  rate  itself  at  all.  We  simply  met  not  a  theory,  but  a  con- 
dition. 

Senator  Blaib.  Did  the  Erie  road  do  business  at  the  same  rate 
that  you  did  under  this  arrangement,  or  did  it  charge  the  lesser  tariff 
at  the  same  time  f 

Mr.  Depew.  It  has  the  same  tariff,  but  it  was  guarantied  a  certain 
amount  of  tonnage.    That  tonnage  was  arbitrarily  transferred  to  it. 

Senator  Blair.  And  now,  instead  of  getting  the  $500,000  a  year 
it  charges  the  lesser  rate  f 

Mr.  Depew.    It  charges  the  same  rate. 

Senator  Harris.  Your  road  was  a  member  of  that  pool,  was  it  not  f 

Mr.  Depew.  Yes,  sir. 

Senator  Harris.  And  as  such  member  did  it  contribute  to  that 
$500,000  ! 

Mr.  Depew.  I  think  Mr.  King  made  a  mistake  in  stating  that  it  was 
paid  in  money  during  this  whole  period.  For  some  time  tonnage  was 
arbitrarily  transferred  to  the  Erie  road.  After  that  money  payments 
were  arranged  for.  When  he  speaks  of  being  behind  $500,000,  what  he 
means  is  that,  under  the  operation  of  the  interstate-commerce  act  and 
the  maintenance  of  equal  rates,  the  differential  which  he  has  has  dropped 
his  percentage.  Even  with  the  differential  his  percentage  has  dropped 
down  so  that  he  has  $500,000  less  in  his  treasury  than  he  would  have 
had  under  the  old  arrangement,  where  his  percentage  had  been  main- 
tained by  the  arbitrary  transfer  of  freight  to  his  line. 

Senator  Gorman.  That  was  his  statement  exactly. 

Senator  Harris.  I  call  your  attention  to  the  fact  that  Mr.  King's 
statement  was  distinct,  in  answer  to  a  question  propounded  by  the 
chairman,  as  well  as  a  question  propounded  by  myself,  that  the  $500,- 
000  was  paid  his  road — well,  to  use  his  own  language— for  being  virtuous. 
He  further  explained,  in  answer  to  additional  question,  that  it  was  paid 
not  for  service  performed,  it  was  paid  not  for  any  work  or  earnings  of 
his  road,  but  paid  under  the  pooling  agreement.  So  that  my  under- 
standing of  Mr.  King's  statement  is  the  payment  of  that  sum  of  money 
by  the  t>oo1,  paid  month  by  month. 

Mr.  Depew.  That  was  correct  during  part  of  the  period.    ' 

Senator  Harris.  Then,  if  I  understand  your  statement,  there  was 
no  contribution  of  money  actually  to  that  roadf 

Mr.  Depew.  His  road  was  allowed  18  per  cent,  in  the  division  of 
tonnage.  Mr.  Fink  would  report  at  the  end  of  the  week  that  the  Erie 
had  only  got  16  per  cent.,  and  that  the  New  York  Central  was  over  2 
per  cent.  Then  we  arbitrarily  transferred  to  Mr.  King's  road  that 
amount  of  tonnage.  If  the  Pennsylvania  was  over  2  per  cent,  it  tr^ns- 
ferred  that  amount  to  him. 

Senator  Blair.  But  where  did  the  money  come  in  f 

Mr.  Depew.  The  money  came  in  the  handling  of  that  tonnage. 

Senator  Blair.  Did  the  Erie  get  the  money  without  doing  the  work  t 

Mr.  Depew.  The  Erie  did  the  work.  It  got  the  tonnage;  only  it 
was  not  entitled  to  so  much  tonnage.  It  was  tonnage  intendeid  t^  go 
by  our  line,  and  we  sent  it  by  that  road. 
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Senator  Hiscogk.  The  money  went  into  his  treasury! 

Mr.  Dbpbw.  The  money  went  into  his  treasury,  but  we  did  the  work. 

Senator  HiscocK.  The  money  went  into  his  treasury  from  the  other 
roadsi  rather  than  it  went  directly  into  his  road  from  the  shippers 
themselves  f 

Mr.  Dbpew.  Yes,  sir. 

Senator  Blaib.  They  shipped  over  your  line,  and  you  sent  it  over  the 
Erie  ! 

Mr.  Dbpbw.  Yes,  sir. 

Senator  HisoocK.  And  paid  the  Erie  for  carrying  it 

Mr.  Dbpew.  Yes,  sir. 

Senator  Blaib.  You  hired  another  man  to  do  the  work,  that  was-  all. 

Mr.  Dbpbw.  Yes,  sir ;  we  paid  another  man  for  doing  it.      •      .  .  / 

CANADIAN  STEAMSHIP  LINES. 

Senator  Oobman.  Snppose  the  conditions  applying  to  the  American 
roads  were  applied  to  the  Canadian  rdads  and  the  Canadian  roads  came 
nnder  the  supervision  of  the  Interstate  Commerce  Commission  and  they 
were  forced  to  accept  them,  how  mnch  advantage  would  they  still  have 
by  theirarrangement  with  the  steam-ship  lines,  say  with  respect  to  freight 
between  China  and  Liverpool  ? 

Mr.  Depew.  That  is  an  absolute  advantage  to  the  extent  of  the  ton- 
nage which  they  feel  required  to  give  to  those  lines.  TTuder  the  arrange- 
ment which  they  have  with  their  steam-ships  they  can  take  away  from 
the  American  lines  whatever  tonnage  is  required  to  keep  the  line  run- 
ning. 

Senator  Gorman.  You  do  not  see  any  way  of  reaching  that  by  legis- 
lation f 

Mr.  Depbw.  I  see  no  way  of  reaching  it. 

'Senator  Oobman.  Would  that  have  the  effect  of  diverting  any  con- 
siderable portion  of  the  trade  from  Chicago  or  any  portion  of  the  United 
States!       *        . 

Mr.  Depew.  Of  course  it  diverts  a  very  large  amount  of  export  busi- 
ness that  would  naturally  come  to  New  York,  or  Boston,  or  Baltimore. 
It  diverts  it  by  this  superior  advantage  via  Montreal  and  partly  to  Port- 
laud. 

Senator  Gorman.  By  the  subsidizing  of  ships  T 

Mr.  Dbpew.  The  subsidizing  of  ships  makes  the  ocean  rate  nominal, 
for  it  is  necessary  to  give  a  nomin^  rate  in  order  to  get  the  tonnage. 

Senator  Gorman.  Uow  are  our  American  ships  to  meet  thatf  What 
is  the  solution  of  itf 

Mr.  Depew.  ThelnterstateCommerceCommissionhadthesame  prob- 
lem up  in  regard  to  shipments  from  Philadelphia  and  from  Baltimore 
ander  the  same  conditions.  Philadelphia  and  Baltimore  were  taking 
the  whole  of  the  export  traflSc  away  from  every  other  American  port, 
because  of  contracts  made  with  the  steam  ship  companies,  and  the  steam- 
ship companies  making  the  concession. 

The  Interstate  Commerce  Commission  attempted  to  reach  it,  and  felt 
that  the  act  as  it  stood  did  not  meet  the  case.  One  of  the  amendments 
of  the  present  act  was  intended  to  give  them  the  power  to  meet  that 
condition.  I  have  no  doubt  that  if  the  Interstate  Commerce  Commis- 
sion— I  have  not  looked  at  the  amendment  enough  to  satisfy  my  own 
mind  about  it — I  am  satisfied  that  if  the  Interstate  Commerce  Commis- 
sion had  t^e  power  to  equalize  rates  to  Liverpool— what  I  mean  by 
equalizing  rates  is  not  to  give  any  advantage  to  any  shipper  on  freight 
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to  Liverpool — if  they  had  that  power  then  there  is  no  doubt  that  in  the 
conditions  which  they  imposed  upon  the  Canadian  roads  for  the  privi- 
lege of  doing  business  in  the  United  States  they  could  make  that  one 
of  them,  that  there  should  be  no  rebate  or  advantage  given  by  the 
steamship  companies. 

Senator  Gorman.  That  is,  on  the  through  bill — sending  through  from 
any  point  in  the  United  States  on  a  through  bill.  Do  you  think  that  is 
feasible  ! 

Mr.  Depew.  I  think  so. 

Senator  Gorman.  Looking  at  the  map  of  the  Canadian  Pacific,  and 
with  your  statement  that  there  is.no  railroad  in  the  world  which  has 
had  the  same  amount  of  subsidy,  in  other  words,  that  it  is  built  with 
pnblic.money,  and  possibly  could  be  run  without  regard  to  the  money 
received  from  the  ordinary  commescial  transactions,  do  you  not  regard 
it  as  a  political  or  military  route,  built  by  a  foreign  government,  and  the 
commercial  part  only  incidental  ? 

OANABA  A  RIPENING  PLUM. 

Mr.  Depew.  Why,  the  only  reason  that  permits  the  existence  of  such 
A  condition  as  that  fpr  one  moment  is  the  power  of  the  United  States 
and  the  weakness  of  Canada.  If  we  were  two  great  nations  of  equal 
power,  with  the  border  situated  that  way,  and  that  road  running  that 
way,  a  government  line,  it  would  get  no  advantages  in  the  United 
States.  But  the  American  impression  of  Canada  seems  to  be  that  it  is 
a  ripening  plum,  and  that  it  is  bound  to  fall  into  our  hat  some  time  or 
other,  whenever  we  want  it,    [Laughter.] 

Senator  Gorman.  Do  you  think  that  these  roads,  coming  in  at  all 
competing  points  on  our  border,  such  as  the  road  running  across  the 
upx^er  corner  of  Maine  and  then  on  to  Halifax,  has  a  tendency  in  that 
direction  f 

Mr.  Depew.  What  do  you  mean,  Senator? 

Senator  Gorman.  Whether  it  has  a  tendency  to  ripen  tlys  plum  f 
[Laughter.] 

Mr.  Depew.  Political  union  follows  commercial  union  very  rapidly. 
I  am  a  great  believer  in  the  American  destiny. 

Senator  Gorman.  Do  you  think,  then,  that  the  general  policy  of  this 
country  would  be  promoted  by  permitting  this  development  to  go  on 
under  proper  restrictions  f 

Mr.  Depew.  Yes,  sir;  under  proper  restrictions. 

Senator  Gorman.  And  you  do  not  apprehend  any  serious  trouble  to 
our  carrying  trade,  so  far  as  the  policy  of  the  British  Government  is  to 
subsidize  a  line  of  steamers  running  from  China  and  Japan  to  the  Sound, 
and  on  the  other  hand  from  Halifax  to  Liverpool  f 

Mr.  Depew.  I  think  that  will  take  away  from  us  the  Asiatic  trade. 

Senator  Gorman.  My  question  was,  then,  how  would  you  meet  it  f 

Mr.  Depew.  Well,  1  believe  in  subsidizing  steamers. 

Senator  Blair.  Would  not  that  prevent  the  ripening  of •  the  plumf 
[Laughter.] 

Mr.  Depew.  No;  I  think  not. 

Senator  Blair.  What  do  you  think  of  a  ripening  process  that  puts 
fortifications  in  Puget  Sound  ! 

Mr.  Depew.  That  is  a  matter  about  whic^h 

Senator  Gorman.  As  a  business  proposition,  without  regard  to  the 
ripening  of  the  plum,  simply  the  business  proposition,  do  you  think  it 
is  sound  policy  on  our  part  to  permit  the  Canadians  to  come  down  and 
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tap  us  at  eveiy  ceuter  aud  take  our  products  from  our  own  territory 
into  their  country,  and  then  brinpf  them  back  into  our  country,  to  New 
York,  for  instance,  without  a  tax  of  any  sort  or  descrii)tion,  while  they 
prohibit  our  vessels  from  landing  at  Halifax  f 

Mr.  Depew.  Unless  there  was  absolute  reciprocity  1  think  it  would 
be  bad  policy  for  us  to  extend  any  concession  that  does  not  receive  a 
corresponding  concession  on  the  other  side. 

Senator  Keagan.  Do  yoa  happnen  to  know  what  the  trafQc  arrange- 
ment is  between  theOanadian  Pacific  and  oar  transcontinental  roads  as 
to  differentials  f 

Mr.  Depew,  I  do  not  know.  I  think  they  have  no  arrangement.  I 
do  not  tbink  there  is  any  arrangement  between  our  transcontinental 
roads  and  the  Canadian  Pacific.  If  there  is  one  I  do  not  know  any- 
thing about  it. 

Senator  Keagan.  I  was  informed  by  the  Interstate  Commerce  Com- 
mission that  there  Wiis  such  an  arrangement,  and  I  did  not  know  but 
what  Mr.  Depew  might  know  of  it. 

Mr.  Depew.  I  know  nothing  about  it. 

THE  PROHIBITION  OF  DIFFERENTIALS. 

Senator  Beagan.  In  speaking  of  the  interstate  commerce  law,  Mr. 
De|>ew,  you  suggested  that  its  operations  tended  to  the  destruction  of 
the  weak  roads  and  to  tr<insfer  the  business  to  the  strong  roads,  I  be- 
lieve. 

Mr.  Depe^.  Yes,  sir;  I  did. 

Senator  Beagan.  And  that  one  of  the  means  of  preventing  that  was 
the  employment  of  differentials. 

Mr.  Depew*  Yes,  sir ;  that  is  my  opinion. 

Senator  Beagan.  You  spoke  of  the  danger  to  existing  lines  by  the 
building  of  new  and  unnecessary  lines,  did  yoa  notf 

Mr.  Depew.  Yes,  sir. 

Senator  Beagan.  Now,  if  the  plan  of  adopting  differentials  were 
prohibited,  would  not  the  tendency  on  the  part  of  the  roads  be  to  refuse 
concessions  to  annecessary  roads  and  therefore  to  discourage  their  con- 
straction  f 

Mr.  Depew.  No,  sir ;  its  immediate  operation  would  be  to  break  up 
the  relations  between  the  strong  lines  and  the  weak  ones  already  in 
existence. 

Senator  Beagan.  But  if  the  proposed  new  lines  promised  themselves 
to  be  sustained  by  differentials  would  it  not  discourage  the  construction 
of  new  lines  without  the  aid  of  law  f 

Mr.  Depew.  No  ;  I  do  not  think  a  road  is  ever  built  with  an  idea  of 
the  differential  it  will  get.  I  do  not  belieVe  any  line  is  constructed  in 
oompetitiye  territory  where  the  promoters  rely  upon  concessions  from 
the  other  roads.  New  roads  are  built  for  two  reasons.  One  is  to  com- 
pel the  existing  line  to  buy  it.  It  is  a  direct  and  pure  piece  of  black- 
mail. The  other  is,  there  are  enthusiastic  people  who  believe  there  is  a 
necessity  Tor  the  new  line  in  a  business  which  will  develop  to  justify 
the  investment. 

The  building  of  the  first  class  of  roads,  I  think,  public  sentiment  has 
pretty  thoroughly  discouraged  since  the  Nickle  Plate  and  West  Shore 
experiments.  The  building  of  the  second  class  of  roads  is  going  on 
constantly,  and  the  promoters  of  such  roads  are  of  two  kinds,  the  en- 
thusiasts of  the  locality,  who  do  not  know  anything  about  the  operation 
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of  railroads,  and  the  specalators  in  the  securities,  who  hope  to  plaster 
them  npon  the  public  here  and  abroad. 

The  Ohaibman.  If  the  Senator  will  allow  me  to  suggest  the  inquiry 
right  there,  I  should  like  to  ask  whether  or  not  there  have  been  a  good 
many  miles  of  railroad  built  into  new  countries  by  different  (Corporations 
for  the  purpose  of  acquiring  the  territory  for  future  development, 
although  it  would  not  pay  to  build  them  now  t 

Mr.  Depew.  Well,  extensions  of  roads  by  existing  roads,  such  as  the 
I^orth western,  the  Chicago,  Burlington  and  Quincy,  the  St.  Paul,  and  the 
Bock  Island,  do  not  come  in  this  category  of  which  I  speak. 

The  Chairman.  Why  not ! 

Mr.  Depew.  They  are  built  by  people  who  are  thoroughly  familiar 
with  the  country,  people  who  always  build  in  advance  of  the  settlement 
of  the  country,  with  experience,  however,  as  to  the  development  of  such 
territory.  For  instance,  the  Northwestern  road,  of  which  I  am  a  di- 
rector, built  a  road  350  miles  in  length  to  St.  Pierre,  in  Dakota,  and 
there  was  not  an  inhabitant  on  the  line.  But  we  knew  perflectly  well 
from  experience  what  the  course  of  settlement  would  be,  and  the  r<esnlt 
has  entirely  justified  the  (H)nstrnction.  In  other  words,  the  road  filled 
up  the  country  and  the  filling  up  of  the  country  sustained  the  road. 

Senator  Beagan.  I  believe  I  understood  you  to  say,  in  answer  to 
Senator  Gorman,  that  you  thought  it  feasible  to  arrange  for  through 
rates  to  Liverpool,  for  instance,  from  our  various  trunk  lines. 

Mi.  Depew.  Yed,  sir. 

Senator  Keagan.  That  would  have  to  be  done  by  reducing  inland 
rates,  would  it  not  f 

Mr.  Depew.  No.  What  I  meant  by  that  was  to  prevent  a  line,  which 
has  a  subsidized  steam-ship  company,  making  through  the  stdam-ship 
company  a  rebate  or  drawback  to  the  shipper,  and  thereby  giving  the 
shipper  by  tbat  line  an  advantage  over  the  shipper  by  another  line. 
Now,  the  Now  York  Central  has  no  relation  with  any  steamship  com- 
pany. We  come  to  New  York  and  send  by  any  steam  ship  line  coming 
here.  We  have  no  relation  to  it,  and  we  tell  them  we  want  so  much 
space  for  Saturday.    They  tell  us  what  the  charge  will  be  per  bushel. 

Senator  Eeagan.  Then  your  idea  on  that  subject  is  that  you  can  not 
regulate  it  by.fthe  regulation  of  rates  on  interior  commerce,  bivt  by  pre- 
venting steam-ship  lines  from  discriminating  upon  American  exports  f 

Mr.  Depew.  Yes,  sir;  on  American  exports. 

THE  BAHiBOADS  AND  THE  WATER- WATS. 

The  Chaibmak.  I  think  we  have  all  neglected  to  ask  you  any  ques- 
tion in  relation  to  our  water-ways.  There  is  a  provision  in  the  resolu- 
tion under  which  we  are  operating  which  says  the  committee  shall  as- 
certain— 

Whether  there  is  any  discrimination  in  the  charffes  made  for  tolls,  or  other  wise, 
Qgainst  American  vessels  which  pass  through  the  Welland  and  St.  Lawrence  oanala: 

Have  you  any  information  on  that  subject  f 

Mr.  Depew.  No,  sir;  I  am  not  informed  on  that. 

The  Chaibman.  I  do  not  know  that  there  are  any  more  questions. 

Mr.  Depew.  I  will  state  one  thing.  There  is  a  feeling  that  the  rail- 
ways are  hostile  to  the  water-ways.  1  want  to  say  that  that  is  not  true. 
There  has  always  been  a  feeling  that  the  New  York  Central  was  hostile 
to  the  Erie  Canal.  I  should  regard  it  as  a  great  calamity  if  the  Brie 
Canal  ceased  to  be  operated  as  it  is. 
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Personally  I  voted  for  a  free  canal.  Tbe  Erie  Canal  forces  id  Kew 
York  an  immense  traffic,  and  in  addition  to  the  traffic  that  we  ordinarily 
get  we  get  the'surplns  that  comes  to  Buffalo  by  lake  seeking  the  canal. 
I  am  speaking  as  a  New  York  Central  man  now.  Whatever  helps  New 
York  heli>8  the  New  York  Central  road.  The  Erie  Canal  helps  New 
York  and  therefore  we  are  in  favor  of  the  Erie  Canal. 

The  ChAiRMAN.  At  the  same  time  it  is  an  immense  regnlator  of  rail- 
road rates. 

Mr.  Depew.  Yes,  sir^  it  is  an  immense  regulator  of  rates. 

The  Chaibhan.  So  generally  you  are  in  favor  of  transportation  by 
canals,  and  rivers,  and  lakes,  as  regulators  of  rates  t 

Mr.  Drpew.  Yes,  as  far  as  consistent.  Of  course  every  canalman 
and  stbam  ship  owner  makes  his  own  rates  to  fill  his  boats,  and  he  be- 
comes a  &ctor  in  the  making  of  rates  to  the  extent  of  his  capacity  to 
carry. 

Senator  HiscoCK.  It  amounts  to  this,  practically^  that  with  the  ad- 
vantage in  your  favor  in  point  of  time,  and  that  the  water-way  can  only 
be  oi)erated  during  a  certain  season  of  the  year,  although  the  cost  of 
transportation  upon  the  water- way  is  lower,  you  do  not  fear  it  at  all  as  a 
competitor,  and  you  are  willing  to  have  it  as  a  competitor,  on  account  of 
the  large  volume  of  business  which  it  induces  f 

Mr.  Depew.  Yes;  that  is  it  exactly. 

POLITIOAL  SELATIONS  V8.  HATEBIAL  DEVELOPMENT. 

Senator  Blaib.  May  I  ask  you  one  or  two  questions  on  another 
branch f 

Mr.  IJepew.  Certainly. 

Senator  Blaib.  Probably  no  one  has  studied  the  conformation  of  the 
continent  with  a  view  to  business  develo[>ment  more  than  yon.  I  would 
like  to  inquire  whether  the  natural  avenues  and  tendencies  of  commerce, 
taken  in  connection  with  Canadian  development,  would  not  be  to  the 
employment  of  routes  running  southerly  rather  than  the  transconti« 
nental  routes,  assuming  that  no  international  questions  were  in  the  way 
and  it  was  all  under  one  political  control,  and  then  would  not  the  rail- 
road system  of  Canada  tend  to  make  connections  southerly  rather  than 
by  these  transcontinental  routes  f 

Mr.  Depew.  Yes,  sir. 

Senator  Blaib.  Then  existing  political  relations  are  at  warfare  with 
natural  material  development  f 

Mr,  Depew.  Yes. 

Senator  Blaib.  Do  you  think,  Mr.  Depew,  that  that  great  line  run- 
ning across  these  naturally  separated  regions  by  boundaries  extending 
northerly  and  southerly  is  put  there  by  a  power  which  contemplates 
l>o]itical  union  with  the  United  States  f 

Mr.  Depew.  No,  sir ;  quite  the  reverse. 

Senator  Blaib.  Do  you  think  there  is  any  necessity  for  putting  these 
extraordinary  fortifications  in  Puget  Sound  except  for  warlike  pur* 
poses,  and  who  is  there  to  fight  but  the  United  States  f 

Mr.  Depew.  I  understand  there  has  been  a  great  change  of  senti- 
ment in  England  on  that  question  within  a  year. 

Senator  Blaib.  Who  is  to  assail  those  fortifications  f 

Mr.  Depew.  Nobody  but  tbe  United  States. 

Senator  Blaib.  Do  you  think  that  any  prudent  people  would  allow 
the  .erection  of  such  fortifications  or  that  any  nation  on  the  continent 
of  Europe  would  permit  any  other  nation  to  erect  such  fortifications 
wiihont  demanding  an  explanation,  officially  and  diplomatio&Us  \ 
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Mr.  Dbpew.  No,  sir. 

Senator  Hiscogk.  In  tbelight  of  that  qaestion  I  would  like  to  ask  yoa 
this  qnestion,  whether  Paget  Sound  is  the  weak  point  of  attack  by  the 
United  States  on  Oanada  f 

Mr.  Depew.  Well,  as  to  that,  we  come  right  back  to  the  point  that 
our  American  people  do  not  regard  Canada  as  an  enemy,  if  she  wanted 
to  be.  There  is  a  general  impression  that  a  couple  of  days  would  close 
up  the  campaign.    [Laughter.] 

Senator  Blaib.  Well,  we  have  made  mistakes  of  that  kind.  We 
might  well  remember  that  there  are  a  great  many  millions  in  Europe, 
and  a  great  many  millions  in  Asia,  and  that  Canada  and  this  country  are 
half  way  between. 

Mr.  Depew.  Of  course  it  would  be  a  different  question  if  that  vast 
territory  in  which  that  road  is  built  was  developed  and  settled  as  is  our 
northwestern  country. 

Senator  Gobman.  Is  it  not  capable  of  development  and  settlement  t 

Mr.  Depew.  Yes,  sir. 

The  ChaiBman.  And  it  will  be  some  time. 

Mr.  Depew.  I  think  it  will  be  when  we  are  full.  It  is  not  the  cli- 
matic but  the  political  conditions  which  prevent  the  settlement  of  Can- 
ada. 

The  Chairman.  Do  those  political  conditions  prevent  the  people  from 
going  in,  or  is  it  that  when  they  get  there  they  go  out  into  the  United 
States  ? 

Mr.  Depew.  It  prevents  the  people  from  going  in.  People  in  Europe 
understand  the  significance  of  our  centennial. 

The  Chairman.  I  have  heard  it  stated  that  when  efforts  have  been 
made  to  put  people  into  that  country  that  the  first  they  knew  they 
had  drifted  down  into  the  United  States.^  I  do  not  know  whether  that 
is  true  or  not. 

Mr.  Depew.  I  think  that  the  ordinary  immigrant  thinks  that  he  will 
weigh  a  great  deal  more  in  the  United  States  than  he  would  weigh  over 
there. 

The  Chairman.  1  think  so,  too. 

STATEMENT  OF  JOSEPH  HICESOlf . 

Mr.  Joseph  Hiokson,  general  manager  of  the  Grand  Trunk  Bailway 
of  Canada,  appeared. 

The  Chairman.  Tou  are  a  resident  of  Canada,  are  you  nott 

Mr.  Higkson.  I  am  an  Englishman  residing  in  Canada. 

The  Chairman.  Where  in  Canada  do  you  reside  f 

Mr.  aiOKSON.  Montreal. 

The  Chairman.  What  is  your  general  business  f 

Mr.  HiCKSON.  I  am  the  general  manager  of  the  Grand  Trunk  Bail- 
way  of  Canada.    I  have  charge  of  all  their  properties  in  this  country. 

The  Chairman.  What  are  the  termini  of  that  road! 

Mr.  Hiokson.  In  the  east,  Quebec,  Portland,  and  Rouse's  Point.  In 
the  west,  the  St.  Clair  and  Detroit  Rivers,  and  then  we  have  lines  run- 
ning up  the  Georgian  Bay  and  ports  on  Lake  Huron. 

The  Chairman.  You  did  not  mention  Chicago. 

Mr.  HiGKSON.  They  are  separate  lines  west  of  the  river.  I  should 
have  mentioned  Detroit  and  Jackson.  The  line  to  Chicago  is  a  sepa- 
rate corporation,  managed  separately,  although  it  is  controlled  .by  the 
Grand  Trunk,  as  is  also  the  Detroit,  Grand  Haven  and  Milwaukee  lino 
from  Detroit  to  Grand  Haven. 
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The  Chairman.  You  say  the  line  from  Chicago  to  Port  Huron  is  a 
separate  line. 

Mr.  HiOKSON.  Yes,  sirr 

The  Chaibman.  Is  it  not  controlled  and  operated  by  the  Grand 
Trunk  f 

Mr.  HiOKSON.  Practically  it  is  controlled  by  a  certain  interest  in  the 
Grand  Trunk  holding  the  securities ;  but  there  is  a  board  of  directors 
composed  partly  of  men  resident  along  the  line  and  partly  of  officers 
of  the  Grand  Trunk.  The  same  is  the  case  with  the  Grand  Haven  line 
running  from  Detroit  to  Grand  Haven. 

LINES  CONTBOLLEO  BY  THE  GBAND  TBUNK. 

The  Ohaibman.  Kow,  will  you  name  distinctly  each  line  of  road 
that  connects  or  is  controlled  by  the  Grand  Trunk  in  any  degree,  which 
runs  in  the  United  States  f 

Mr.  HiCKSON.  Yes,  sir;  I  will  try  to. 

The  Ghaibman.  Begin  with  the  Bast. 

Mr.  HiCESON.  There  ii^  the  Atlantic  and  St.  Lawrence  line,  running 
from  Portland  to  the  boundary  between  Canada  and  Vermont. 

Senator  Platt.  That  used  to  be  the  Vermont  Central. 

Mr.  HiCKSON.  No;  it  has  always  been  the  Atlantic  and  St.  Law- 
rence.   It  terminates  about  16  miles  on  the  west  side  of  Island  Point. 

The  Chaibman.  What  is  the  length  of  that  roadf 

Mr.  HiCKSON.  One  hundred  and  httyfour  miles. 

The  Chaibman.  It  is  stated  in  the  pamphlet  I  hold  in  my  hand  to  be 
one  hundred  and  sixty-six  and  fifty-eight  onehundredths  miles. 

Mr.  HiCKSON.  I  expect  that  is  correct.  I  am  speaking  only  from 
memory.    Nb  doubt  that  is^quite  right. 

The  Chaib])£AN.  Does  that  belong  to  the  Grand  Trunk  f 

Mr.  HiCKSON.  Ko,  sir :  it  is  a  separate  corporation,  but  it  was  leased, 
I  think,  in  1853  for  nine  nundred  and  ninety-nine  years.  The  lease  was 
sanctioned  by  the  legislatures  of  the  three  States  through  which  it  runs. 

The  Chaibkan.  What  are  the . estimated  earnings  of  that  roadf 
Have  you  any  figures  with  you  that  would  indicate  the  same  t  It  is 
stated  herein  the  printed  opinion  of  the  Interstate  Commerce  Commis- 
sion to  be  $1,107,764.77.  It  is  stated  in  this  report  that  the  capital  is 
$8,443,000;  gross  earnings  from  operation,  $1,107,764.77,  and  total 
freight  tonnage  of  836,152. 

Mr.  HiCKSON.  That  is  probably  correct  as  at  June  30, 1888,  as  the 
figures  were  no  doubt  supplied  by  the  company  to  the  Commission. 

The  Chaibman.  That  road  practically  belongs  to  the  Grand  Trunk, 
although  controlled  by  a  separate  corporation,  does  it  not  f 

Mr.  HiCKSON.  It  is  leased ;  it  is  a  separate  corporation. 

The  Chaibman.  Who  makes  the  rates  for  that  road  f 

Mr.  HiCKSON.  The  Grand  Trunk  Company.  It  is  worked  as  a  por- 
tion of  their  system,  and  Portland  is  the  winter  port  of  the  road. 

The  Chaibman.  Where  is  the  summer  port  ? 

Mr.  HiCKSON.  Montreal  and  Quebec,  Montreal  principally. 

The  Chaibman.  What  is  tbe  next  road  that  you  control  that  is  en- 
tirely in  the  ITuited  States! 

Mr.  HiCKSON.  There  is  a  short  line  running  off  the  Atlantic  and  St. 
Lawrence  line  to  Lewiston.    I  think  it  is  about  5  miles  long. 

Senator  Gobman.  Is  that  a  link  in  your  connection  with  St.  John  ? 

Mr.  HiCKSON.  No,  sir. 

The  Chaibman.  How  did  you  happen  to  build  that! 
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Mr.  HiCKSON.  The  local  parties  found  the  capital  for  it.  There  is 
considerable  local  traffic  there.  It  is  a  feeder  of  the  Atlantic  and  St. 
Lawr  iDce. 

The  Chairman.  Does  it  connect  with  any  other  road  t 

Mr.  HiCKSON..  I  think  not.  I  think  at  Lewiston  dnd  I  am  speaking 
from  recollection,  and  that  it  is  on  a  different  level.  I  think  there  is  no 
physical  connection  with  any  other  road.  There  is  also  a  little  piece  of 
road  running  to  Norway,  on  the  same  Atlantic  and  St.  Lawrence  line, 
built  by  local  people ;  a  separate  corporation.  The  road  is  about  a  mile 
and  a  half,  or  something  like  that. 

The  Chairman.  You  say  that  is  only  a  mile  and  a  half  longt 

Mr.  HiCKSON.  I  think  that  is  the  length  of  it. 

The  Chairman.  What  is  the  purpose  of  that  roadt 

Mr.  HiCKSON.  It  is  simply  to  accommodate  the  local  traffic. 

The  Chairman.  Does  it  connect  with  any  of  your  main  lines  t 

Mr.  HiCKSON.  With  the  Atlantic  and  SL  Lawrence. 

The  Chairman.  Under  what  arrangement  do  you  hold  that  road  I 

Mr.  HiCKSON.  We  merely  work  it;  we  do  not  own  it.    It  is Jbeld  byi^ 
local  parties  who  wanted  to  extend  their  business  there,  and  we  simply 
work  it. 

.   The  Chairman.  Ton  have  a  lease  of  it  for  ninety-nine  years,  as  you 
have  of  the  other  piece  of  road,  have  you  not  I 

Mr.  HiCKSON.  We  lease  it,  but  I  forget  for  what  time. 

The  Chairman.  But  you  absolutely  control  it  If 

Mr.  HiCKSON.  Yes. 

The  Chairman.  What  other  road  have  you  t 

Mr.  HiCKSON.  Going  westward  there  is  a  small  piece  of  line  in  the 
State  of  New  York  at  House's  Point  running  from  the  boundary. 
Originally  it  was  constructed  from  the  boundary  of  Canada  down  to 
the  lake  to  form  a  connection  ^ith  the  lake.  A  portion  of  it  was 
afterward  taken  up,  but  I  think  there  is  a  mile  and  a  quarter  of  it  still. 
That  runs  from  the  Canadian  boundary  to  Rouse's  Point.  It  was  built 
about  forty  years  ago  by  a  company  that  was  subsequently  absorbed 
into  the  Grand  Trunk. 

The  Chairman.  That  now  belongs  to  you  t 

Mri  HiCKSON.  Belongs  to  us. 

The  Chairman.  What  is  the  length  of  that,  do  you  say  f 

Mr.  HiCKSON.  I  think  there  is  a  mile  and  a  quarter  of  it  existing ; 
there  was  an  exteuBion  of  the  railways  in  the  neighborhood  after  it  was 
built  and  it  was  not  thought  necessary  to  run  all  the  way  np  the  lake, 
but  only  to  a  connection  with  the  Ogdensburg  Railway. 

Then  there  is  a  road  just  completed  which,  although  built  by  a  sep- 
arate  corporation,  is  practically  owned  by  the  Grand  Truuk  Company. 
It  extends  from  the  boundary  line  near  Fort  Covington  to  Massena 
Springs,  in  the  State  of  Kew  York.  It  is  23  miles  long  and  connects  the 
Grand  Trunk  system  with  the  Bome  and  Watertown  Railway.  Over  it 
is  expected  to  pass  a  considerable  quantity  of  bituminous  coal  from  the 
States  to  Montreal,  and  which  has  heretofore  been  largely  supplied  from 
Nova  Scotia. 

The  Chairman.  What  other  road  f 

Mr.  Dickson.  The  next  lines  are  those  west  of  the  St.  Clair  and  De- 
troit Rivers.    There  is  a  line  called  the  Chicago,  Detroit  and  Canada  • 
Grand  Trunk  Junction,  which  was  built  for  the  purpose  of  giving  the 
Grand  Trunk  a  connection  with  Detroit. 

The  Chairman.  That  road  was  built  by  whom  t 
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Mr.  HiCKSON.  By  iodepeDdeot  parties.  T|}e  capital  was  foand  in 
Enfirland,  afid  it  was  leased  to  the  Grand  Trauk,  I  thiuk,  for  niaety-nine 
years.  That  runs  from  Fort  Gratiot,  in  Michigan,  to  West  Detroit,  a 
distance  of  59  miles. 

The  Chairman.  It  is  stated  "here  in  the  report  of  the  Interstate 
Commerce  Commission  as  having  a  capital  stock  of  $2,881,141.46,  with 
gross  earnings  of  $248,123.52;  total  freight  tonnage,  375,904.  I  sup- 
pose this  statement  in  the  report  is  taken  from  your  own  figures  sub- 
mitted to  the  Commission  and.  is  correct. 

Mr.  HiOKSON.  That  is  probably  our  own  report  at  June  30,  1888. 

The  Chairman.  And  that  line  is  leased  like  these  others  f 

Mr.  HiGKSON.  Tes,  that  is  leased  by  the  Grand  Trunk. 

The  Chairman   What  other  road  have  yon  f 

Mr.  HiGKSON.  There  is  a  line  running  from  a  place  called  Lenox,  or 
Bidgeway.    The  name  has  been  changed  two  or  three  times. 

The  Chairman.  That  is  the  Michigan  Air  Line  Railway  Company, 
extending  from  Lenox  to  Jackson,  Mich.,  is  it  not? 

Mr.  HiOESON.  Yes.    I  think  it  is  105  miles  in  length. 

The  Chairman.  How  do  you  control  that! 

Mr.  HiCKSON.  The  stock  of  that  line,  or  a  majority  of  it,  is  controlled 
by  the  Grand  Trunk. 

The  Chairman.  Is  that  a  separate  corporation  f 

Mr.  HiCKSON.  That  is  a  separate  corporation. 

The  Chairman.  Who  controls  the  operation  of  the  road  f 

Mr.  HiCKSON.  The  Grand  Trunk. 

The  Chairman.  And  the  Grand  Trunk  makes  the  rates  for  it! 

Mr.  HiCKSON.  Yes. 

The  Chairman.    What  other  line  have  you  in  the  United  States! 

Mr.  HiCKSON,  I  think  we  have  no  other  line  in  the  United  States  that 
is  operated  as  a  part  of  the  Grand  Trunk  system. 

The  Chairman.  Who  has  control  of  the  Detroit,  Grand  Haven  and 
Milwaukee  f 

Mr.  HiCKSON.  That  is  an  independent  corporation. 

The  Chairman.  Who  controls  it! 

Mr.  HiCKSON.  The  stockholders,  but  a  portion  of  the  stoi;k  in  the  line 
is  held  in  trust  for  the  benefit  of  certain  stockholders  in  the  Grand  Trunk 
Bailway. 

The  Chairman.  Has  the  Grand  Trunk  Railway  a  lease  of  it  f 

Mr.  HiCKSON.  Not  of  either  the  Chicago  and  Grand  Trunt  or  the 
Grand  Haven  lines. 

The  Chairman.  Does  not  the  Grand  Trunk  have  anything  lo  do 
with  it! 

Mr.  HiCKSON.  They  have  practically  the  power  of  electing  the  direct- 
ors and  the  management. 

The  Chairman.  Practically  you  control  it;  is  not  that  true! 

Mr.  HiCKSON.  Yes,  sir. 

The  Chairman.  Although  they  have  a  separate  corporation  they 
only  go  through  ±he  form  of  doing  business  on  their  t)wn  account. 

Mr.  HiCKSON.  Yes,  they  go  through  the  necessary  legal  forms. 

The  Chairman.  You  say  the  same  condition  exists  as  to  the  Chicago 
and  Grand  Trnnk  Railway  Company! 

Mr.  HiOKSON.  Precisely.  Then  we  have  an  arrangement  with  the 
Toledo,  Saginaw  and  Muskegon  Railway  under  which  that  line  is  ope- 
rated as  a  connection  of  the  Chicago  and  Grand  Trunk  Railway. 
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LINES  CONSTRUCTED  BY  THE  GRAND  TRUNK. 

The  Chairman.  Did  the  Grand  Trunk  have  anything  to  do  with  the 
construction  of  any  of  these  lines  t 

Mr.  HiCKSON.  Tes^  they  had  something  to  do  with  the  bonstractiou 
of  the  Chicago,  Detroit  and  Canada  Grand  Trunk  Junction  line  from 
Fort  Gratiot  to  Detroit.  That  is  they  promoted  it,  although  they  did  not 
expend  capital  upon  it.  They  were  at  Point  Edward,  on  the  other  side 
of  the  river,  without  access  to  Detroit,/fcud  it  was  necessary  to  have  con- 
nection with  Detroit. 

The  Chairman.  Has  the  Grand  Trunk,  within  its  own  authority,  ever 
built  any  road  in  the  United  States  f 

Mr.  HiCKSON.  No  5  when  they  have  done  so  at  all,  they  have  built 
them  under  charters  obtained  in  the  States,  or  helped  to  promote  them 
under  such  charters.  I  am  not  aware  that  the  Grand  Trunk  as  a  com- 
pauy  has  any  legal  status  in  the  United  States. 

The  Chairman.  I  am  not  either,  except  as  it  comes  in  by  permis- 
sion. 

Senator  Blair.  Have  you  not  a  connection  with  Toledo  f 

Mr.  HiOKSON.  Yes ;  through  another  company,  the  Toledo  and  Ann 
Arbor ;  we  exchange  traffic  with  them. 

The  Chairman.  Your  company  procured  a  charter  to  build  a  road 
through  Maine  by  a  separate  organization,  did  it  notf 

Mr.  HiCKSON.  No,  sir. 

The  Chairman.  An  extension  of  your  line  goes  through  Maine  f 

Mr.  HiCKSON.  Well,  the  Atlantic  and  St.  Lawrence,  which  I  say  is  a 
separate  corporation,  starts  in  Vermont  and  runs  through  a  part  of 
Vermont  and  New  Hampshire  and  then  into  Maine. 

The  Chairman.  And  that  road  is  built  by  capital  owned  by  the 
Grand  Trunk,  is  it  notf 

Mr.  HiCKSON.  No,  sir ;  it  was  built  by  capital  raised  partly  in  New 
England,  a  considerable  sum  in  the  city  of  Portland,  which  loaned  its 
credit  to  help  to  build  the  road,  and  by  the  sale  of  its  stock  and  bonds 
in  England.  The  stock  is  now  selling  in  the  English  market  at  a  high 
premium.  . 

The  Chairman.  Was  there  any  subsidy  granted  by  the  Canadian 
government  or  any  other  to  assist  in  building  it? 

Mr.  HiCKSON.  No,  sir;  not  in  building  that  line. 

The*CHAiRMAN.  Has  any  subsidy  been  given  to  assist  in  the  building 
of  these  feeding  roads  anywhere  within  the  United  States  f 

Mr.  HiCKSON.  You  mean  for  building  the  lines  owned  or  controlled 
by  the  Grand  Trunk  in  the  United  States  f 

The  Chairman.  Yes. 

Mr.  HiCKSON.  None.  Parties  interested  in  the  Grand  Trunk  have 
taken,  in  some  instances,  the  securities  as  they  would  take  any  other 
securities. 

The  Chairman.  I  do  not  understand  that  your  road  has  had  much 
subsidy  from  your  own  government  at  any  time,  has  itf 

Mr.  HiCKSON.  In  the  original  construction  of  the  Grand  Trunk  line, 
which  was  incorporated,  I  think,  about  1852,  the  government  of  Canada 
loaned  some  thi^e  millioti  pounds  sterling  toward  the  construction  of  a 
railway  from  Kiver  du  Loup  to  Point  Edward,  which  is  opposite  to 
Fort  Gratiot,  to  the  city  of  London,  from  the  boundary  between  Ver- 
mont and  Canada — the  junction  of  the  Atlantic  Line — and  Richmond, 
in  all  900  miles.  They  got  interest  on  that  for  a  time  and,  like  other 
investors  in  the  Grand  Trunk,  they  afterward  ceased  to  get  interest. 
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bnt  tbey  still  consider  themselves  part  owuers  of  the  Orand  Trunk  to- 
day and  to  tbat  amoant. 

LINES  TEIBUTABY  TO  THE  GBAND  TRUNK. 

Tiie  Cd^iBBCAN.  About  how  much  territory  in  the  East  and  West  also 
pays  tribute  to  yonr  lines  of  road — have  you  any  idea  f  I  mean,  of 
course,  in  the  United  States. 

lyir.  HiOKSON.  We  have  360  miles,  I  think,  that  are  worked  as  part 
of  the  Grand  Trunk  system,  and  then  these  affiliated  lines  amount  to 
Gl7  miles,  making  nearl/a  thousand  miles  of  road  iu  the  United  States. 

The  Ohaibman.  Running  through  a  pretty  large  section  of  United 
States  territory? 

Mr.  HiCKSON.  Throagh  Maine,  New  Hampshire,  Vermont,  a  very 
little  of  New  York,  Michigan,  Indiana,  and  Illinois. 

The  Chaibman.    How  about  Ohio  and  Pennsylvania! 

Mr.  HiOKSON.  None  in  Ohio  or  Pennsylvania. 

Senator  Platt.  Do  you  not  control  a  road  clear  through  to  Chicago  ! 

Mr.  HiCKSON.  That  is  the  Chicago  and  Grand  Trunk  running  from 
Port  Huron  to  Chicago.  By  the  way,  I  omitted  to  mention  a  little 
piece  of  line  in  Chicago  which  wa^  constructed  for  the  purpose  of  aiibrd- 
ing  terminal  facilities.  It  is  some  four  or  five  miles  in  extent.  The 
total  distance  is  about  331  miles  from  Port  Hurou  to  Forty- ninth  street 
iu  Chicago,  including  the  piece  of  road  I  have  just  mentioned. 

The  Chaibxan.  But  the  business  done  over  the  bnsiness  end  of  the 
Chicago  terminus  of  the  Orand  Trunk,  if  I  may  call  it  so,  is  simply  a 
continuation  of  the  business  of  the  Grand  Trunk  proper  between  Port- 
land and  Chiogo,  is  it  not  f  It  is  practically  all  one  line  for  doing 
the  business. 

Mr.  HiGKSON.  Yes,  and  between  the  Niagara  frontier  and  Chicago 
also,  but  of  course  there  is  a  local  traffic  upon  it,  as  there  is  upon  all 
lines. 

Senator  Platt.  But  you  make  rates  from  Chicago  to  Portland. 

Mr.  HiGKSON.  Undoubtedly,  in  connection  with  other  American  com- 
panies carrying  eastward. 

Senator  Platt.  Do  you  not  control  the  rates  between  Chicago  and 
Portland  on  your  line  t 

Mr.  HiGKSON.  We  make  rates.  I  wish  to  add,  however,  that  we 
make  them  in  connection  with  the  other  companies.  It  is  a  common 
rate  in  fact. 

Senator  Gobman.  It  is  a  mere  form.  While  you  observe  the  sepa- 
rate organization  it  is  in  fact  a  mere  form,  and  the  Grand  Trunk  actually 
makes  the  rate. 

Mr.  HiOKSON.  The  Chicago  and  Grand  Trunk  makes  the  through  rate 
for  east-bound  traffic  and  the  Grand  Trunk  makes  the  through  rates 
westward  over  this  route. 

Senator  Platt.  What  is  the  connection  of  the  Grand  Trunk  corpor- 
ation with  the  line  from  Fort  Gratiot  to  Chicago? 

Mr.  HiGKSON.  It  is  that  a  large  portion  of  the  bonds  and  stocks  are 
held  for  stockholders  of  the  Grand  Trunk  by  which  they  have  a  majority 
vote. 

Senator  Platt.  So  you  make  the  rate  over  that  road  practically  the 
same  as  over  the  Grand  Trunk  proper  t 

Mr.  HiGKSON.  Yes,  practically;  but  I  want  the  committee  to  under- 
stand that  there  is  a  separate  organization. 

The  Chaibman.  Still,  your  power  is  complete  over  all  these  lines,  if 
you  want  to  exercise  itt 
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Mr.  TItokson.  Undoubtedly. 
Senator  Blair.  You  are  the  father  of  the  family? 
Mr.  fliCKSoN.  I  do  not  know  that  we  are  the  father;  we  are  the  head 
of  it.    A  good  deal  of  the  traffic  comes  to  us. 

RELATIONS  WITH  THE  TRUNK  LINES. 

The  Chairman.  ITave  you  any  relation  with  the  trunk  lines  between 
the  East  and  West — the  American  trunk  lines! 

Mr.  HiCKSON.  Undoubtedly.  » 

The  Chairman.  Tell  us  what  that  is. 

Mr.  HiOKSON.  We  generally  co-operate  with  them  and  have  been  a 
party  to  their  agreements  and  to  the  pooling  arrangements  when  there 
have  been  such,  and  we  are  parties  now  to  the  making  of  rates  with 
them. 

The  Chairman.  A  party  to  the  rates  agreed  upon  between  yoor 
roads  and  the  other  roads  f 

Mr.  HiOKSON.  Tes,  sir. 

The  Chairman.  Tell  ^ the  committee  what  the  actual  arrangement 
now  is  between  you  and  these  other  trunk  lines  as  to  the  rates  of  freight 
east  and  west  bound. 

Mr.  HiOKSON.  I  am  speaking  somewhat  from  recollection,  bat  I  can 
say  that  we  charge  rates  which  are  agreed  to  by  the  other  lines  at  the 
present  time. 

Whilst  in  the  room  I  heard  Mr.  Depew  refer  to  the  differential  rate 
question.  I  think,  as  regards  that,  there  is  only  one  differential  rate  on 
our  line  for  east-bound  traffie,  and  that  is  on  dressed  meat  going  into 
New  England ;  and  really  it  is  hardly  a  differential  rate,  for  some  other 
lines  are  making  the  same  rate. 

The  Chairman.  Is  it  or  not  true  that  your  lines  of  road  transport 
from  the  West  to  the  East  or  from  the  East  to  the  West,  generally,  at 
the  differential  rate  in  your  favor,  allowing  you  to  publi^  rates  that 
are  lower  than  the  ratea  published  by  the  other  lines  f 

Mr.  HiCESON.  We  have  had  differential  rates  on  certain  articles  re- 
quiring quick  transportation,  because  we  have  a  longer  route  via  oar 
main  line.  We  have  not,  as  a  rule,  claimed  any  differential  via  the' 
Niagara  linea.  These  differentials  have  varied  at  different  times,  ac- 
cording to  circumstances.  It  has  been  a  matter  of  agreement  with  the 
other  companies. 

The  Chairman.  Do  yon  think  you  ought  to  have  this  differential 
rate — this  right  to  charge  less  than  the  other  roads  f 

Mr.  HiOKSON.  Yes.  It  is  not  a  novelty.  There  are  other  roads 
that  compete  for  traffic  under  adverse  circumstances  and  who,  to  a 
more  or  less  extent,  have  differentials. 

The  Chairman.  But  you  say  the  existing  differential  is  only  on  one 
article. 

Mr.  HioksoN.  I  think  on  dressed  beef. 

The  C0A1RMAN.  How  much  is  that,  if  you  knowf 

Mr.  lliCKSON.  I  think  that  by  the  Chicago  and  Grand  Trunk  and 
the  main  line  (via  Toronto  and  Montreal)  of  the  Grand  Trunk  into  New 
England,  the  rate  is  45  pents  a  hundred  pounds,  and  unless  1  am  mis- 
taken, it  is  50  cents  by  the  other  lines.  I  think,  however,  the  Chicago 
and  Atlantic  line  is  carrying  at  the  same  rate  as  we  are,  in  connection 
with  the  Erie. 

The  Chairman.  I  think  it  was  stated  here  yesterday  by  some  one 
that  you  had  a  differential  rate  on  freight  going  west,  bat  not  on 
freight  going  east. 
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Mr.  JUiCKSON.'  There  are  differeBtial  rates  on  freight  going  west  from 
'Kew  EnglaDdy  which  I  forgot  to  meDtion.  What  they  are  I  do  not 
know ;  the  Central  Vermont  Company  settles  them  with  the  New  Eng- 
land roads.    I  was  referring  heretofore  to  east-bound  traffic. 

The  OHAnuiAN.  Suppose  this  differential  were  not  given  to  you  by 
this  agreement  between  yon  and  the  other  trank  lines,  could  you  do 
business  f 

Mr.  HiCKSON.  We  should  lose  a  portion  of  the  business  that  we  carry, 
undoubtedly. 

OBSEBYANOE  OF  THE  INTEBSTATE  LAW. 

The  Chaibman.  What  relation  do  you  sustain  to  the  interstate  coni- 
merce  act  in  yoar  transactions  and  business  in  connection  with  basi- 
ness  in  the  United  States. 

Mr.  HiOKSON.  We  consider  all  our  business  interchanged  with  the 
United  States  and  all  our'  business  carried  through  Canada  from  State 
to  State  is  subject  in  the  fullest  degree  to  the  interstate  commerce  act.. 
We  have  never  assumed  any  other  position. 

The  Chaibman.  You  mean  to  say,  taking  the  business  between  Chi- 
cago and  Portland,  for  instance,  that  yon  publish  the  rates  f 

Mr.  HiCKSON.  Tes. 

The  Chaibhan.  And  abide  by  them  absolutely ;  is  that  so  f 

Mr.  HiCKSON.  Certainly. 

The  Chaibman.  In  doing  that  do  you  take  advantage  of  what  our 
roads  can  not  do — recoup  on  local  traffic  in  your  own  country  f 

Mr.  HiCKSON.  Now,  you  must  put  that  a  little  differently,  for  I  am 
not  quite  sure  what  you  mean.  I  want  to  give  the  fullest  information 
I  can. 

Tbe  Chaibman.  Our  American  railroads  are  forbidden  to  charge 
more  for  the  shorter  than  for  the  longer  haul.  Tbey  are  forbidden  to 
charge  more  for  a  short  distance  on  their  line  than  for  a  long  distance — 
a  larger  aggregate  sum.  Now  so  far  as  your  business  in  Canada  is  con- 
cern^, having  no  relation  or  reference  to  the  United  States  whatever, 
as  I  understand,  you  have  no  law  regulating  you,  and  you  can  charge 
what  you  plea^se,  consistent  with  your  obligation  to  the  people,  between 
local  i)oints  or  points  between  Detroit  and  Montreal. 

Mr.  HiCKSON.  Not  between  Detroit  and  Montreal.  Where  we  have 
traffic  between  Detroit  and  Montreal,  we  consider  it  under  the  inter- 
state law  and  that  we  are  bound  to  obey.  But  as  regaids  purely  Ca- 
nadian traffic  we  are  in  the  same  i)osition  to-day  as  the  New  York 
Central.  They  can  make  what  rates  they  like,  so  far  as  the  interstate 
law  is  concerned,  within  the  State  of  New  York.  We  are  in  the  same 
l)Osition  with  regard  to  the  provinces.  For  local  rates  through  the  prov- 
inces, of  course,  we  are  not  amenable  to  the  interstate  act,  but  as  a 
matter  of' fact  1  believe  that  the  local  rates  in  Canada  on  the  Orand 
Trunk  are  as  low,  if  not  lower,  than  the  rates  on  UnitetS  States  lines,  for 
the  reason  that  for  nearly  the  whole  length  of  the  Orand  Trunk  system 
we  have  water  routes  that  regnlate  the  rates. 

The  Chaibman.  What  you  mean  to  say  is,  that  the  transportation  of 
business  between  the  United  States,  or  as  to  any  business  that  comes 
to  you  in  the  United  States  and  goes  anywhere  into  your  country,  you 
regard  the  interstate  act  f 

Mr.  HiCKSON.  Certainly. 

Tbe  Chaibman.  And  as  to  any  business  that  begins  in  the  United 
States  and  goes  through  your  country  and  into  the  United  States 
again,  you  bl^y  the  interstate  act  in  the  transaction  of  that  business? 
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Mr.  QiOKSON.  Certainly. 

The  Ghaibman.  Ab  I  understand  yon,  yon  mean  to  saj  that  business 
orginating  in  Detroit,  ^?hich  is  in  the  United  States,  and  going  to  Mon- 
treal, you  regard  as  under  tiie  interstate  act  f 

Mr.  Higkson.  Certainly. 

The  Chairman.  And  therefore  you  obey  it. 

Mr.  Higkson.  Yes,  sir. 

The  Chairman.  And  with  respect  to  any  business  originating  in 
Chicago  and  going  to  Port  Huron  and  through  the  Dominion  of  Canada 
and  then  down  to  Portland,  you  regard  as  under  the  interstate  act  of 
the  United  States! 

Mr.  HiOKSON.  Yes,  sir. 

The  Chairman.  And  act  accordingly  f 

Mr.  UiOKSON.  Yes,  sir. 

Senator  Platt.  But  that  does  not  prevent  yon  from  charging  a 
greater  rate  on  local  business  f 

Mr.  HiOKSON.  I  think  I  answered  as  to  that. 

The  Chairman.  Do  you  regard  that  business  on  those  lines  that  are 
entirely  within  the  Dominion  of  Canada  as  at  all  under  the  interstate 
act  of  the  United  States  f 

Mr.  Higkson.  Certainly  not.  Yon  mean  from  one  place  in  Canada 
to  another  place  in  Canada? 

The  Chairman.  Yes. 

Mr.  Higkson.  IS'o,  sir  f  but  I  regard  that  as  not  placing  us  in  a  posi- 
tion different  from  the  American  roads.  Our  position  in  regard  to  that 
is  not  dissimilar  to  the  position  of  the  American  Trunk  lines  in  regard 
to  State  business,  I  mean  in  relation  to  the  interstate  act.  The  inter- 
state net  does  not  apply  to  roads,  for  instance,  between  Buffalo  and 
New  York,  wholly  iu  the  State  of  New  York. 

Senator  Reagan.  That  depends  on  where  the  traffic  originates. 

Mr.  Higkson.  Certainly  j  I  mean  that. 

Seuator  Reagan.  If  commerce  should  start  by  lake  from  Chicago 
and  go  to  Buffalo  and  then  go  to  New  Y'ork,  though  it  only  went  from 
Buifalo  to  New  York  by  railroad,  we  understand  that  it  would  be  sub- 
ject to  the  interstate  act. 

Mr.  Higkson.  Certainly ;  and  in  our  case  it  would  be  subject  to  the 
interstate  act-,  also. 

the  goal  case. 

Seuator  Oobman.  Is  it  not  a  fact  that  on  coal  and  other  products — 

Mr.  Higkson.  Not  other  products  5  that  case  was  specially  with  re- 
gard  to  coal. 

Seuator  Gorman.  Well,  on  coal  received  by  you  at  Suspension 
Bridge  and  destined  for  points  in  Canada,  you  do  not  observe  the  in- 
terstate act  t 

Mr.  Higkson.  I  desire  to  give  you  all  the  information  I  possess  in 
that  case.  It  has  been  stated  iu  the  press  and  elsewhere  as  relating 
to  all  our  traffic.  It  does  not.  We  are  carriers  from  Buffalo,  and  our 
tariffs  Hire  all  sent  to  the  Interstate  Commerce  Commission,  and  they 
are  not  changed  without  our  sending  them  to  the  Commission,  and  there 
is  a  strict  compliance  with  the  law.  This  coal  is  purchased  by  dealers 
iu  coal  in  Canada,  and  they  make  their  own  arrangements  for  trans- 
portation up  to  the  international  bridges.  We  know  nothing  about 
tlieir  arrangements  or  rates.  We  have  been  taking  it  fipom  the  United 
States  side  of  these  international  bridges  and  we  have  made  two  rates 
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in  some  instancies.  Tbere  has  been  no  secrecy  aboat  it.  There  has 
really  been  no  rebate  of  the  rate  charged.  We  considered  that  we  were 
entitled,  where  large  shippers  were  taking  great  qnantities,  and  having 
facilities  of  their  own,  with  yards  for  discharging  the  cars  quickly,  to 
make  a  less  rate ;  we  were  so  advised  by  counsel,  and  acted  under  ad- 
vice of  counsel.  A  case  was  taken  before  the  Interstate  Commerce 
Commission  by  the  Michigan  Central,  and  I  may  mention  that  the  only 
company  that  had  an  interest  in  it  was  another  Canadian  company. 
The  matter  went  before  the  Commission  and  the  Commission  held  in  op- 
position to  the  advice  of  our  counsel  and  said  that  the  tariff  should  bo 
submitted  to  them,  and  we  have  since  then  sent  the  tariffs  to  the  Com- 
missioners and  have  asked  if  they  were  in  conformity  with  the  law,  aud 
if  they  prove  not  to  be  in  conformity  to  law  we  have  said  that  they 
would  be  made  so.    That  case  was  solely  in  regard  to  coal. 

Senator  Gobman.  So  far  as  that  one  case  is  concerned  it  only  applied 
to  coal,  but  the  principle  would  apply  to  any  other  traffic,  would  itnotf 

Mr.  HiOKSON.  There  is  no  other  traffic  so  dealt  with  at  the  present 
time.  Other  traffic  comes  to  us  from  other  companies  and  is  dealt  with 
in  the  ordinary'  way. 

Senator  Gobman.  I  understand  that  since  this  decision  of  the  Inter- 
state Commerce  Commission  you  have  made  up  your  mind  to  act  in  com- 
pliance with  the  instruction  of  the  Commission,  and  have  treated  all 
products  that  originate  m  the  United  States  alike,  whether  coal  or  other 
wise. 

Mr.  HiCKSON.  Every  other  product  was  so  dealt  with  heretofore,  and 
that  would  have  been  dealt  with  in  the  same  way  if  we  had  not  been 
advised  by  our  counsel  that  we  might  do  otherwise.  The  tariffs  have 
since  gone  to  the  Commission  and  we  have  asked  them  to  say  if  they  are 
in  conformity  to  liw.'  and  if  they  are  not  we  will  make  them  so. 

Senator  Plaint.  All  freight  originating  in  Kew  York  is  charged  a 
less  rate  if  it  goes  by  the  Grand  Trunk  than  if  it  goes  over  other  lines. 
Freight  from  New  York  to  Chicago,  if  it  goes  by  the  Grand  Trunk,  is 
charged  a  lower  rate  than  if  it  goes  over  an  American  line,  is  it  not  f 

Mr.  HiOKSON.  No,  sir.  No  freight  goes  from  New  York  to  Chicago 
except  what  goes  by  American  lines.  There  is  son^e  little  interchange 
of  traffic  with  us  via  Portland,  but  practically  all  the  freight  from  New 
York  is  transported  by  the  American  lines  and  a  part  of  it  is  delivered 
to  the  Grand  Trunk  at  the  Niagara  frontier. 

THE  iJONe  AND  SHOBT  HAUL  CLAUSE. 

Senator  Habbis.  In  reference  to  the  short  and  long  haul  provision, 
you  answered  a  question  of  the  chairman  that  in  respect  to  all  freights 
going  from  the  United  States  to  Portland,  Me.,  you  respect  the  inter- 
state commerce  act  and  conform  to  it ;  also  in  respect  to  freights  going 
from  the  United.States  to  any  part  of  Canada  you  conform  to  the  in- 
terstate act  f 

Mr.  HiCKSON.  Yes,  sir. 

Senator  Habbis.  Now,  I  want  to  ask  you  in  respect  to  freights  going 
from  any  part  of  Canada  to  Portland,  Me. 

Mr.  HicitsoN.  We  comply  with  the  interstate  act,  and  consider  we 
are  bound  by  it.  We  have  to  submit  our  tariffs  to  the  commission,  and 
do  everything  in  conformity  with  the  act. 

Senator  Habbis.  In  respect  to  all  freights  originating  in  Canada  and 
going  to  Portland,  Me.,  you  hold  yourselves  bound  to  the  interstate 
act! 

Mr.  HiOKSON.  Yes,  sir.    I. would  like  to  give  the  committee  a  copy 
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of  a  circular  of  instractiODs  that  I  issaed  when  the  interstate  act  went 
into  force.  It  will  show  the  spirit  in  which  we  received  the  act  and 
acted  npon  it.    I  will  furnish  it  today. 

Senator  Harris.  Though  it  may  be  true,  as  I  think  it  is,  that  com- 
merce that  begins  in  Can^a  and  ends  in  Canada  is  not  subject  to  the 
provisions  of  the  interstate  act,  as  a  matter  of  fact  do  you  make  your 
local  rates  in  respect  to  that  commerce  higher  or  largely  higher  than 
the  rates  you  make  in  respect  to  this  commerce  that  is  controlled  by 
the  interstate  actt 

Mr.  HiOKSON.  The  local  rates  are  undoubtedly  higher  in  proportion 
than  the  through  rates,  but  I  do  not  think  they  are  higher  than  the 
local  rates  in  the  States,  and  they  are  simply  made  in  rel'erence  to  the 
exigencies  of  the  business.  I  will  give  you  the  reason  why  our  rates 
are  very  low  in  Canada,  and  that  is  because  during  the  season  of  open 
navigation  we  are  running  along-side  the  carriers  on  the  St.  Lawrence 
River  and  the  lakes. 

Senator  Harris.  In  respect  to  traffic  beginning  in  the  United  States 
and  going  to  Canada  and  passing  to  the  seaboard,  do  you  fix  your  rates 
high  enough  to  fully  compehsate  the  road  for  the  service  performed? 

Mr.  HiCKSON.  We  think  so  or  we  would  not  take  the  traffic. 

Senator  Harri§.  You  only  publish,  then,  the  rates  that  pay  you  a 
profit  for  carrying  the  traffic. 

Mr.  Hjokson.  Yes,  sir ;  except  in  times  of  extreme  competition,  when 
all  roads  have  sometimes  charged  rates  that  did  not  pay« 

Senator  Harris.  And  then  you  do  not  try  to  recoup  on  your  local 
traffic  for  any  real  or  supposed  losses  on  the  through  traffic. 

Mr.  HiGKSON.  ^o,  sir;  that  would  be  unbusinesslike,  because  it  is 
manifest  we  would  be  better  off  without  the  through  traffic. 

Senator  Hisooos:.  I  suggest  that  you  ask  Mr.  Hlckson,  Mr.  Chair-^ 
man,,  whether,  after  the  adoption  of  the  interstate  law  and  the  making* 
of  their  rates  under  the  requirements  of  the  interstate  law,  they  raised 
any  of  their  local  rates  t 

The  Chairman.  You  may  proceed  to  answer  that  question,  Mr.  Hick- 
son. 

Mr.  HigkSon.  No.  It  is  difficult  for  me  to  remember  all  the  changes, 
but  no  general  change  was  made. 

The  Chairman.  Were  your  schedules  rearranged  then  t 

Mr.  HiOKSON.  For  the  international  traffic  they  bad  to  be,  but  for 
the  local  traffic  I  do  not  know  that  they  have  been  revised  generally. 
Of  course  in  particular  cases  the  rates  are  changed  from  time  to  time. 

Senator  HiscocE.  But  no  change  has  been  made  in  those  local  rates 
on  account  of  your  interstate  commerce  t 

Mr.  HiCKSON.  No,  sir. 

At  1  o'clock  p.  m.  the  committee  took  a  recess  until  2  o'clock. 

At  the  expiration  of  the  recess  the  committee  resumed  its  session. 

CIRCULAR  CONCERNING  THE  INTERSTATE  LAW^. 

Mr.  HiCKSON.  I  can  give  you  a  circular  that  was  issued,  and  which 
I  referred  to  before  the  recess  was  taken,  when  the  interstate  commerce 
act  went  into  operation,  as  an  evidence  of  the  way  in  which  we  regarded 
the  law  and  recognized  it. 

The  Chairman.  It  will  be  put  in  the  record. 
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The  circular  is  as  follows: 

* 

Grand  Trunk  Railway  Op  Canada, 

General  Manager's  Office, 
General  Order  No.  85.]  Montreal,  March  25, 1867. 

The  coming  into  effect  in  the  United  States  on  the  5t>h  April  of  the  interstate  com* 
merce  act  necessitates  the  cancellation  of  all  contracts  or  arrangements  of  an  excep- 
tional character,  or  special  rates  for  the  transportation  of  freight  or  passengers  from 
Canada  to  places  in  toe  United  States,  or  from  a  place  in  ooe  State  to  a  place  in 
another  State  upon  the  lines  of  the  company  within  the  United  States. 

The  act  also  prohibits  the  granting  hereafter  of  special  or  exceptional  rates  or  fares 
for  traffic  between  States,  or  between  Canada  and  the  States^  and  no  such  rates  are 
to  be  made  on  and  after  the  5th  April. 

The  tarift'd  issued  firom  the  general  passenger  and  general  freight  agents'  depart- 
ments must  be  strictly  adhered  to,  and  no  devial^ion  from  them  must  be  permitted  by 
agents  of  the  company ;  they  are  only  to  be  changed  by  authority  from  the  general 
passenger  agent,  the  general  fi'eight  age'bt,  o^  district  agents  authorized  to  quote 
rates. 

As  the  carrying  free^  or  under-billing  of  the  weights  carried  in  cars,  would  amount 
to  discrimination  forbidden  by  the  interstate  commerce  act,  agents  must  be  careful 
to  see  that  no  such  infringement  of  its  provisions  takes  place  in  respect  of  traffic  for- 
warded from  or  received  at  their  statioua 

No  free  passenger  tickets  are  to  be  issued  between  interstate  points,  or  between 
places  in  the  United  States  and  place»in  Canada. 

The  issue  of  free  passes  to  othecs  than  the  officers,  agents,  and  employes  of  the  com- 
pany (which  will  include  the  officers  and  employ^  of  the  sleeping  car  and  express 
companies  doing  business  over  the  company's  railways,  the  officers  and  workmen  of 
the  telegraph  companies  who  have  charge  of  the  company's  telegraph  lines,  and 
the  officers  of  the  customs  departments  who  have  to  travel  on  the  railway  in  the 
discharge  of  their  duties),  and  the  officers  and  employes  of  other  railway  companies, 
between  places  in  different  States,  or  between  places  in  Canada  and  places  in  the 
United  States,  is  by  the  act  forbidden,  and  no  such  passes  are  to  be  issued. 

As  the  issue  of  passes  between  places  on  this  company's  railway  in  Canada  to 
shippers  of  international  or  interstate  traffic  may  be  considered  as  a  violation  of  the 
interstate  commerce- act,  no  such  passes  are  hereafter  to  be  issued. 

All  passes  heretofore  issued  to  others  than  officers  and  employes  of  this  company, 
as  above  defined,  or  the  officers  and  employes  of  other  companies,  are  recalled ;  and 
if  any  such  shonld  be  tendered  for  transportation  on  and  after  the  5th  of  April  be- 
tween places  in  Canada  and  the  United  States,  or  between  places  in  different  States 
on  this  company's  railway,  they  must  be  taken  u]^  and  sent  in  to  my  office. 

While  the  interstate  commerce  law  does  not  forbid  the  issue  of  passes  within  a 
State  (and  does  not,  of  course,  apply  to  passes  issued  on  the  company's  railways  in 
Canada)  where  they  are  not  issued  for  the  purpose  of  influeucing  the  transportation 
of  international  or  interstate  traffic,  it  is  necessary  that  the  utmost  care  be  observed 
to  prevent  paanes  good  in  Canada  or  within  a  State  heing  used  conjointly  for  the  pur- 
pose of  traveling  between  Canada  and  the  States,  or  points  in  different  States,  as  . 
anch  would  be  an  infringement  of  the  law,  and  would  subject  the  company  to  heavy 
penalties. 

To  illustrate:  If  an  applicant  to  whom  it  is  forbidden  under  the  interstate  act  to 
issne  an  interstate  pass  should,  by  applying  through  different  channels,  obtain  a  pass, 
toy  in  New  Hampshire,  through  one,  and  a  pass  good  in  the  State  of  Vermont  through 
another,  or  bne  pass  in  Canada  and  another,  say  in  Vermont,  which  would  enable 
him  to  make  a  continuous  Journey,  that  would  be  held  to  be  a  breach  of  the  law,  and 
would  subject  the  company  to  the  penalties  prescribed  in  it. 


J.  H1CK8ON, 
Oeneral  Manager, 


DIPFEBENTIAL  BATES. 


The  Chairman.  Have  you  made  a  full  statement  on  the  subject  of 
differentials  between  your  road  and  other  trunk  lines  or  not  f 

Mr.  HiCKSON.  My  first  answer  had  reference  to  the  dififereutial  rates 
on  eastbonnd  traffic;  we  were  talking  then  about  the  western  lines  ; 
subsequently  the  question  was  asked  whether  there  were  differentials 
on  west-bound  traffic  out  of  New  England,  and  I  said  yes;  but  that 
these  differentials  were  practically  settled  between  the  Central  Vermont 
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Company  and  the  other  l^ew  England  roads  in  Boston.  I  can  not  tell 
you  what  they  are  at  present. 

The  Chairman.  What  relation  have  you  to  the  Central  Vermont! 

Mr.  HiOKSON.  They  are  our  eastern  connection. 

The  Chairman.  You  have  no  control  of  that  road,  or  have  yon  f 

Mr.  Hiob:son.  We  hold  some  of  its  securities,  but  have  not  a  com- 
plete controlling  interest. 

The  Chairman.  But  they  operate  with  you. 

Mr.  HiOKSON.  Yes,  but  not  exclusively. 

The  Chairman.  Your  contract  witli  them  is  just  ais  with  any  other 
road  f 

Mr.  HiGKSON.  Yes,  a  business  contract. 

Senator  Gorman.  Mr.  King,  president  of  the  Erie,  yesterday  made 
the  statement  that  on  west-bonnd  t;^affic  from  here  the  Erie  road  and 
its  connections  were  allowed  a  differential  of  6  or  lOceuts  a  hundred — 
1  do  not  remember  the  exact  sum — and  tha't  you  shared  in  that  traffic. 

Mr.  HiCKSON.  1  know  some  of  the  roads  out  of  New  York  are  allowoil 
differential  rates,  and  I  dare  say  some  of  the  traffic  goes  over  our  line, 
but  we  have  nothing  to  do  with  the  making  of  the  differential.  The 
traffic  runs  across  the  Canadian  peninsula  via  Suspension  Bridge  and 
Detroit  or  Port  Huron. 

Senator  Gorman.  But  you  have  a  connecting  line  with  the  Erie,  and 
you  expect  your  proportion  of  this  traffic  at  the  reduced  rates  t 

Mr.  HiCKSON.  Yes,  sir. 

Senator  Gorman.  What  Senator  Piatt  wanted  to  know  was,  why  it 
was  necessary  in  the  case  of  the  Erie  and  your  road  making  one  rate 
from  here;  that  is,  should  you  be  permitted  to  charge  5  cents  a  hun- 
dred less  than  the  New  York  Central! 

Mr.  HiOKSON.  It  is  not  exclusively  with  the  Erie.  I  think  there  are 
other  lines  in  New  York  making  differential  rates.  We  are  carrying 
traffic  not  carried  at  differential  rates.  We  never  interfere  j  being  an 
intermediate  link,  the  roads  here  settle  them. 

Senator  Gorman.  What  he  wanted  to  know  from  you,  as  a  railroad 
man,  was,  what  reason  is  there  that  makes  it  necessary  to  permit  you 
and  the  Erie,  as  one  line  through  to  Chicago,  to  make  this  charge  of  5 
cents  less  than  the  New  York  Central  t 

Mr.  HiOKSON.  I  see  the  vice-president  of  the  Erie  in  the  room,  and  I 
have  no  doqbt  he  can  tell  you.  Perhaps  they  labor  under  disad  van  i  ages 
in  the  State  of  New  York  and  here,  and  that  is  the  reason ;  but  I  do  not 
know  that  as  a  fact. 

Senator  Gorman.  How  is  it  that  you  accept  this  traffic  at  a  less  rate 
over  your  line  than  you  do  that  which  you  receive  from  the  New  York 
Central,  or  any  other  roadf 

Mr.  HiCKSON.  As  a  matter  of  railroad  policy  the  terminal  companies 
settle  the  rates.  They  are  allies  of  ours  and  we  allow  them  to  make 
the  rates  as  they  think  right,  unless  they  do  us  an  injustice,  and  then 
we  complain.  The  roads  running  out  of  New  York  settle  all  the  differ- 
ent rates  out  of  New  York.  But  for  the  purposes  of  adjusting  matters 
between  the  terminal  roads  and  the  western  roads  there  is  a  joint  com- 
mittee. They  meet  and  adjust  matters  (we  are  nominally  a  member  of 
that  body,  but  seldom  interfere).    The  committee  settle  them. 

Senator  Platt.  Do  you  suppose  the  Erie  would  get  a  differential 
unless  they  had  a  connection  with  you  ? 

Mr.  HiCKSON.  I  think  it  has  a  differential  by  its  own  line,  the  ter- 
minal of  which  is  the  Chicago  and  Atlantic  Company.  I  would  like  to 
ask  Mr.  Feltou  about  that.  I  think  he  can  tell  me.  Is  that  so,  Mr. 
I'eJton  f 
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Mr.  Felton.  Yes,  sir. 

Senator  Platt.  The  Pennsylvania  is  a  shorter  line  to  Ohicago  than 
the  line  by  the  Erie  and  yonr  road,  is  it  not  t 

Mr.  HiOKSON.  Do  you  mean  from  New  York,  sir  I 

Senator  Platt.  Yes. 

Mr.  HiOKSON.  The  diflferepce  can  not  be  very  great,  but  I  really  can 
not  tell  you.  The  difference  in  mileage  is  not  a  great  deal,  but  what 
the  figures  are  I  can  not  tell  you  from  memory. 

THE  ;B0ND£D  TRANSIT  TRADE. 

The  Oh  AIRMAN.  Will  you  tell  us  something  of  this  transit  trade? 
Describe  to  the  committee  what  is  commonly  known  as  the  United 
States  and  Canada  transit  trade,  which  we  understand  to  be  generally 
the  reciprocal  right  of  either  country  to  transport  goods  across  the  ter- 
ritory of  either  without  payment  of  duty. 

Mr.  HiOKSON.  To  what  phase  of  the  question  do  you  wish  me  to  ad- 
dress'myself  t 

The  Chairman.  What  process  is  gone  through  with  in  carrying  on 
this  transit  trade — do  you  give  bonds  f 

Mr.  HiCKSON.  Yes.  The  routes  are  bonded,  and  we  give  bonds  first 
and  foremost,  and  then  all  cars  containing  such  traffic  are  sealed  and 
bonded  at  the  frontier  and  unsealed  at  the  exit  frontier  under  the  in- 
spection of  customs  officers. 

The  Chairman.  Which  is  done  at  both  ends  in  both  countries  f 

Mr.  HiOKSON.  Yes,  sir.  And  for  the  bonds  given,  for  instance,  at  one 
point — ^it  may  be  in  Montreal — for  transit  to  Chiciigo  they  take  the  cer- 
tificate of  the  United  States  customs  officer  in  Chicago  that  the  stuff  has 
been  landed  there  and  that  discharges  the  bond,  and  vice  versa. 

The  Chairman.  Are  these  bonds  given  to  the  United  States  f 

Mr.  HiOKSON.  Yes,  to  the  United  States  Government. 

The  Chairman.  By  wliorat 

Mr.  HiOKSON.  By  the  Grand  Trunk  Railway  Company,  if  it  goes  by 
their  route;  by  the  c^>mpanies  comprising  the  route,  and  they  have  to 
find  sureties. 

The  Chairman.  These  goods  are  brought  over  from  your  country  to 
this  in  Canadian  cars,  and  are  these  cars  used  in  this  country  outside  of 
the  line  over  which  they  come  into  the  country  t 

Mr.  HiOKSON.  I  do  not  know  that  they  are  used  to  any  considerable 
extent,  but  it  is  a  matter  of  speculation  to  a  certain  extent.  A  car  goes 
away  with  a  load,  and  what  is  done  with  it  before  it  comes  back  it  is  diffi- 
cult to  state.  Our  practice  is,  and  it  is  not  disregarded  with  my  authority 
at  any  rate,  that  a  United  States  car  coming  on  the  Grand  Trunk  sys- 
tem at  Detroit  and  loaded,  it  may  be  for  some  place  in  New  Hampshire 
or  Maine,  will  go  through  and  be  discharged,  and  if  on  its  homeward 
journey  there  was  a  lojid  in  Canada  to  go  to  Detroit  or  on  the  line  to 
which  the  car  belonged,  it  would  be  loaded  back.  I  can  not  quote  the 
figures,  but  I  had  a  statement  made  a  short  time  ago,  and  I  think  it  was 
comparatively  a  small  percentage  of  the  total  mileage  of  cars  that  were 
so  used.  I  take  it  that  that  is  the  practice  in  the  United  States  also, 
but  of  that  I  can  not  speak.  I  know  that  on  our  own  lines  we  prohibit 
(hem  from  using  those  cars  lor  local  traffic.  That  is,  say  between 
Chicago  and  Port  Huron,  we  do  not  permit  the  Canadian  cars  to  be 
loaded  with  local  traffic  between  Huron  and  Lansing,  for  instance,  in  the 
United  States.    . 
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GONNEOTINO  STEAM-SHIP  LINES. 

The  Chairman.  I  forget  whether  yoa  stated  you  had  a  foreign 
steam-ship  line  ruDoing  from  Portland  to  Liverpool. 

Mr.  HiOKSON.  Idonotthinkthe  qoestiou  wasasked,bat  t^ere  has  been 
rnnning  in  connection  with  the  Grand  Trank  Eailway  a  first-class  line 
of  steamers  for  some  twenty-seven  or  twenty-eight  years,  with  the  ex- 
ception of  one  winter.  Of  course  they  only  run  in  the  winter.  They 
come  np  the  St.  Lawij^ice  in  summer.  It  has  beeu  a  sort  of  joint  serv- 
ice latterly.  It  is  done  by  the  Allan  Line  and  Dominion  Line  steamers. 
The  interest  of  the  Grand  Trunk,  of  course,  has  been  to  develop  traffic 
through  Portland,  which  is  the  eastern  terminus  of  their  system,  and 
the  only  port  that  they  reach  on  the  Atlantic  by  their  own  line. 

The  Chairman.  Has  your  road  any  interest  in  that  line  t 

Mr.  IJiGESON.  No  managerial  or  proprietary  interest  in  the  steam- 
ers.   We  have  an  interest  in  the  traffic. 

The  Chairman.  I  mean  any  ownership  and  control. 

Mr.  HiCKSON.  No,  sir. 

The  Chairman.  What  is  your  traffic  arrangement  with  the  s1;eam- 
shiplinet 

Mr.  HiCKSON.  We  carry  traffic  to  them  in  winter  and  Ihey  bring  it 
to  us.  Until  recently  there  has  been  a  division  of  through  rates  under 
certain  agreed  percentages. 

EXPORT  RATES. 

The  Chairman.  Suppose  you  get  a  lot  of  grain  and  meat  at  Chicago; 
do  you  bill  it  through  to  Liverpool! 

IMr.  HiCKBON.  Through  rates  are  made  as  a  rule.  The  quotations  in 
Chicago  are  through  quotations  to  Liverpool,  and  of  ijourse  they  are 
governed  by  the  competition  through  the  various  Atlautic  ports. 

Senator  Hiscogk.  Will  yon  ask  him  in  that  ponneetion,  Mr.  Chair- 
man, if  on  the  division  of  rates  they  receive  less  on  the  transportation 
from  Chicago  to  Portland  than  is  received  by  these  other  trunk-lines ! 

The  Chairman.  You  can  answer  that,  Mr.  fiickson. 

Senator  Uisgock.  I  mean  less  than  your  published  rate  on  the  divis- 
ion of  rates  with  this  Hue.  Do  you  receive  a  less  rate  of  freight  than 
3'our  published  rates  uuder  the  interstate  law  on  inland  freights! 

Mr.  HiOKSON.  I  was  going  to  sa^p  that  a  recent  decision  of  the  Inter- 
state Commerce  Commission  changed  the  system,  and  has  practically 
made  it  that  the  rates  must  be  named  to  the  sea-board,  i  was  speak- 
ing of  a  state  of  things  that  existed  some  time  prior  to  that,  when  we 
divided  the  rates  on  a  percentage  basis.  We  would  then  get  sometimes 
less  and  sometimes  more  than  the  tarifi'  rates.  These  through  rates 
are  regulated  in  this  way :  If  the  rate  through  New  York  is  so  and  so, 
the  rate  through  Portland  is  a  little  less.  That  is  recognized  by  the 
several  companies,  owiuff  partly  to  the  disadvantage  of  the  ronte,  and 
I  think  also  the  higher  rate  of  insurance  for  the  northern  route. 

The  Chairman.  You  get  a  differential  on  that  t 

Mr.  HiCKSON.  Yes,  sirj  on  that  account. 

Senator  Hisgock.  In  some  instances  at  least  the  inland  charge,  say 
from  Chicago  to  Portland,  on  freight  might  be  less! 

Mr.  HiCKSON.  Yes ;  and  at  other  times  it  might  be  more. 

Senator  Hisgock.  How  would  it  average  t 

Mr.  HiCKSON.  That  is  a  matter  of  detail,  and  I  can  not  tell  exactly. 

Senator  HiscocK.  On  any  occasion  has  there  been  any  intention  or 
purpose  in  that  way  to  make  a  cheaper  transportation  to  Portland? 
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Mr.  HiCKSON.  No;  the  cheaper  transportatioD  where  it  existed  via 
Portland  has  been  in  the  throngh  rate  and  not  as  a  consequence  of  our 
arrangement  with  the  steam-ship  company.  For  instance,  a  shipper  at 
Chicago  might  be  able  to  get  a  certain  rate  throngh  New  York  and  at 
the  samo  time  get  a  slightly  lower  rate  through  Portland. 

Senator  Blaib.  That  is  to  Liverpool  t 

Mr.  IliCKSON.  Yes,  sir. 

Senator  Platt.  Do  you  make  a  less  rate  from  Chicago  to  Liverpool 
than  is  made  at  present  at  New  York  on  traflic  to  Liverpool! 

Mr.  HiOKSON.  That  depends  on  what  the  ocean  rate  is,  over  which 
we  have  no  control.    I  am  not  able  to  say. 

REBATES  OB  OTHER  ALL0WAN0E8. 

Senator  HisoooE.  Let  me  ask  in  that  connection,  has  there  ever  been 
any  instance  of  this  kind  m  which  there  has  been  a  rebate  paid  to  the 
shipper,  or  any  drawback  returned  to  the  shipper  from  the  published 
rates  since  the  passage  of  the  interstate  commerce  lawt  Since  the 
passage  of  that  law  has  there  been  a  rebate  paid  to  the  shipper! 

Mr.  HiCKSON.  You  mean  in  Canada! 

Senator  Hisgogk.  In  Canada. 

Mr.  HiOKSON.  Not  at  all. 

Senator  Gobman.  Either  by  the  railroad  or  by  the  steam-ship  com- 
pany f  • 

Mr.  HiOESON.  Not  to  my  knowledge  by  either  the  steam-ship  com- 
pany or  the  railway  company. 

Senator  Hisgogk.  Has  there  been  any  instance  of  this  kind,  in  which 
remittances  have  been  made  by  the  railroad  company  on  the  rate  to 
Liverpool  in  part  to  pay  the  rate  through  f 

Mr.  HiGKSON.  No,  sir ;  not  since  the  interstate  law  came  into  opera- 
tion. 

If  you  will  permit  me  to  say  a  word  I  will  try  to  explain.  I  heard  the 
evidence  of  Mr.  Depew  this  morning  in  which  he  spoke  of  the  possibility 
of  Canadian  lines  making  rebates  in  Canada  in  respect  to  through  traffic. 
We  think  that  impracticable,  and  nothing  of  the  kind  has  ever  been 
attempted.  The  interstate  act  provides  that  if  anything  of  the  kind  be 
done,  that  particular  traffic  crossing  the  line  again  when  it  would  come 
under  the  jurisdiction  of  the  Interstate  Commerce  Commission  would 
be  considered  an  importation  and  would  have  to  pay  duty. 

INGBEASE  OF  TBAFFIG  ON  THE  GBAND  TBT7NK. 

Senator  Blaib.  It  has  been  stated,  and  was  stated  by  Mr.  King  yes- 
txirday,  that  the  transportation  of  merchandise  from  the  West  to  the 
sea-board  over  the  Grand  Trunk  has  recently  increased  from  20  to  39 
per  cent.  If  that  be  a  fact,  state  to  what  extent  it  is  a  fact,  and  how 
you  account  for  it. 

Mr.  HiGKSON.  Do  you  speak  of  Chicago  east-bound  traffic! 

Senator  Blair.  East-bound  traffic  was  what  he  referred  to. 

Mr.  HiGKSON.  It  is  a  very  simple  matter.  All  our  tariffs  for  east- 
bound  traffic  are  submitted  to  the  commission  and  we  have  had  no  pool. 
We  have  not  been  buying  the  traffic  by  any  rebates  or  concessions. 
We  have  made  no  rebates  whatever.  The  traffic  comes  to  us  naturally 
and  it  is  due  to  our  facilities  in  Chicago.  We  have  provided  very  ex- 
cellent facilities  there  for  the  transshipment  of  grain  and  we  have  at- 
tended to  our  business.    I  think  Mr.  Fink  could  supply  the  tigures,  and 
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if  the  whole  basines^  that  we  are  getting  to-day  were  added  together 
it  woald  bo  foand  that  it  is  less  than  we  got  last  year.  While  we  get 
more  dead  freight,  we  have  lost  a  large  amoant  of  live  stock  aud  dres^d 
meat.  I  do  not  know  that  we  are  any  better  off  now  than  we  were  last 
year.  I  can  assure  the  committee  that  if  there  be  any  increase  it  is  not 
in  consequence  of  rebates  that  we  get  that  business  (dead  freight),  nor 
in  consequence  of  differentials.  I  wish  also  to  add  that  the  volume  of 
the  traffic  is  constantly  changing;  the  next  return  may  show  much  less 
favorably  for  us. 

Senator  HiscooK.  Do  you  say  yon  do  not  in  any  way  subsidize  the 
steam-ship  line  or  in  any  way  pay  part  of  its  rate  and  give  to  the  ship- 
pers the  benefit  of  it. 

Mr.  HiOKSON.  Ko,  sir. 

Senator  Blair.  Then,  Mr.  Hickson,  I  understand  this  to  be  your 
statement,  that  yon  are  conforming  to  the  interstate  law  and  not  in- 
creasing the  charges  upon  local  freights  in  Canada  to  make  up  any 
loss  consequent  upon  obedience  to  the  law;  and  that  your  line  is  on 
the  whole  able  to  compete  successfully  with  these  American  lines  f 

Mr.  HiCKSON.  Certainly,  sir. 

Senator  Blair.  It  is  as  good  or  a  better  line,  all  considerations  being 
the  same  f 

Mr.  HiOKSON.  I  think  we  are  doing  it  at  the  present  moment  under 
fair  and  legitimate  arrangements,  and  I  do  not  know  that  there  is  the 
slightest  charge  agaiil^t  os  of  breaking  rates  or  making  rebates,  at  the 
present  moment.  If  it  is  so,  such  charge  hafi  never  been  made  known 
to  me.  V     • 

Senator  Blair.  I  mean  with  reference  to  the  traffic  that  origin&tes 
westerly  and  is  marketed  in  Liverpool.  I  include  the  ocean  route  as 
well. 

Mr.  HiGKSON.  As  regards  the  ocean  route  from  Montreal,  we  have  no 
control  over  it.  I  was  speaking  of  the  ocean  route  from  Portland  pre- 
viously. 

Senator  Blair.  But  a  man  can  ship  freight  from  Chicago  to  Liver- 
pool over  your  route  at  as  good  or  better  rate  than  via  the  l^ew  York 
Central  f 

Mr.  HiCESON.  It  is  now  probably  sent  cheaper.  At  certain  times  the 
rates  through  the  St.  Lawrence  are  cheaper  than  the  rates  via  Kew 
York.  The  rates  through  Montreal  are  based  on  the  rates  through 
Philadelphia;  that  is,  the  inland  rate  is. 

Senator  Blair.  What  proportion  of  your  business  for  Great  Britain 
comes  through  the  United  States? 

Mr.  HiOKSON.  If  I  had  my  statistics  I  think  I  could  answer  your 
question.  My  secretary  is  now  out  of  the  room  and  he  took  with  him 
my  papers.    I  have  sent  for  them. 

Senator  Blair.  I  want  to  know  to  what  extent  the  Canadian  roads 
take  their  business  through  the  United  States  f 

Mr.  HiOKSON.  I  will  give  you  that  if  I  can  when  my  secretary  comes 
in. 

ARRANGEMENTS  WITH  OOEAN  STEAMERS. 

Senator  Gorman.  The  statement  has  been  made  that  you  practically 
subsidize  your  steam-ships  by  agreeing  to  pay  them  for  a  fixed  amount 
of  space,  which  is  a  permanent  contract  and  enables  them,  necessarily 
having  a  fixed  amount  of  cargo  guarantied,  to  charge  a  less  rate,  say, 
between  Portland  and  Liverpool.  The  statement  has  also  been  made 
that  with  this  understanding,  or  without  it  for  that  matter^the  faet  is 
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that  the  steam-sbip  company  frequently  allows  a  drawback  to  the  shix)- 
X>6r.    Now,  what  J8  there  in  that  assertion  or  charged 

Mr.  HiCKSON.  We  do  not  under  our  arrangements  subsidize  the 
steamers  and  we  do  not  buy  space  in  them.  Portland  is  a  place  which, 
I  dare  say  all  realize,  has  not  a  great  deal  of  local  traffic.  We  have  en- 
tered into  engagements  with  steamers  to  find  them  a  cargo.  It  simply 
amonnts  to  this,  that  we  have  to  find  them  cargoes  if  we  can  and  we 
pay  no  penalty  for  it  if  we  do  not. 

Senator  Blaib.  1  thought  yon  owned  those  steamers. 

Mr.  HiOKSON.  Ko,  they  belong  to  the  Allans  and  the  Dominion 
Company.  We  know  the  tonnage  of  their  steamers  and  we  contract  to 
do  our  best  to  give  them  a  load,  otherwise  they  would  not  run  to  Port- 
land. 

Senator  Hisgook.  Who  makes  their  rates  f 

Mr.  HiOKSON.  Other  ports  make  them.  They  change  them  from  day 
to  day. 

Senator  HiscocK.  Why  would  they  change  them  if  they  depended 
almost  exclusively  on  your  business  t 

Mr.  -BiOKSON.  They -would  not  go  to  Portland  if  we  did  not  give  them 
traffic. 

Senator  Hisgogk.  I  know  they  go  to  Portland  because  of  their  ar- 
rangement with  you.  Now  you  being  the  only  party  that  ships  over 
their  line,  why  do  they  change  their  rates  at  all  t 

Mr.  HiGKSON.  They  must  do  so  to  meet  the  competition  through 
other  ports.  If  they  put  up  their  rates  unduly  we  could  give  them  no 
traffic. 

Senator  Hiboogk.  You  mean  that  instead  of  your  making  a  fixed  con- 
tract with  them  to  furnish  them  with  so  much  freight  at  a  certain  price 
their  rates  are  practically  fixed  by  Boston  and  New  York  t 

Mr.  HiGKSON.  Practically  so.  They  have  to  meet  the  competition, 
otherwise  lower  rates  would  be  prevailing  through  New  York,  Balti- 
more, or  Philadelphia,  and  we  should  be  out  of  the  market. 

Senator  Oobman.  So  you  have  no  reason  to  believe  that  these  steam* 
ship  companies  allow  any  drawback  either  to  the  producer  or  the  ship- 
per! 

Mr.  fiiGKSON.  None ;  they  do  not  to  my  knowledge. 

Senator  Hisgook.  And  to  your  knowledge  no  contribution  has  ever 
been  made  to  meet  the  same  purpose  as  a  rebate  f 

Mr.  HiGKSON.  No,  sir. 

The  Ghaibman.  The  interstate  law  requires  that  rates  shall  be  pub- 
lished, and  during  their  existence  they  shall  not  be  varied  fromy  either 
below  or  above,  and  it  requires  three  days'  notice  before  you  can  reduce 
the  rates,  and  ten  days'  notice  before  you  can  increase  them.  Now,  in 
your  foreign  commerce,  as  I  understand  it,  the  steam-ship  lines,  for  in 
stance,  at  Portland,  charge  one  rate  today  and  another  tomorrow,  ana 
are  not  governed  by  any  law  practically,  except  the  law  of  competition. 
Then  how  do  you  manage  to  do  business  with  those  lines  when  you  are 
required  to  publish  your  rates  in  the  United  States,  ^nd  state  what  they 
are  inland,  separate  and  distinct  from  the  through  rate,  when  the  rates 
are  changing  on  the  steamship  line  from  Portland  to  Liverpool  ?  How 
do  you  get  along  with  thatf 

Mr.  HiGKSON.  We  do  the  same  thing  as  the  other  lines.  We  are  in 
the  same  position  as  the  other  lines.  I  believe  the  Interstate  Com- 
merce Oom mission's  decision  is  that  the  rates  to  the  seaboard  shall  be 
charged  fbut  I  am  not  perfectly  clear  on  that),  and  the  ocean  rate  has 
to  be  published  separately  and  apart  from  the  inland  rate. 
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• 

Senator  Platt.  Do  you  publish  the  through  rate  and  post  it  from 
Chicago,  say,  to  liiverpoolt 

Mr.  HiOKSON.  We  did  do  it,  but  I  think  a  recent  decision  of  the  Com- 
mission changed  matters.  I  am  under  the  impression  that  when  a 
tlu'Ough  rate  is  made  the  inland  rate  has  to  be  stated. 

The  Chairman.  If  you  want  to  ship  1,000  bushels  of  grain,  for  in- 
stance, from  Chicago  to  Liverpool  does  your  agent  at  Chicago  make  a 
contract  to  ship  at  a  given  rate,  without  first  communicating  with  the 
steam  ship  line  to  know  what  rates  you  can  get  on  the  ocean  t 

Mr.  HiGKSON.  He  is  in  constant  communication  with  the  steam-ship 
lines. 

The  Chairman.  Your  rates  from  Chicago  to  Portland  are  fixed  be- 
cause you  can  not  change  them,  under  the  law,  within  a  given  date. 

Mr.  HiOKSON.  That  is  so. 

The  Chairman.  Now  you  can  not  tell  what  you  are  going  to  charge 
the  man  who  has  a  cargo  of  grain  to  ship  to  Liverpool  until  you  com- 
municate by  telegraph  with  the  steam  ship  line  at  Portland! 

Mr.  HiCKSON.  I  suppose  we  are  all  in  that  position  now. 

The  Chairman.  And  you  get  the  rate  and  add  it  to  what  the  pub- 
lished rate  is  between  Chicago  and  Portland  for  the  transportation  in- 
land.   Is  that  the  way  :^ou  do  itt 

Mr.  HiCKSON.  Yes,  sir ;  the  ocean  rate  is  added  to  the  inland  rate. 

Senator  Blair.  Then  it  is  for  the  steam-ship  companies  to  compete, 
and  they  go  up  or  down  just  enough  to  get  the  traffic  at  the  port. 

Mr.  HiGKSON.  They  do  go  up  and  down  very  often  and  it  is  a  diffi- 
cult thing  to  follow. 

Senator  Blair.  It  seems  that  the  individuals  who  make  a  road,  own 
the  stock  in  another,  and  thus  there  is  a  practical  consolidation.  Is 
there  not  something  similar  with  reference  to  these  ocean  lines  I  Do 
not  the  men  who  own  the  Grand  Trunk  have  a  large  interest  in  the 
ocean  linef 

^f  r.  HiCKSON.  I  can  not  tell.  A  Mr.  SmiCh  who  is  a  holder  of  stock 
in  the  Grand  Trunk  may  be  a  stockholder  in  the  steam-ship  line,  but 
there  is  no  corporate  holding  of  an  interest  in  these  lines.  There  is  no 
eoiitrol  over  the  action  of  these  lines  by  the  railroad  company,  directly 
or  indirectly. 

Senator  Blair.  But  if  these  same  men  are  interested  in  the  two  en- 
terprises, the  steam-ship  enteq^rise  and  the  railroad  enterprise,  their 
conduct  may  be  different  from  what  would  be  the  conduct  on  the  part 
of  men  who  were  interested,  in  the  management  of  two  separate  cor- 
porations. 

Mr.  HiCKSON.  The  Allan  Steamship  Company  is  very  much  a  &mily 
arrangement,  the  family  practically  control  it. 

Senator  Blair.  Do  you  know  whether  they  own  any  Grank  Trunk 
stock! 

iSiIr.  HiCKSON.  I  have  at  times  looked  over  the  list  of  Grand  Tnmk 
stockholders,  and  I  think  they  do  not  own  much,  if  any ;  I  can  not  say 
I>ositively. 

TRAFFIC  OUT  OF  CHICAGO. 

The  Chairman.  Yon  say  that  your  business  now  is  no  better  than  it 
was  last  year.    I  believe  you  stated  that. 

Mr.  HiCKSON.  I  think  you  are  speaking  of  the  traffic  out  of  Ghlca£:o. 
I  said  I  thought  that  if  you  took  all  the  business  going  out  of  Chicago 
we  are  not  getting  more  than  we  were  getting  la«r  year. 

The  Chairman.  With  reference  to  this  alleged  iucrea^se  of  traffic 
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over  your  road,  I  will  ask  yon,  is  it  due  to  any  differentials,  or  in  wbat 
does  it  consist  f  ^ 

Mr.  HiGKSON.  I  h^ve  already  endeavored  to  explain  that.  Wo  have 
very  excellent  facilities  in  Chicago  for  the  transhipment  of  grain  from 
other  railroads,  and  we  have  been  getting  a  large  proportion  of  the 
traffic;  and  whilst  we  have  had  a  large  increase  in  what  is  known  as 
dead  freight,  we  have  had  a  less  proportion  of  dressed  meat ;  the  busi- 
ness is  constantly  fluctuating.  I  have  the  figures  for  1888  and  1887. 
They  are : 


Tom. 

I>Mdrrefght 400,  e5l  801,8ft5 

Droesed  meat 99,837  167,103 

Llvestook S.880  12  616 


1887. 


Total ^ 506,868  481,514 


Percentage  of  total  ahipments: 

1888 14.84 

1887 14.05 

Senator  Habris.  What  are  we  to  understand  by  your  expression  of 
"dead  freight!'^ 

Mr.  HiGKSON.  Grain,  provisions,  and  general  freight. 

Senator  Habbis.  Is  it  a  term  used  simply  in  contradistinction  to  live 
stock  f 

Mr.  HICKSOI9.  As  against  live  stock  and  dressed  meats. 

The  Ghaibman.  Your  terminal  facilities  are  not  better  this  year  than 
they  were  last,  are  they  t 

Mr.  HiOKSOK.  Yes,  we  have  been  improving  them  all  the  time.  We 
have  an  elevator  for  elevating  grain  out  of  cars  and  an  apparatus  for 
shifting  cars.  I  think  there  was  a  State  law  passed  that  required  the 
railroads  to  give  receipts  for  specific  weights  in  Ghicago,  and  with  that 
law  we  complied  very  promptly. 

Senator  Gobman.  I  understand  j'ou  to  say  that  your  increased  facil- 
ities for  transporting  dead  freight  and  other  freight  from  Chicago  have 
been  very  much  increased  in  the  last  year,  and  that  that  accounts  for 
the  increased  traffic  going  over  your  route. 

Mr.  HiGKSON.  I  did  say  so,  and  I  hope  it  is  a  fact  that  we  do  our 
business  satisfactorily.  * 

Senator  Gobman.  Is  there  any  decrease  in  the  cost  to  the  shipper 
by  these  increased  facilities  f 

Mr.  HiOKSON.  No,  sir. 

Senator  Gobman.  Taking  a  thousand  tons  of  grain  for  instance,  how 
much  saving  in  time  is  there  f 

Mr.  HiCKSON.  I  am  not  able  to  tell  you.  I  know  the  object  is  to  get 
a  quick  delivery  and  to  give  a  bill  of  lading  for  specific  quantities  with- 
out delay.  All  roads  do  not  give  them.  Again  we  have  hoppers  for 
weighing  grain. 

Senator  Gobman.  And  that  is  how  you  account  for  the  increased 
traffic  over  your  line  t 

Mr.  HiCKSON.  I  only  know  that  we  have  not  been  resorting  to  any 
illicit  or  improper  means  to  get  the  traffic. 

Senator  HisoocK.  And  you  say  the  dead  freight  received  by  you  at 
Chicago  is  not  discharged  at  Liveri)Ool  at  less  cost  than  by  way  of 
Boston  and  New  York, 
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Mr.HiCKSON.  I  do  not  think  you  understood  me.  The  through  rate 
is^ade  np  of  two  rates,  the  inland  and  the  ocean  rates.  They  are 
ijuotcd  rates  and  known  in  Chicago. 

Senator  HiscocK.  1  understood  you  to  say  that  sometimes  they  are 
less  and  sometimes  moref 

Mr.  nicKSON.  Certainly. 

Senator  Hiscogk.  And  I  understood  you  to  say,  also,  that  the  rate 
from  Portland  was  regulated  or  based  upon  the  rates  from  New  York 
and  Philadelphia. 

Mr.  HiOKSON.  The  ocean  rates,  yes,  more  or  less.  > 

Senator  LIiscock.  It  is  your  understanding  that  dead  freight  can 
be  delivered  in  Liverpool  from  Chicago  at  less  cost  by  your  route  than 
it  can  by  way  of  Philadelphia,  New  York,  or  Baltimore  f 

Mr.  HiOKSON.  In  some  instances  it  may.  As  a  general  rule  I  do  not 
know  that  there  is  a  very  great  diflference. 

Senator  Harris.  If  I  understand  you,  the  rate  to  Liverpool  depends 
on  whatever  the  steam-ship  rate  may  be  at  the  time,  added  to  your 
published  rates  from  Chicago  to  Portland. 

Mr.  HiOKSON.  That  is  as  I  understand  the  practice,  sir,  at  the  pres- 
ent time. 

Senator  HisoooE.  And  you  further  stated  that  in  no  instance  was 
the  steam-ship  company  allowing  a  rebate  or  was  any  compensation 
made  to  them  by  the  railroad  company. 

Mr.  HiOKBON.  I  said  nothing  of  the  kind  was  done  to  my  knowledge. 

Senator  Gorman.  Or  a  rate  fixed  by  which  they  could  make  a  re  • 
bate  to  the  shipper.  I  understand  you  further  to  say,  Mr.  Hickson, 
that  in  the  adjustment  between  your  railroad  company  and  the  steam- 
ship company  you  do  not  fix  their  proportion  with  a  view  to  enabling 
them  to  give  a  i-ebate  or  drawback  to  any  of  the  shippers. 

Mr.  HiOKSON.  Certainly  not. 

Senator  Plaxt.  Is  your  rate  to  Portland  the  same  as  your  rate  to 
New  York  f 

Mr.  HiOKSON.  The  inland  rate  you  mean  f 

Senator  Gorman.  Yes. 

Mr.  HiOKSON.  Yes,  the  saine  as  the  New  Yark  rate,  I  am  informed. 

RELATIONS  TO  THE  CANADIAN  PACIFIO. 

The  Chairman.  Have  you  any  competition  in  business  with  the 
Canadian  Pacific  f 

Mr.  HiOKSON.  Oh,  yes. 

The  Chairman.  Where  f 

Mr.  HiOKSON.  We  are  in  places  almost  parallel  lines.  They  have  a 
line  running  from  Montreal  to  London,  in  Ontario,  and  they  are  build- 
ing a  line  from  London  down  to  Detroit.  That  will  be  a  competitive 
line  of  about  520  miles,  I  suppose. 

The  Chairman.  All  in  your  own  country  f 

Mr.  HiOKSON.  Yes. 

The  Chairman.  Do  you  find  any  difficulty  in  competing  with  them  f 

Mr.  HiOKSON.  We  have  not  found  very  much  so  far. 

The  Chairman.  You  can  take  care  of  yourself! 

Mr.  HiOKSON.  1  think  so. 

Senator  Blair.  Their  line  is  not  finished  yet,  is  it  t 

Mr.  HiOKSON.  No,  sir;  but  tbey  have  been  working  in  connection 
with  the  Michigan  Central  for  western  trafTic. 
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SUBSIDIES  TO  THE  CANADIAN  PACIFIC. 

The  Chairman.  As  we  andersiand  it  in  this  coantry  generally,  tBe 
^Dominion  GovernmeDt  very  largely  aided  the  constraction  of  the  Oana- 
dian  Pacific.    Is  that  so^  or  do  yon  know  the  fact  t 

Mr.  HiCKSON.  It  is  andoubtedly  so. 

The  Ghaibman.  Do  yon  know  to  what  extent  f 

Mr.  HiCKSON.  I  will  give  yon  the  figares  to  the  best  of  my  knowl- 
edge if  yon  will  take  them  in  that  way ;  if  not  I  had  rather  not  quote 
them.  There  were  lines  constructed  by  the  Dominion  Government  to 
the  extent  of  nearly  thirty -seven  millions,  which  were  turned  over  to 
the  Canadian  Pacific. 

The  Ghaibman.  Constructed  by  the  Government  outright  t 

Mr.  HiCKSON.  Yes,  sir. 

Senator  Platt.  Which  were  existing  at  the  time  the  Canadian  Pa- 
cific started  f 

Mr.  HiCKSON.  Partly  existing  and  partly  completed  afterwards. 
There  was  in  cash  I  think  $25,000,000.  And  there  were  lands  given 
worth,  perhaps, — ^it  depends  upon  what  you  value  them  at— $50,000,000. 

Senator  HiscocK.  In.connection  with  this  subsidy,  Mr.  Chairman,  I 
would  like  you  to  call  the  attention  of  the  witness  to  the  fact  that  the 
railroad  companies  on  this  side  seem  to  think  that  inasmuch  as  the 
Canadian  roads  have  an  advantage,  there  have  been  suggestions  made 
here  of  legislation  that  would  protect  our  roads  against  an  evil  of  that 
kind,  if  it  exists,  aod  ascertain  what  Mr.  Hickson-s  views  are  with  re- 
gard to  proper  legislation  on  that  subject,  and  which  he  thinks  they 
would  be  willing  to  carry  and  bear,  and  which  would  insure  our  roads 
against  these  evils.  However,  I  do  not  wish  the  question  pressed  at 
this  time,  but  merely  make  the  suggestion  for  the  purpose  of  getting 
Mr,  Hickson's  views  before  he  finishes  his  statement  before  us  this 
afternoon.  I  do  not  wish  to  interrupt  the  line  of  inquiry  of  the  chair- 
man at  this  time. 

The  Ghaibman.  At  the  suggestion  of  Senator  Hiscock  we  will  leave 
the  matter  referred  to  by  him  for  the  time  being. 

Were  there  not,  Mr.  Hickson,  twenty-five  millions  in  bonds  as  a  lien 
upon  the  lands  t 

Mr.  HiCKSON.  I  think  I  have  mentioned  the  whole  value  of  the  lands. 
I  think  I  know  now  to  what  you  refer.  The  government  guarantied  a 
loan  of  the  Canadian  Pacific  of,  I  think,  fifteen  millions  last  year  issued 
on  the  security  of  the  unsold  portion  of  the  lands,  and  I  think  they  got 
the  money  at  ^  per  cent. 

The  Ghaibman.  What  is  the  total  amount  that  went  into  that  road 
in  construction,  support,  guaranty,  etc.,  on  the  part  of  the  Canadian 
Government  t 

Mr.  HiCKSON.  The  last  mentioned  is  not  a  direct  liability  of  the  gov- 
ernment. It  was  only  an  assistance  to  borrow.  The  total  of  the  figures 
I  have  given  you  (apart  from  the  $15,000,000)  is  one  hundred  and  twelve 
millions  on  about  twenty-six  hundred  miles  of  railway.  I  hope,  bow- 
ever,  you  will  not  question  me  too  much  on  the  affairs  of  a  competitor. 
Besides,  having,  as  I  understand  you  will,  the  president  of  that  company 
before  you,  I  am  sure  he  will  give  you  all  the  information. 

BSaULATION  OF  CANADIAN  COMMEBCE. 

The  Ghaibman.  We  will  go  back,  then,  to  this  question  of  the  regu- 
lation of  commerce.    Your  roads  are  doing  a,  vast  amount^  of  business 
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in  tbe  TJ  nited  States.  We  are  undertaking  to  regalate  com mcrce  among 
the  several  States  ander  oar  Gonstitation,  and  nnder  it  have  a  right  to 
regalate  commerce  with  foreign  coantries  by  the  United  States.  Now, 
suppose  the  United  States  shoald  determine  that  the  regulation  that 
now  exists,  a^  it  reaches  to  the  traffic  of  your  road  or  of  Canadian  roads 
generally,  is  not  sufficient,  and  we  should  require  that  beibre'  you  could 
do  business  in  this  country  that  you  should  in  jour  own  country  come 
under  the  interstate-commerce  act  of  the  United  States  and  obey  it; 
what  say  you  to  thatf 

Mr.  HiOKSON.  I  think  that  involves  an  international  question  which 
no  railroad  company  would  be  permitted  to  deal  with  alone.  It  might 
be  attempted  by  an  agreement  between  the  American  and  Oanadian 
companies,  or  by  the  Oanadian  roads  giving  some  bond  binding  them- 
selves to  do  so  and  so ;  that  is  all  that  could  be  djone.  I  do  not  con- 
sider it  would  be  practicable. 

Senator  liiscocK.  What  would  you  suggest  with  respect  to  our  giving 
power  to  the  Interstate  Commerce  Commission  with  regard  to  the  trans- 
portation of  traffic  from  this  country  into  Canada,  that  would  delegate 
to  the  Commission  the  right  of  inspection  of  and  supervision  over  that 
trade,  so  afi  to  insure  against  these  rebates  or  drawbacks  being  given. 

Mr.  HiCKSON.  I  could  not  suggest  anything  to  remedy  an  evil  that  I 
think  does  not  exist.  I  have  said  that  these  rebates  and  allowances  are 
not  made,  and  as  regards  the  international  traffic  we  recognize  to  the 
fullest  extent  the  power  of  the  commissioners.  We  are  willing  to  lay 
our  books  and  papers  before  them  at  any  time,  and  give  them  all  the 
information  in  regard  to  anything  that  affects  the  international  traffic 
and  traffic  going  from  and  to  the  States  of  tbe  Union  through  Canada. 

Senator  Uisgogk.  Then  you  would  not  object  to  the  law  imposing  as 
a  condition  that  you  should  do  that  f 

Mr.  HiGKSON.  That  is  what  we  understand  the  law  to  impose  to-day. 
We  recognize  the  right  of  the  commissioners  to  do  that  in  regard  to 
such  traffic 

The  Chairman.  To  go  into  your  country  and  make  an  examination 
of  your  books  t 

Mr.  HiGKSON.  We  have  no  objection  to  their  doing  so  in  regard  to 
international  traffic.  They  can  take  us  to  Washington,  and  have  the 
right  to  make  us  exhibit  our  books  which  relate  to  such  traffic. 

Senator  Blair.  Suppose  they  examine  your  book»  to  see  if  you  get 
an  advantage  in  regard  to  international  business  t 

Mr.  HiGKSON.  We  let  them  have  all  our  tariffs.  We  think  that  we 
stand  in  the  same  position  to-day  as  does  the  New  York  Central,  for 
instance.  I  say  further  that  I  think  the  local  rates  in  Canada  are  not 
more  than  the  local  rates  on  the  American  lines. 

GOMPARATIVE  EXPENSES  OP  OANADIAN  ROADS. 

Senator  Blair.  Are  not  your  operating  expenses  in  the  way  of  rolling 
stock  and  labor  and  material  such  that  you  can  at  the  same  rate  as  the 
American  roads  have  an  advantage  over  the  American  roads  f 

Mr.  HiGKSON.  In  some  things  we  would  be  a  little  cheaper.  Wages 
would  be  a  little  less,  but  we  labor  under  the  disadvantage  of  a  more 
severe  climate,  entailing  upon  us  a  good  deal  of  expense  in  winter.  As 
a  matter  of  fact,  1  had  occasion  a  lew  days  ago  to  go  into  figures  in  re- 
gard to  the  expenditure  of  the  Grand  Trunk,  and  comparing  our  ex- 
penditure with  that  of  the  li^ric  and  the  Pennsylvania  Railways;  and 
taking  into  consideration  that  we  pay  a  very  much  higher  rate  for  coal. 
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cor  expenses  are  just  about  tbe  ^auie  a^  the  Erie  uud  Peniisylvauia, 
perhaps  a  little  higher. 

Senator  Blair.  Are  the  expenses  on  this  local  business  in  Canada 
as  much  as  in  the  United  States  f 

Mr.  HiGKSON.  I  think  quite  so. 

Senator  Blaib.  The  expense  of  running  your  road,  yon  say,  is  not 
less  than  running  a  road  doing  a  corresponding  business  in  the  United 
States  f 

Mr.  HiCKSON.  I  do  not  think  so.  On  the  whole  it  is  higher.  If  in 
one  thing  our  expenditure  is  lower  in  another  it  will  be  higher,  but  on 
the  average  it  will  be  higher. 

Senator  Blaib.  Your  wages  are  not  more  than  two-thirds  of  what 
they  are  in  thit%  country  t 

Mr.  HiOKsoN.  Oh,  yes. 

Senator  Blaib.  Take  labor  on  the  full  length  of  your  road,  do  you 
think  it  costs  more  than  two  thirds  of  what  it  is  over  a  corresponding 
distance  on  the  New  York  Central  or  Pennsylvaniaf 

Mr.  HiOESON.  I  think  on  the  American  divisions  of  our  railroad  we 
pay  laboring  men  10  cents  a  day  more  than  similarl  abor  is  puid  in 
Canada.    I  am  speaking  of  the  average. 

MILEAGE  OF  THE  QBAIO)  TBUNK. 

The  Ghaibman.   What  is  the  total  mileage  of  your  Grand  Trunk 
proper  and  its  feedersf 
Mr.  HiOKSON.  I  think  I  have  it  heie.    It  is  as  follows: 

Miles. 

Linee  in  Canada  owned  and  leased 3,119 

Linos  in  the  United  States : 

Leased  and  operated  as  a  parfc  of  the  Grand  Trunk  system 360 

Controlled  and  operated  in  harmony  with  the  Grand  Trank 617 

4,096 

Senator  Platt.  Do  you  have  much  export  trade  by  way  of  Portland  t 

Mr.  UiCKSON.  I  think  it  consists  simply  of  lumber  going  to  the  West 
Indies  and  South  America. 

*  Senator  Platt.  And  the  ocean  rates  at  Montreal  are  about  the  same 
as  at  Philadelphia  Y 

Mr.  HiGKSON.  I  had  reference  to  the  inland  rate  when  I  spoke.  The 
inland  rate  to  Montreal  is  based  on  that  to  Philadelphia.  The  Phila- 
delphia rate  is  a  little  less  than  New  York.  I  see  that  in  the  six  mouths 
ending  the  3Ist  of  December,  1888,  the  total"  number  of  tons  carried  by 
the  Grand  Trunk  was  practically  four  millions. 

The  Chairman.  That  is  the  entire  traffic  done  by  your  system  f 

Mr.  HiGKSON.  Yes,  sir. 

The  Chairman.  You  do  not  know  what  portion  of  that  yon  got  from 
the  United  States. 

Mr.  HiOKSON.  That  is  all  the  work  done  on  the  Orand  Trunk  system 
in  both  countries — local  and  general. 

Senator  Blair.  You  say  so  many  tons ;  you  mean  tons  that  have 
been  received  and  discharged,  or  does  it  have  any  relation  to  the  dis- 
tance each  ton  was  carried  t 

Mr.  HiOKSON.  The  tons  we  handled  and  not  the  number  carried  a  mile. 

Senator  Blair.  Without  reference  to  the  distance  carried. 

Mr.  HiOKSON.  Yes ;  for  the  year  1888  it  is  l/SiO.mO  tons  of  2,000 
))ounds.    The  tonnage  haqled  from  points  in  the  United  States  through 
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Canada  to  points  in  the  United  States  again  by  the  main  line  of  the 
Grand  Trunk  was  792,000  tons.  Between  the  rivers,  that  is  Niagara  and 
Detroit  and  St.  Olair,  1,380,000  tons. 

The  Chairman.  I  see  it  stated  in  this  pamphlet  issned  by  the  Inter 
state  Commerce  Commission,  in  connection  with  the  tonnage  of  the 
United  States  railroads,  which  yon  recognize  as  being  purt  of  yonr  sys- 
tem, the  tonnage  is  3,687,054. 

Mr.  HiOKSON.  That  would  be  for  tonnage  beyond  the  Detroit  and  St. 
Clair  Rivers,  in  the  States. 

The  Chairman.  Is  that  included  in  your  7,000,0001 

Mr.  HiOESON.  No,  sir ;  only  part  of  it. 

Senator  Gorman.  How  many  tons  in  one  year,  according  to  that 
statement,  go  across  our  border  or  via  the  points  where  you  connect! 

TRAFFIO  BETWEEN  CANADA  AND  THE  UNITED  STATES. 

• 

Mr.  HiOE^soN.  That  1  can  not  tell ;  it  is  a  very  large  amount.  But  I 
am  going  to  make  a  statement,  which  I  make  after  a  good  deal  of  thought, 
and  that  is  that  the  receipts  that  the  American  lines  get  for  carrying 
traffic  to  and  from  Canada  are  as  great,  if  not  greater,  than  the  Cana- 
dian  lines  get  for  carrying  United  States  traffic. 

Senator  Gorman.  What  do  you  mean  by  that  f 

Mr.  HiGKSON.  I  mean  they  are  carrying  traffic  to  and  from  the  sea- 
board to  Canada  all  the  time,  and  they  are  carrying  traffic  generally  to 
and  from  Canada,  and  that  the  receipts  on  that  traffic  are  as  great  if 
not  greater  than  our  receipts  for  carrying  American  traffic.  I  can  not 
dcmot\strate  it  by  figures,  but  I  think  it  probably  yields  as  large  or 
larger  income  to  the  American  transportation  companies  than  the  re* 
ceipts  the  Canadian  lines  get  for  carrying  traffic  from  one  part  of  the 
United  States  through  Canada  into  another  part  of  the  United  States. 

Senator  IIisoooK.  You  mean  the  freight  that  originates  in  Canada 
which  is  carried  to  our  sea-boardj  is  larger  than  the  amount  of  American 
freight  taken  from  the  sea-board  to  Canada  and  stopping  there.  To  put 
it  more  plainly,  you  mean  that  the  volume  of  freight  taken  from  the 
•United  States  into  Canada  and  stopping  there  is  greater  than  the 
amount  of  freight  that  is  cairied  from  a  point  in  the  United  States  to 
Canada  and  then  into  another  part  of  the  United  States. 

Mr.  HiCESON.  I  think  the  receipts  of  the  American  companies  on 
traffic  carried  to  and  from  Canada  are  as  large  or  larger  than  the 
receipts  which  the  Canadian  companies  derive  from  Unit^  States  traf- 
fic carried  through  Canada. 

The  Chairman.  That  is,  the  foreign  trade  of  Canada  through  the 
United  States  is  greater  than  the  foreign  trade  of  the  United  States 
through  Canada;  is  that  it  f 

Mr.  HiOKSON.  Yes,  sir,  I  think  it  is ;  but  I  referred  to  all  traffic  to 
and  from  Canada  handled  by  the  American  companies. 

Senator  Gorman.  Can  you  give  the  figures  for  traffic  going  across 
the  border  f  jr  1888 1 

Mr.  HiOKSON.  I  saw  a  statement  the  other  day  partly  compiled  from 
statistics  of  the  government  statistician  and  partly  from  other  sources 
which  makes  it  about  3,000,000  tons  to  and  from  Canada  a  year,  and  I 
calculate  that  it  was  carried  on  an  average  300  miles,  and  that  at  a  rate 
of  seven  parts  of  a  cent  a  mile  would  make  over  $6,000,000.  Of  course 
these  figures  are  to  some  extent  estimates. 

The  Chairman.  But  you  can  furnish  the  exact  number  of  tons  yon 
received  at  the  bridge  at  Niagara  which  passed  both  ways  f 
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Mr.  HiOKSON.  That  would  be  a  very  elaborate  statement  to  prepare, 
because  it  comes  in  great  detail  and  is  mixed  up  with  other  consign- 
ments. 

The  Ohaibman.  Ooing  East  there  is  nothing  passes  over  that  bridge 
except  American  products,  is  there  f 

Mr.  Higkson.  Yes,  traffic  to  and  from  Oanada  for  Europe,  the  States, 
etc.  The  estimate  of  tons  for  the  year  ending  the  30th  of  June,  1887, 
going  to  and  irom  the  whole  line  of  the  Orand  Trunk  Bailway  in  Can- 
ada over  United  States  lines  is  1,534,000  tons.  In  adclition  to  all  that 
there  is  a  traffic  going  to  and  from  .the  lower  provinces  by  the  Maine 
Central,  and  there  is  traffic  passing  over  the  Canadian  Pacific,  the  Can- 
ada Southern,  and  the  Canada  Atlantic,  and  business  at  different  othei 
points. 

The  Chairman.  Are  you  buildfhg  a  line  frgm  any  point  to  Halifax, 
or  is  it  the  Canadian  Pacific  that  is  building  itY 

Mr.  HiCKSON.  It  is  the  Canadian  Pacific  that  is  building  What  is 
known  as  the  short  line  through  Maine.  It  is  the  Atlantie  and  North- 
western properly  speaking,  but  it  is  leased  by  the  Canadian  Pacific. 

The  Chairman.  The  Canadian  Pacific  controls  it  Y 

Mr.  HiCKSON.  Yes,  sir. 

The  Chairman.  It  f  uns  through  Maine  also,  does  it  not  f 

Mr.  HiCKSON.  Yes,  sir^  it  runs  through  the  State  of  Maine  about 
145  miles. 

The  Chairman.  When,  that  road  is  completed  it  will  be  a  strong 
competitor  of  yours,  will  it  not  Y 

JVIr.  HiCKSON.  Yes,  sir  j  it  will  be  a  competitor. 

NEWLY  SUBSIDIZED  LINES. 

The  Chairman.  Do  you  know  anything  in  reference  to  a  subsidized 
steamship  line  from  Halifax  to  Europe  Y 

Mr.  HiCKSON.  At  the  session  of  the  Dominion  Parliament  just  closed, 
a  subsidy  was  voted  for  a  fast  steam-ship  line,  but  the  port  of  arrival 
and  departure  is  not  settled.  It  would  be  Montreal  in  summer,  prob- 
ably. 

Senator  Blair.  It  will  not  be  Portland,  I  suppose. 

Mr.  HiCKSON.  No,  sir. 

The  Chairman.  How  much  is  the  subsidy,  if  you  know  Y 

Mr.  HiCKSON.  I  think  it  is  one  hundred  thousand  pounds  per  annum, 
for  which  the  line  would  have  to  carry  the  mails. 

The  Chairman.  Does  the  Dominion  Government  pay  the  Canadian 
Pacific  any  subsidy  for  the  liuo  that  crosses  the  State  of  Maine  Y 

Mr.  HiCKSON.' The  sum  of  $250,000  a  year  was  voted  by  Parliamont 
to  be  paid  for  twenty  years  to  secure  a  short  commercial  route  to  the 
lower  provinces.  It  was  subsequently  divided  into  three  sections,  one 
section  embracing  the  line  from  the  neighborhood  of  the  St.  Lawrence, 
at  Montreal  to  Lennoxvilie  in  the  eastern  townships;  the  eastern  sec- 
tion fix)m  Lennoxvilie,  crossing  the  Srate  of  Maine  to  Mattawamkeag; 
the  next  was  from  a  point  named  Harvey  to  Salisbury,  near  Moncton, 
on  the  Intercolonial  Kailway.  The  subsidy  in  respect  to  the  first  two 
sections  when  earned  will  be  $71,100  and  $115,500  per  annum  respect- 
ivc^iy. 

The  CHAI11MA.N.  How  much  of  that  subsidy  does  the  road  through 
Maine  getY 

Mr.  biCKSON.  It  is  not  separated  entirely  from  a  part  of  the  line  in 
Canada,  but  the  portion  which  includes  that  through  Maine  I  think  is 
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subsidized  to  the  extent  of  $115,000  a  year.  The  piece  uot  coustructea 
was  subsidized  to  the  extent  of  $63,000.  It  is  not  built,  and  not  likely 
to  be  built  under  that  arrangement. 

The  Ghaibman.  That  road  going  east  is  intended  to  have  a  termi- 
nal at  Halifax,  is  it  not  f  I  refer  to  that  road  that  goes  across  the  State 
of  Maine. 

Mr.  HiOKSON.  They  arranged  for  a  terminal  at  St.  Johm  The  ex- 
port traffic  can  jeach  Halifax  by  going  over  the  Intercolonial,  but  it  is 
not  apt  to  go  that  way. 

The  Ghaibman.  But  with  that  sort  of  subsidized  line  and  with  a  sub: 
sidized  steam-ship  line  to  meet  it,  you  will  have  pretty  rough  sailing, 
will  you  not! 

Mr.  HiGKSON.  We  look  upon  it  that  we  shall  lose  a  certain  portion  of 
the  traffic.  # 

The  Ghaibman.  Did  you  state  the  amount  of  subsidy  to  the  steam- 
ship line  t 

Mr.  HiOKfiON.  To  the  best  of  my  recollection  it  is  £100,000  a  year. 

Senator  Platt.  But  the  steam-ship  line  is  not  designated. 

Mr.  HiOKSON.  No,  sir,  and  the  port  is  not.  In  summer  it  will  un- 
doubtedly be  Montreal.  For  winter  I  do  not  know  that  the  port  is  set- 
tled upon. 

Senator  Gobman.  You  will  share  in  that  benefit  in  Montreal  in  sum- 
mer f 

Mr.  HiGSBON.  To  the  extent  that  it  increases  the  traffic  and  we  get  a    . 
part  of  it,  but  our  competitors  are  there  to  get  part  of  it  also.    I  am 
not  sanguine  that  it  is  going  to  increase  anything  very  much  except 
the  expenses  of  the  Dominion. 

Senator  Gobman.  Ought  it  not  decrease  the  cost  of  moving  a  ton  of 
freight  from  Montreal! 

Mr.  HiOKSON.  Ko,  sir ;  I  do  not  think  it  will,  because  they  are  to  be 
boats  suitable  to  carry  the  mails  and  passengers  and  not  suited  to  carry- 
ing freight.    Mail  boats  and  freight  vessels  are  not  the  same  thing. 

Senator  Platt.  You  say  a  line  of  road  that  commences  at  I^nox- 
ville  and  ends  at  Mattawamkeag,  the  larger  mileage  being  in  Maine,  is 
to  receive  $115,000  a  year  for  twenty  years  1 

Mr.  HiGESON.  Yes,  sir. 

TBAFFIO  FBOM  THE  UNITED  STATES  OVEB  THE  6BAND   TBTJNK. 

The  Ghaibman.  Goming  back  to  the  question  of  tonnage,  is  it  not 
practicable  for  yon  to  give  the  number  of  cars  and  the  amount  of  tonnage 
that  passes  out  of  this  country — from  New  York,  for  instance — over 
your  line,  or  at  every  point  in  this  country  the  tonnage  that  passes  over 
your  line  and  gets  into  Ganadat  Is  not  that  a  practicable  thing  for 
you  to  give  us  f 

Mr.  HiOKSON.  These  st9>tistics  that  I  was  quoting  from  were  in  part 
collected  by  the  government  statistician,  and  they  make  out  the  tonnage 
coming  to  and  going  from  the  Grand  Trunk  Railway  to  the  American 
railways  for  the  year  ending  June  30,  1887,  to  be  1,634,000  toqs. 

Senator  Blaib.  But  we  get  no  idea  of  th^  assistance  that  you  draw 
from  the  production  of  the  United  States  from  those  figures. 

Mr.  HiGKSON.  I  gave  the  figures  to  yon.  One  set  was  by  the  maiii 
line  of  the  Grand  Trunk  and  one  between  the  Detroit  and  Niagara 
rivers,  and  I  think  I  can  give  you  the  tonnage  to  Montreal  from  the 
Western  States.  In  1888  the  tonnage  from  the  Western  States  to 
Montreal  amounted  to  71,992  tons. 
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Senator  Blaxb.  Over  your  roadf 

Mr.  HiOKSON.  Yes.  The  same  year  to  Portland  it  was  92,241  tons. 
These  figures  inclnde  the  export  trc^fflc. 

Senator  Blaib.  How  nmch  do  yon  draw  fix>m  the  West  easterly  from 
Montreal  via  Bouse^s  Point  f 

Mr.  HiCKSON.  Yery  little  goes  through  Bonse's  Point,  except  the 
Montreal  traffic.  I  gave  what  comes  over  the  main  line  coming  on  at 
Windsor  and  Point  Edward,  and  going  eastward  to  the  Portland  line 
and  the  Central  Vermont  district,  and  idso  by  the  Niagara  frontier,  and 
iHC0f7«r«a,  and  repeat  the  fignres:  seven  hnndred  and  ninety- two  thou- 
sand in  one  case,  and  one  million  three  hundred  and  seventy-nine  thou- 
sand in  the  other. 

Senator  Blaib.  What  proportion  of  the  entire  business  done  on  your 
road  originates  in  the  United  States,  without  reference  to  where  you  dis- 
charge it  Y 

Mr.  HiCKSON.  That  would  mean  the  importations  into  Oanada  from 
the  United  States,  and  that  I  am  unable  to  give. 

Senator  Blaib.  I  mean  to  what  extent  your  Canadian  road  is  de- 
pendent on  the  United  States  for  existence. 

Mr.  HiOKSON.  I  can  not  give  you  that. 

Senator  Blaib.  Do  you  believe  that  one-tenth  of  the  business  of  the 
Grand  Trunk  Bailroad  originates  in  the  production  of  Canada  t 

Mr.  HiOKSON.  O,  yes. 

Senator  Blaib.  Do  two- tenths  t 

Mr.  HiOKSON.  Much  more. 

Senator  Blaib.  Well,  what  proportion  f 

Mr.  £bCKSON.  It  is  only  guess-work.  I  think  probably  of  the  seven 
millions  and  odd  tons  between  60  and  70  per  cent,  is  Canadian. 
'Senator  Blaib.  Then  you  are  six- tenths  a  Canadian  road  and  four- 
tenths  a  United  States  road. '  In  reference  to  the  real  questions  here,  it 
is  important  for  us  to  know  to  what  extent  you  are  a  United  States  road 
and  to  what  extent  a  Canadian  road  in  earning  power. 

Mr.  HiOKSON.  I  can  not  give  you  these  figures  accurately,  because 
the  tonnage  I  am  quoting  is  partly  on  the  American  lines.  The  seven 
millions  of  tons  would  take  in  a  portion  of  Canadian  traffic  carried  over 
the  Atlantic  district,  for  instance. 

TBAPFIO  OBIOINATINa  IN  THE  X7NITED  STATES. 

Senator  Platt.  Could  you  not  furnish  us  with  a  statement  of  the 
amount  of  tonnage  carried  by  your  road  in  Canada  which  originates  in 
the  United  States  t  I  do  not  mean  today,  but  can  you  not  furnish  it 
at  some  time  f 

Mr.  HiOKSON.  Do  you  mean,  sir,  the  tonnage  that  originates  in  the 
United  States,  or  that  ^somes  through  and  from  the  United  States  into 
Canada  f 

Senator  Platt.  All  that  goes  over  your  road  in  Canada  that  origi- 
nates in  the  United  States — hauled  on  your  road. 

Mr.  HiOKSON.  I  have  quoted  those  figures  to  you — I  mean  the  through 
traffic — but  I  think  you  are  asking  me  for  something  else.  I  want  to 
be  clear  as  to  what  is  wanted,  because  I  have  no  objection  to  giving 
you  anything  that  I  can  give  you.  Are  you  speaking  of  traffic  that 
comes  from  the  United  States  into  Canada  an<l  stays  there,  or  traffic 
that  comes  from  the  United  States  and  goes  through  Canada  into  the 
United  States  again  f 

6643-— 8 
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Senator  Plaxt.  What  I  am  talking  about  is  business  that  originates 

in  the  United  States  that  is  hauled  on  your  road  in  Canada* 
Senator  Gobman.  No  matter  what  is  its  Unal  destination* 
Senator  Habbis.  Whether  for  a  foreign  port  or  what  notf 
Senator  Platt.  Business  that  originates  in  the  United  States  and 

hauled  on  your  road. 
Mr.  HiQESON.  I  shall  give  you  that  if  I  can;  if  I  have  the  infoi'nia- 

tion  I  will  furnish  it    The  difficulty  is  that  there  is  traffic  which  comes 

through  the  United  States  from  foreign  countries. 
The  sUitement  is  as  follows : 

TkaH  1888. 

*  Tona, 

The  toDna^e  from  tlie  Unit«d  StatM  coming  into  Canada,  which  includes 
importations  from  Enrope  and  elsewhere  through  the  United  States,  it 
being  impracticable  to  separate  snch  from  the  general  buaineas.    (The 

fibres  include  603,5913  tons  of  coal  carried  as  freight) 1, 073, 000 

There  are,  in  addition  to  the  foregoine,  about  485,000  tons  of  coal  per       * 

annum  purchased  by  the  Grand  Trunk  Company  in  the  United  States  and 

brought  into  Canada,  very  nearly  aU  of  which  comes  in  by  railway. 

The  tonnage^carried  by  the  company  through  Canada,  from  States  to 
States,  was,  in  1888,aboat 2,171,000 

The  tonnage,  purely  local,  to  the  United  States  roads,  the  operations  of 
which  are  included  in  the  Qrand  Trunk  returns  (i.  e.,  in  the  7,330.000 
tons) 371,000 

3,615,000 
The  tonnage  originating  in  Canada,  and  apart  from  importation  from  the 

United  States,  was -• 3,716,000 

The  receipts  of  the  Qrand  Trunk  Company  in  Canada,  in  1888,  were $16,900,000 

On  traffic  originating  in  the  United  States,  which  includes  foreign  impor- 
tations through  the  United  States  from  Europe  and  elsewhere,  via 
Portland,  Boston,  etc.,  for  Canada $5,300,000 

On  traffic  originating  in  Canada 11,()00,000 

16, 900, 000 

Senator  Blaib.  Yon  do  bifsiness  between  the  St.  Lawrence  and  St. 
Glair  Bivers  and  Port  Huron,  and  yon  do  local  business  all  through 
Michigan,  do  you  nott 

Mr.  HiOKSON.  Yes,  sir. 

Senator  Blaib.  You  control  lines  in  Michigan,  do  you  notf 

Mr.  HiCKSON.  Yes,  sir. 

Senator  Blaib.  And  some  of  your  roads  which  you  control  begin  and 
end  in  that  country  t 

Mr.  HiCKSON.  Yes,  sir. 

Senator  Blaib.  And  that  is  a  very  valuable  part  of  your  business. 
You  do  a  business  begiDuiDg  and  termiQating  in  Oanada,  and  in  New 
England  you  do  a  local  as  well  as  a  through  business.  I  would  like  to 
know  to  what  extent  the  income  of  your  road  comes  from  business  that 
originates  in  the  United  States,  regardless  of  the  place  where  it  ter- 
minates, whether  in  Canada  or  in  a  foreign  country,  or  whether  it  be 
through  business  or  local  business.  I  would  like  to  know  the  business 
you  do  and  the  money  you  get  from  the  business  coming  from  the 
United  States. 

Mr.  HiCKSON.  The  difficulty  in  giving  that  is  to  separate  the  business 
that  comes  through  the  United  States  from  that  which  originates 
there. 

Senator  Blaib.  It  does  not  make  any  difference. 

Mr.  HiCKSON.  You  spoke  of  business  originating  in  the  United  States. 
Baeiaesa  coming  through  New  York  is  European  business  and  carried 
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over  United  States  lines  into  Oanada^  and  that  makes  it  difficult  to 
make  the  analysis. 

Senator  Blaib.  You  know  how  maeh  you  ship  over  your  roads  from 
the  port  of  Kew  York  that  comes  from  abroad,  do  you  notf 

Mr.  HiOESON.  No,  sir ;  we  are  not  a  line  in  New  York. 

Senator  Blaib.  You  have  a  connection  in  New  Yorkf 

Mr.  HiCKSON.  Yes. 

Senator  Blaib.  Do  you  participate  in  the  profits  f 

Mr.  HiOESON.  There  is  business  going  from  New  York  Oity  to  Can- 
ada and  business  coming  to  the  port  of  New  York  from  abroad  going 
into  Canada,  and  my  difficulty  is  to  separate  it  so  as  to  tell  which  is 
which.  A  large  portiop  of  the  business  coming  into  Canada  does  not 
originate  in  the  United  States. 

Senator  Blaib.  Looking  at  this  map  and  knowing  your  country  as 
well  as  ours  yon  will  observe  that  nearly  all  the  connections  of  j^our 
road  originate  in  the  United  States.  Your  connections  extend  all  over 
the  Northwest  and  Southwest.  This  section  between  Montreal  and 
Detroit  can  not  produce  one-twentieth  part  of  the  business  that  your 
road  gets. 

Mr.  HiOKSON.  In  that  I  think  you  are  mistaken,  because  there  is  an 
immense  lumber  business  done  in  that  region. 

Senator  Blaib.  Well,  a  good  deal  of  that  is  brought  into  the  United 
States,  is  it  not  Y 

Mr.  HiOKSON.  Yes,  sir;  and  a  great  deal  shipped  at  Montreal. 

Senator  Blaib.  When  that  same  business  reached  the  United  States 
it  is  United  States  business,  and  your  income  from  that  business  which 
you  did  in  the  United  States  in  transporting  property  which  came  from 
Canada  should  be  added  to  the  United  States  business  of  your  road,  to 
show  to  what  extent  you  are  a  Canadian  road  and  to  what  extent  you 
are  a  United  States  road.  I  think  I  could  make  as  good  a  guess  as  you 
in  saying  that  the  Grand  Trunk  is  at  least  four- fifths  a  United  States 
institution. 

Mr.  HiCKSON.  You  mean  in  its  traffic) 

Senator  Blaib.  In  its  aggregate  traffic  and  income. 

Mr.  HiCKSON.  Well,  I  can  only  say  that  is  not  my  impression. 

EFFECT  OF  THE  CANADIAN  SUBSIDIES. 

The  Chaibman.  Let  me  ask  you  another  question.  We  were  talking 
&  while  ago  about  subsidies.  According  to  your  statement  there  were 
some  $600,000  a  year  subsidy,  or  nearly  that,  guarantied  to  the  rail- 
roads and  steamers  of  this  Canadian  Pacific  system,  the  purpose  of 
which  seems  to  be  to  get  a  road  through  the  Canadian  Dominion,  termi- 
nating at  Halifax  or  St.  John,  or  somewhere  in  that  locality.  Now  that 
is  a  tremendous  subsidy,  and  the  purpose  of  it  would  seem  to  be  to 
divert  from  the  ports  of  Portland  and  Boston  the  foreign  trade  that 
now  belongs  naturally  to  those  places  into  Canadian  jurisdiction,  is  not 
that  so  f 

Mr.  HiCEBON.  I  doubt,  sir,  if  that  will  be  the  effect  of  the  subsidy 
that  is  proposed  to  be  granted  to  a  line  of  steamers.  The  object  is  to 
get  a  fast  line  of  steamers  for  passenger  traffic  and  mails.  The  Canadian 
Pacific  are  looking  to  improving  the  transiK>rtation  through  Canada  to 
the  East,  and  to  attracting  a  portion  of  the  traffic  from  Europe  across 
this  continent.  But  I  do  not  think  a  fast  line  of  steamers  is  calculated 
to  attract  a  great  deal  of  freight. 

The  Chaibman.  They  are  not  only,  it  seems  to  me,  subsidizing  rail- 
roads of  which  they  are  building  portions  through  the  United  States^ 
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but  are  subsidizing  steam-ship  lines,  the  purpose  of  which  would  seem 
to  me  to  be  to  divert  trade  from  American  ports  to  ports  belonging  to 
the  Canadian  Oovernment. 

Mr.  fiiOKSON.  Are  you  asking  me  for  an  expression  of  opinion  f 

The  Chairman.  I  am  expressing  my  own  opinion  now.  and  I  would 
like  to  knowof  you  whether  the  effect  is  not  to  takeawayfrom  the  ports 
of  Portland  aild  Boston  a  very  large  amount  of  the  foreign  trade  they 
now  havet 

Mr.  HiGKSON.  I  have  not  the  least  hesitation  in  expressing  an  opinion 
on  that  subject.  There  is  already  an  excellent  line  of  steamers  running 
to  Portland  in  winter  and  the  St.  Lawrence  in  summer,  and  doing  a 
freight  business  satisfactorily,  and  there  are  a|her  lines  in  the  summer 
running  between  London  and  other  ports  and  the  St.  Lawrence  and 
other  ports  in  this  country ;  and  I  do  not  think  that  a  fast  line  of  steam- 
erS|  carrying  mails  and  passengers  to  St  John  or  Halifax,  will  seriously 
divert  freight  traffic  from  any  port  in  this  country.  It  may  divert  some 
passengers,  that  is  all. 

The  Chairman.  Then  the  subsidies  do  not  apply  to  freight  jresselsl 

Mr.  HiOESON.  No :  only  to  passenger  and  mail  steamers,  which  are 
not  freigh^carrying  boats ;  and  the  line  will  not,  in  my  opinion,  affect 
the  traffic  of  Boston  and  Portland  at  all.  For  my  own  part  I  would 
rather  see  this  line  of  steamers  running  into  Halifax  or  St.  John,  and 
have  a  through  line  running  straight  into  Portland,  than  otherwise; 
that  is,  than  have  the  Portland  boats  calling  at  these  ports.  I  think 
Portland  would  |et  the  freight  under  such  an  arrangement. 

The  Chairman.  If  you  have  a  subsidized  railroad  running  clear 
throngh  Canada  from  one  end  to  the  other,  its  terminal  being  at  St. 
John,  and  the  Government  sustaining  it  by  subsidies,  that  railroad 
would  be  pretty  apt  to  carry  a  good  deal  of  freight  there  to  the  ships 
coming  to  take  it. 

Mr.  HiOKSON.  Efforts  have  been  made  at  times  to  carry  freight 
through  Halifax  for  years  past.  On  one  or  two  occasions  some  years 
ago  we  agreed  that  the  Grand  Trunk  might  be  used  to  try  the  experi- 
ment, and  it  was  abandoned  as  impracticable. 

The  Chairman.  Why! 

Mr.  Hiceson.  No  one  could  afford  to  take  it. 

The  Chairman.  Why  not! 

Mr.  HiOKSON.  Because  the  ocean  rates  firom  Halifax  to  Europe  were 
not  sufficiently  lower  than  the  ocean  rates  from  Portland  or  Boston  io 
compensate  for  500  miles  of  extra  railway. 

MILEAGE  AND  CAPITAL  STOCK  OF  THE  GRAND  TRUNK. 

Senator  Oorman.  What  is  the  mileage  of  the  Grand  Trunk  road  in 
Canada  f 

Mr.  HiCKSON.  Three  thousand  one  hundred  and  nineteen  miles. 

Senator  Gorman,  Kow,  what  mileage  do  you  control  in  the  United 
States) 

Mr.  HiOKSON.  We  have  360  miles  worked  as  part  of  the  Grand  Trunk 
system  in  the  United  States.  I  will  give  you  the  figures  as  to  the  lines 
that  are  worked  in  connection  with  us. 

Senator  Gorman.  It  is,  I  believe,  1,000  miles,  in  round  numbers. 

Mr.  HiCKSON.  Six  hundred  and  seventeen  miles  of  such  lines. 

Senator  Gorman.  You  reported  to  the  Interstate  Commerce  Commis- 
sion  that  you  controlled^  one  way  or  another,  railways  to  the  extentof 
about  900  miles. 
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Mr.  HiOKSON.  Yes,  that  might  be  at  some  previous  date.  According 
to  the  figoies  I  have  given  you  it  would  be  977. 

Senator  Oobican.  !Now,  what  is  the  capital  stock  of  the  Oraud  Trunk 
iu  Canada  t    fiow  much  is  there  in  all  of  it  f 

Mr.  HiGKSON.  The  Orand  Trunk — all  its  Canadian  lines — eighty  mil- 
lions of  loans  and  debenture  stock,  ninety-two  milltous  of  preferred 
stock,  one  hundred  and  eight  millions  of  ordinary  stock,  making  alto- 
gether, in  round  figures,  two  hundred  and  eighty  millions. 

Senator  Oobman.  On  3,000  miles  of  road  f 

Mr.  HiOKSON.  On  3,119  miles. 

Senator  Oobman.  Now,  the  capital  that  you  have  in  these  lines  wholly 
in  the  United  States  is  p«t  down  in  this  report  at  $46,277,472;  is  that 
correct  f 

Mr.  HiOKSON.  That  statement,  1  think,  is  a  little  wrong.  The  Chi- 
cago and  Orand  Tnmk  is  put  down  here  as  twenty-two  millions.  It  has 
eighteen  millions  six  hundred  thousand  of  total  capital.  I  do  not  see 
the  Orand  Trunk  Junction  Company  mentioned,  and  it  has  a  capital  of 
about  $4,000,000.'  The  Orand  Haven  is  about  right,  and  so  is  the  Mus- 
kegon Railway.  I  do  not  know  whether  the  Atlantic  road  is  given 
ttore  or  not 

Senator  Gk>BMAN.  I  think  not. 

Mr.  HiOKSON.  The  only  one  I  see  which  is  not  clearly  stated  is  the 
Chicago  and  Orand  Trunk.    It  is  not  $22,000,000,  but  $18,600,000. 

Senator  Oobman.  That  makes  the  aggregate  capital  of  your  roads 
in  this  country  over  fifty  millions  f 

Mr.  HiOKSON.  The  aggregate  capital  of  the  American  lines  in  which 
the  Orand  Trunk  Company  is  interested  is  about  forty-seven  millions. 
I  see  on  looking  agaih  at  the  statement  that  something  for  the  Termi- 
nal Company  in  Chicagp  is  added  to  the  Chicago  and  Orank  Trunk.  It 
does  not  alter  the  aggregate  materially. 

BABNINGH3  OF  THE  GBAND  TBUNK. 

Senator  Gk)BMAN.  Then  the  gross  earnings  of  the  Orand  Trunk  in 
Canada,  taking  the  year  of  1888,  for  instance,  were  what  f 

Mr.  HiOKSON.  In  1888  they  were  $18,318,906. 

Senator  Oobman.  That  is  the  Orand  Trunk  proper) 

Mr.  HiOKSON.  That  does  not  include  the  Chicago  and  Orand  Trunk, 
or  the  Orand  Haven,  or  the  Muskegon  lines. 

Senator  Oobman.  I  am  dividing  it.  I  asked  for  the  gross  receipts 
for  1888  for  the  Orand  Trunk  in  Canada. 

Mr.  HiOKSON.  I  misunderstood  you ;  in  round  figures  it  is  $16^900,000. 

Senator  Oobman.  And  what  on  the  lines  on  the  American  sidef 

Mr.  HiOKSON.  One  million  four  hundred  and  sixty-nine  thousand 
dollars,  say  $1,470,000;  but  that  does  not  include  the  Chicago  and 
Orand  Trunk,  the  receipts  and  exx>enses  of  which  are  given  separately, 
as  are  also  those  of  the  Orand  Haven ;  they  are  in  a  statement  fur- 
nished to  the  Interstate  Commerce  Commissioners. 

Senator  Oobman.  It  is  put  down  in  this  a|bten]ent  that  your  gross 
earnings  on  the  roads  which  you  operate,  lease,  own,  or  ^control  is 
$6,196JS55.29. 

Mr.  HiCKSON.  Well,  those  figures  can  be  got  from  the  returns.  I  am 
afraid  I  have  not  got  them  with  me. 

Senator  Oobman.  I  suppose  that  is  the  return  made  to  the  Commis- 
sion by  your  company. 

Mr.  HiGKSON.  In  all  probability.  You  are  referring  to  a  judgment 
of  Commissioner  Schoonmaker,  are  you  not  Y 
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Senator  Gobman.  Yes. 

Mr.  HiOKSON.  Probably  compiled  from  some  retams  to  the  Inter- 
state Commerce  Commission,  or  made  up  by  the  clerk  of  the  Commis- 
sion. 

Senator  Gobmai?.  What  do  yon  make  the  receipts  of  all  combined — 
of  everything  you*  control  1 

Mr.  HiGKSON.  I  do  not  think  I  have  that  prepared,  bat  I  may  be  able 
to  give  it  to  yon  by  going  over  the  several  returns.  I  understand  that 
what  you  want  are  the  receipts  of  the  Grand  Trunk  and  the  American 
lines  combined,  and  the  receipts  of  the  Grand  Trunk  in  Canada,  and 
the  gross  tonnage  f 

Senator  Gobman.  Yes. 

Mr.  HiOBBON.  It  is  as  follows : 


Tear  1888. 

Aggregate  rnoeipts  of  the  lines  of  the  Grand  Trunk  Bail  way  in  Canada.  $16, 900, 000 
Aggregate  receipts  of  the  lines  operated  by  and  in  connection  with  the 
Qrand  Tmnk  Bailway  in  the  United  States 5,839,000 

22,739,000 


Aggregate  tonnage  moved  by  the  Grand  Trank  linee  in  Canada 6, 959, 481 

Aggregate  tonnage  moved  by  the  lines  operated  by  and  in  connection  ' 
with  the  Grand  Trnnk  Bailway  in  the  United  States 4, 604, 261 

11, 563. 742 

Senator  Gobman.  What  percentage  of  receipts  does  it  cost  to  operate 
the  Grand  Trunk  in  Canada  f 

Mr.  HiOKSON.  It  varies  from  69  to  75  per  cent.  It  depends  on  the 
weather  somewhat. 

Senator  Gobman.  What  does  it  average,  taking  a  period  of  five  years  Y 

Mr.  HiGKSON.  I  can  not  really  quote  it  without  adding  up  the  gross 
figures  and  mabing  a  computation.    Perhaps  not  less  than  72  percent. 

Senator  Gobman.  Now,  do  you  get  any  aid  from  the  Canadian  Gov- 
ernment in  any  way  to  keep  up  your  roadf 

Mr.  HiCKSON.  No,  sir;  none. 

The  Chaibman.  Tour  road  is  purely  a  commercial  roadt 

Mr.  HiCKSON.  We  get  a  scanty  sum  for  carrying  the  mails. 

The  Chaibman.  Your  road  is  a  commercial  road  and  the  Canadian 
Pacific  is  a  political  road;  is  that  not  about  itt 

Mr.  HiGKSON.  I  would  rather  not  characterize  the  Canadian  Pacific 
as  a  political  road,  but  the  Grand  Trunk  is  a  commercial  road,.carrying 
on  business  on  business  principles,  and  operated  to  give  facilities  to  the 
country  through  which  it  passes. 

Senator  Gobman.  On  a  capital  of  two  hundred  millions  and  18  per 
cent,  net  receipl^s  and  72  per  cent,  operating  expenses  your  earnings 
are  about  $18,000,000. 

Mr.  HiGKSON.  You  asked  me  as  to  working  expenses  for  an  av- 
erage. I  wish  to  say  that  what  I  have  stated  as  to  the  average  work- 
ing expenses  is  an  estimate. 

The  Chaibman.  If  there  is  nothing  further  to  ask  of  Mr.  Hickson  we 
will  excuse  him.  We  thank  you,  Mr.  Hickson,  for  your  kindness  in 
coming  here,  and  your  patience  in  allowing  yourself  to  go  through  such 
a  lengthy  examination.  You  can  add  to  your  statements  here  Uie  data 
which  have  been  called  for. 

Mr.  HrcKSON.  Now,  gentlemen,  1  wish  to  say  that  if  you  want  me 
at  any  time  I  will  be  glad  to  attend,  and  to  give  you  any  information 
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that  I  can,  and  if  yon  are  in  Canada  I  will  be  glad  to  show  yon  all  that 
yoa  may  wish  to  see  abont  the  Grand  Tmnk  road  and  its  affairs  on  the 
spot 

I  wonid  ask  to  be  supplied  with  a  copy  of  the  evidence  that  I  have 
given,  in  case  I  might  like  to  make  corrections  in  it. 

Senator  Hisgook.  I  wonld  Uke  to  have  Mr.  HieksoD  furnished  with 
the  evidence  taken  of  Mr.  King,  and  the  others,  with  reference  to  the 
steps  which  we  think  should  t^  taken  to  improve  or  amend  this  inter- 
state commerce  act. 

The  Chaibman.  The  testimony  will  be  printed,  and  Mr.  Hickson 
will  see  it  * 

Mr.  HiOKSON.  What  I  want  is  to  have  the  evidence  that  I  have  given 
in  order  to  correct  it  in  any  particular  in  which  I  may  have  fallen  into 
error. 

STATEKEirr  OF  8.  H.  FELTOV,  JB. 

Mr.  8.  M.  Felton,  Jr.,  first  vice-president  of  the  Kew  York,  Lake 
Erie  and  Western  Bailroad,  appeared. 

The  Chaibman.  What  is  your  name  and  business  f 

Mr.  Felton.  8.  M.  Felton,  jr. ;  I  am  first  vice-president  of  the  New 
York,  Lake  Erie  and  Western  Bailroad. 

The  Ohaibman.  Have  you  any  special  control  of  the  traffic  business 
of  that  road  f 

Mr.  Felton.  Yes,  sir;  that  is  under  my  jurisdiction. 

The  Ohaibman.  You  have  been  listening  to-day  to  what  has  been 
said  here,  and  doubtless  have  read  something  of  what  in^as  stated  here 
on  yesterday. 

Mr.  Felton.  I  read  what  the  papers  had  to  say  on  the  subject. 

The  Chaibman.  Can  you  give  the  committee  any  information,  in  ad- 
dition to  what  we  have  had  from  Mr.  King,  in  relation  to  the  traffic  of 
your  road,  or  do  you  not  know  what  he  saidf 

Mr.  Felton.  I  do  not  know  just  what  he  said,  but  I  could  answer 
any  questions  that  you  might  wish  to  ask  me  in  reference  to  it. 

The  Chaibman.  What  are  the  terminals  of  your  road  1 

Mr.  Felton.  Kew  York,  Buffalo,  Dunkirk,  and  Piermont  on  the 
Hudson.  Those  are  the  terminals  of  the  original  Erie  road,  or  what  is 
called  the  Brie  proper.  Then  there  is  the  New  York,  Pennsylvania, 
and  Ohio  Boad,  which  goes  to  Cincinnati,  Cleveland,  and,  by  the  Chi- 
cago and  Atlantic,  to  Chicago. 

The  Chaibman.    Is  that  a  part  of  the  Grand  Trunk  system  f 

Mr.  Felton.  Ko,  sir. 

The  Cff  AiBMAN.  What  is  it,  then  1 

Mr.  Felton.  It  is  a  line  running  south  of  the  lakes. 

The  Chaibman.  Is  it  entirely  in  the  United  States f 

Mr.  Felton.  Yes,  sir. 

The  Chaibman.  Have  you  any  business  relations  or  connections  with 
the  Grand  Trunk  f 

Mr.  Felton.  Yes,  sir. 

The  Chaibman.  Just  the  ordinary  business  connections  f 

Mr.  Felton.  We  have  quite  intimate  connections  with  the  Grand 
Trunk. 

The  Chaibman.  What  are  they  f 

Mr.  Felton.  Our  connection  with  them  is  at  International  Bridge 
and  Suspension  Bridge. 
>  The  Ohaibman.  At  those  two  bridges  f 
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Mr.  Felton.  Yes,  sir ;  we  exchange  passenger,  freight,  and  coal  traf- 
fic with  them. 

The  Gi^AiBHAN.    On  what  terms  f 

Mr.  Felton.  On  the  basis  of  divisions  that  have  been  in  force  for  a 
number  of  years  by  all  lines  east  of  BafEnlo. 

The  Chairman.  Are  yon  getting  any  differential  in  yoor  arrange- 
ment with  these  other  trunk  lines  f 

Mr.  Felton.  We  have  a  differential  on  our  west-bound  business 
oatof  Kew  York  City  and  out  of  ^ew  England,  ranging  from  5  cents  a 
hundred  pounds  on  first  class  down  to  a  cent  a  hundred  on  sixth  class. 

Senator  Platt.  Whether  the  freight  goes  o^er  the  Orand  Trunk  or 
nott 

Mr.  Felton.  Yes,  sir;  on  any  of  our  connections. 

The  Chairman.  What  are  your  connections  f 

Mr.  Felton.  One  connection  is  by  Salamanca,  one  by  Buffalo  and 
the  Kickel  Plate,  and  one  by  the  bridges  and  the  Orand  Trunk  road. 

Senator  Platt  (to  the  chairpaian).  Ask  Mr.  Felton  why  that  differ- 
ential is  necessary. 

The  Chairman.  Senator  Platt  wants  to  know  why  that  differential  is 
necessary. 

Mr.  Felton.  Prior  to  the  passage  of  the  interstate-commerce  law  we 
had  the  pooling  system,  under  which  we  worked,  and  under  that  sys- 
tem the  Erie  road  was  allowed  a  certain  share  of  tbe  traffic.  We  found 
that  under  the  operation  of  the  interstate-commerce  law  and  its  observ- 
ance, as  we  understood  it,  we  were  losing  ground  and  losing  traflBc,  and 
we  made  application  to  the  otber  roads  for  what  is  known  as  a  differ- 
ential to  enable  us  to  carry  our  fair  share  of  the  business. 

Senator  Platt.  Have  you  not  as  short  a  line  to  Chicago  as  any  road  t 

Mr.  Felton.  No,  sir;  the  Pennsylvania  road  has  the  shortest  line. 

The  Chairman.  Why  did  you  lose  business  under  the  operation  of 
the  interstate-commerce  act  or  its  observance  t 

"Mr.  Felton.  It  is  very  difficult  to  say.  We  think  we  lost  a  good 
deal  of  business  because  we  maintained  rates. 

The  Chairman.  Do  you  mean  to  say  your  rates  were  higher  than  on 
the  other  truiik  lines  f 

Mr.  Felton.  7es,  sir ;  I  think  that  we  probably  misinterpreted  the 
law,  or  at  least  interpreted  it  more  rigidly  than  our  competitors  did. 

The  Chairman.  Do  you  mean  to  say  that  you  obeyed  the  law  and 
your  competitors  did  not) 

Mr.  Felton.  That  is  exactly  what  I  mean. 

The  Chairman.  You  do  iiot  mean  that  your  published  rates  were 
higher  than  those  of  the  other  roads  t 

Mr.  Felton.  Our  published  rates  were  the  same,  but  I  think  we  were 
charging  more  than  some  of  our  competitors  charged,  not  more  than 
the  New  York  Central,  however. 

The  Chairman.  You  think  that  is  the  reason  you  lost  business f 

Mr.  Felton.  Yes,  sir. 

The  Chairman.  And  it  was  a  violation  of  the  law  by  the  other  roads, 
some  of  them,  at  least,  that  resulted  in  your  losing  a  good  deal  of  busi- 
ness! 

Mr.  Felton.  They  did  not  consider  it  a  violation  of  the  law.  I  be- 
lieve the  Interstate  Commerce  Commissioners  themselves  were  in  doubt 
about  the  law  as  applying  to  joint  tariffs;  and  all  the  business  referred 
to  was  done  on  joint  tariffs. 

The  Chairman.  It  was  on  the  joint-tariff  business  that  this  cutting 
was  done,  if  there  was  anyt 
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Mr.  Fblton.  Yes,  sir. 

The  Ghaibman.  Bo  BOt  the  amendments  recently  passed  correct 
tbatt 

Mr.  Felton.  Yes,  sir ;  I  think  they  do. 

The  Chairman.  Do  yon  think  yoa  are  on  as  good  a  footing  now  to 
get  business  as  they  aref 

Mr.  Felton.  I  think  we  are,  if  the  law  is  olnidrved. 

The  Chairman.  Is  there  any  reason,  then,  why  yoa  shonld  receive 
that  differential  nowf 

Mr.  Felton.  Yes ;  I  think  so,  nntil  we  get  back  the  traffic  that  we 
have  lost.  We  are  very  mnch  behind  on  business  both  east  and  west 
boand. 

the  operation  of  THE  POOL. 

The  Chairman.  The  presidentof  yoar  road  stated  yesterday  that  yoar 
road  received  aboat  half  a  million  dollars  a  year  under  the  pooling 
system. 

Senator  Harris.  His  statement  was  that  the  Erie  road  lost  a  half  a 
million  dollars  a  year  by  reason  of  the  abolition  of  the  pooling  system 
under  the  interstate  commerce  act. 

Mr.  Felton.  Well,  I  will  give  you  an  idea  of  just  how  it  has  been- 
ronning  by  going  back  to  the  time  when  pools  were  first  formed.  On 
the  west- bound  business  from  New  York  during  the  period  from  July 
1, 1877,  to  March  31, 1887 

Senator  Harris.  Was  that  the  beginning  of  the  pooling  system  t 

Mr.  Felton.  Yes  sir,  up  to  the  taking  effect  of  the  interstate  com- 
merce law.  For  a  period  of  ten  years  prior  to  the  passage  of  the  inter- 
state commerce  law  the  Erie  road  on  wesfc-bonnd  business  from  New 
York  aggregating  in  gross  revenue  $11,577,000  was  short  $482,103,  as 
computed  under  the  pooling  agreement. 

The  Chairman.  Nearly  a  half  a  million  dollars.  ^ 

Mr.  Felton.  Yes,  sir. 

The  Chairman,  in  one  year. 

Mr.  Felton.  Oh,  no;  in  ten  years. 

The  Chairman.  When  you  came  under  the  interstate  commerce  law 
what  was  the  effect. 

Mr.  Felton.  I  will  show  you.  During  the  twelve  months  ending 
March  31,  1888— that  is  the  first  year  of  the  operation  of  the  interstate 
commerce  law — ^the  Erie  road  fell  behind  on  New  York  west-bound 
business  the  amount  I  have  referred  to  in  the  former  statement, 
$248,527. 

The  Chairman.  That  was  during  the  first  twelve  months  of  the 
operation  of  the  interstate  commerce  law  f 

Mr.  Felton.  Yes,  sir. 

Senator  Harris.  Both  of  these  statements  refer  to  west-bound  busi- 
ness only  f 

Mr.  Felton.  Yes,  sir;  they  refer  to  business  from  New  York.  For 
ten  years  the  Erie  shortage  on  that  business  was  about  $425,000,  an 
average  of  $42,500  per  annum.  For  the  one  year  after  the  passage  of 
the  law  it  was  $248,000. 

The  Chairman.  What  was  it  on  freight  coming  this  way  f 

Mr.  Felton.  I  will  give  that.  On  the  east-bound  dead  freight,  which 
is  a  separate  division  and  which  only  covers  the  period  from  March  15, 
1882,  to  March  31, 1887— that  is  five  years— the  Erie  road  was  $440,000 
behind  under  the  pooling  system  ;  an  average  of  $88,000  per  annum. 
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In  the  first  year  of  the  operation  of  the  interstate  commerce  law  the 
Erie  road  was  short  $157,108  on  this  basiness. 

The  Ghaibman.  What  was  the  total  shortage  fqr  a  year  f 

Mr.  Felton.  The  average  was  $88,000  a  year.  I  am  not  giving  you 
Mr.  Edng's  figures ;  I  am  giving  yon  the  figures  in  detail ;  he  only  gave 
them  in  the  aggregate. 

This  question  requires^  good  deal  of  explanation ;  I  want  to  make  it 
clear.  What  I  saw  stated  in  the  papers  was  not  clear.  Mr.  King  said 
this  morning  that  he  would  like  to  have  me  explain  it  to  the  committee. 

There  is  another  class  of  traffic,  known  as  the  Kew  York  live-stock 
traffic,  that  has  been  kept  as  a  separate  division,  or  was  so  under  the 
pooling  system,  and  on  this  class  of  business  during  the  period  from 
1879  to  1887  the  Erie  road  was  short  $158,152;  an  average  of  $19,770 
per  annum. 

Senator  Platt.  In  what  was  the  Erie  short  t 

Mr.  Felton.  In  revenue;  that  is,  for,  say,  eight  years. . 

Senator  Platt.  I  was  going  to  ask  what  your  share  was  and  how  it 
was  arrived  at. 

Mr.  Felton.  In  the  first  place,  before  pools  were  formed,  there  was 
a  contest  among  the  various  trunk  lines  over  all  traffic,  and,  as  you 
probably  remember,  they  had  rate  wars  frequently. 
*  Senator  Platt.  The  share  of  a  road  was  what  it  got  in  the  fight  f 

Mr.  Felton.  That  question  went  to  arbitration.  The  practical  re- 
sult of  that  arbitration  was  that  the  roads  were  allowed  the  tonnage 
that  they  were  able  to  carry  under  the  free  fight,  and  in  that  way  the 
Erie  road  secured  the  various  percentages  that  were  awarded  it  under 
these  agreements. 

In  the  live>stock  and  dressed-beef  division,  in  the  first  year  of  the 
operation  of  the  interstate  commerce  law,  the  Erie  road  was  behind 
$169,433,  more  than  the  whole  shortage  in  the  previous  eight  years. 

Seoator  Hisgook.  I  would  like  to  ask  Mr.  Felton,  Mr.  Chairman,  in 
this  connection,  if  it  will  not  interfere  with  your  line  of  examination, 
this  question :  If  you  recollect,  Mr.  King  and  Mr.  Depew  seem  to  have 
difiered  in  respect  to  the  nature  of  this  shortage;  at  least,  some  of  us 
understood  Mr.  King  to  say  that  this  shortage  was  made  up  to  them  in 
the  payment  of  money  by  the  pool  without  the  Erie  road  having  car- 
ried the  freight  which  would  earn  it.  I  understood  Mr.  Depew  to  say 
that  the  freight  to  earn  the  money  was  arbitrarily  transferred  to  the 
Erie,  so  that  toey  carried  their  arbitrary  part  of  the  freight  under  the 
pooling  arrangement,  and  the  other  roads  paid  to  the  Erie  what  the 
carrying  was  worth. 

The  Ghaibman.  State  the  exact  facts  in  reference  to  the  manner 
in  which  those  things  were  settled  and  the  basis  of  settlement. 

Mr.  Felton.  I  would  like  to  make  just  one  statement,  and  then  I 
will  have  completed  what  I  was  saying. 

The  Chairman.  Certainly. 

Mr.  Felton.  During  the  whole  period  prior  to  the  passage  of  the 
interstate  law  covered  by  all  these  various  pools,  the  Erie  road  was 
behind  $1,080,277. 

Senator  Gorman.  In  what  time  f 

Mr.  Felton.  That  covers  in  one  division,  ten  years;  on  another,  eight 
years ;  on  another,  five  years ;  and  on  another,  three  years.  It  would  be 
pretty  hard  to  make  an  average,  because  the  tonnage  varies  so  That 
is  an  average  of  seven  years,  I  should  say.  That  shows  the  effect  of 
the  interstate  commerce  act  on  the  revenues  of  the  Erie  road. 
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Senator  Platt.  The  basis  of  your  shortage  in  each  case  was  what 
was  allowed  yoa  by  the  pool,  was  it  not  t 

Mr.  Felton.  Yes,  sir. 

Senator  Gobman.  That  is  what  Mr.  "EAng  stated. 

Mr.  f^LTON.  Yes,  sir.  Fow,  Mr.  King  gave  you  the  aggregate  for 
two  years,  and  made  it  a  million  dollars,  and  from  that  yon  draw  the 
inference  that  it  was  a  half  a  million  dollars  a  year. 

Senator  Habbis.  Under  the  operation  of  the  pool  was  that  shortage 
made  up  to  the  Erie  road  f 

Mr.  Felton.  That  shortage  was  made  up  to  the  Erie  road  in  two 
ways.  In  one  pool  it  was  made  up  by  paying  the  entire  revenue  to  the 
Erie  road. 

Senator  Habbis.  Paid  in  money  f 

Mr.  Felton.  Yes,  sir :  in  money,  representing  its  shortage.  If  the 
Erie  happened  to  run  behind  in  one  month  five  thousand  tons,  and  the 
New  York  Central  ran  over  five  thousand  tons,  the  treasurer  of  the 
New  York  Gentral  paid  the  treasurer  of  our  road  the  entire  gross  rev- 
enue on  that  shortage.  In  other  words,  the  New  York  Gentral  had  to 
pay  for  over-carrying  the  five  thousand  tons. 

Senator  HiscooK.  And  the  Erie  road  carried  no  fireight,  and  received 
that  money  f 

Mr.  Felton.  It  received  it  for  maintaining  rates. 

The  Chairman.  That  is  a  pretty  easy  way  of  getting  money. 

Mr.  Felton.  I  will  explain  that.  The  great  difficulty  we  had  under 
the  pooling  system  was  in  the  fact  that  we  could  not  enforce  our  agree- 
ment, and  we  were  always  living  in  fear  of  some  rupture.  The  result 
was  that  there  was  always  a  temptation  on  the  part  of  some  of  the  lines 
to  keep  up  their  proportion,  to  carry  their  share  of  the  business,  so  that 
if  any  break  came  they  would  not  be  out  of  pocket.  Now,  if  we  had 
legalized  pooling  we  could  maintain  rates  absolutely,  and  feel  that  we 
were  going  to  get  our  revenue  anyhow. 

Senator  HisoooK.  Was  that  arrangement  at  any  time  changed,  so 
that  if  you  fell  short  on  freight  one  month  that  then  the  pool  trans- 
ferred to  you  arbitrarily  freight  to  carry  to  make  it  up  f 

Mr.  Felton.  That  was  tried,  but  it  was  so  unsatisfactory  to  the 
shippers  that  it  was  never  carried  out  to  any  extent. 

Senator  Habbis.  I  think  you  said  that  there  were  two  methods  of 
making  up  the  amount.    You  have  stated  one ;  give  us  the  other. 

Mr.  Felton.  The  other  method  was  by  the  payment  of  the  net  earn- 
ings. 

Senator  Habbis.  And  that  was  paid  in  cash  t 

Mr.  Felton.  Yes,  sir.  It  was  on  the  east-bound  pool.  The  com- 
missioner figured  the  net  earnings  accruing  from  the  transportation  of 
the  traffic,  and  the  road  which  was  short  received  the  net  earnings. 

Senator  Habbis.  But  in  each  instance  you  were  compensated  for 
your  shortage  in  cash  and  not  by  carrying  freight  assigned  to  you  by 
the  pool  f 

Mr.  Felton.  As  I  said,  the  pool  made  an  effort  to  divert  freight,  but 
it  was  never  satisfactory. 

Senator  Habbis.  It  was  prosecuted  only  to  a  limited  extent  f 

Mr.  Felton.  Yes,  sir. 

The  Chaibman.  So  that,  as  a  matter  of  fact,  the  Erie  road  received 
that  million  of  dollars  without  earning  it  t 

Mr.  Felton.  I  should  not  say  without  earning  it. 

The  Chaibman.  I  mean  without  carrying  the  traffic  that  would  earn 
it  if  it  had  the  business. 
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Senator  P;.att.  The  Erie  received  it  for  maintaining  rates,  he  said, 
I  think. 

Mr.  Felton.  That  is  the  answer.  I  want  to  make  this  point,  thiCt  if 
that  pool  had  been  a  legal  pool,  and  one  that  conld  be  enforced,  the 
Erie  road  woold  not  have  received  mnch  of  that  money  fh>m  the  New 
York  Oentral  and  the  Pennsylvania,  who  practically  paid  it. 

Senator  Harbis.  Suppose  yon  had  no  pool,  what  would  have  been 
the  result  t    Would  you  have  got  that  business  I 

Mr.  Felton.  The  result  would  have  been  that  we  would  have  had 
that  $1,000,600  in  our  treasury  and  would  have  done  some  extra  work 
for  it,  as  our  range  of  rates  would  have  been  lower. 

The  Chairman.  Would  that  have  hurt  anybody  if  you  had  receive<l 
the  money  you  expected,  and  earned  it,  and  the  rates  were  lower ;  the 
people  would  have  got  the  benefit  of  it,  would  they  notY 

Mr.  Felton.  I  think  not. 

The  Chairman.  Why  not! 

Mr.  Felton.  For  the  reason  that  there  would  have  been  a  fluctua- 
tion of  rates,  which  is  always  undesirable  to  the  shipper.  Our  patrons 
say  that  what  they  want  is  uniform  rates.  They  do  not  want  low  rates. 
They  do  not  want  to  ship  grain  to  the  sea-board  this  month  and  have  a 
competitor  come  in  and  ship  his  grain  next  month  to  the  sea-board  for 
half  the  rate  they  paid  the  previous  month. 

Senator  Hisgook.  Your  understanding  is  that  the  shippers  are  al- 
ways opposed  to  a  war  in  rates  f 

Mr.  Felton.  Yes,  sir ;  except  a  few  who  get  the  benefit  of  it.  They 
get  the  b^ieflt  of  it  one  time  and  the  next  time  they  do  not  ^  the  next 
time  some  one  else  gets  it. 

Senator  Plao^j.  Your  effort  now  is  to  get  back  the  business  which 
you  lost  and  which  you  had  under  the  old  pool. 

Mr.  Felton.  It  is  practically  to  even  up  our  tonnage. 

differential  rates. 

The  Chairman.  When  you  get  the  million  dollars  back,  then  will 
they  stop  the  differential  you  are  receiving  Y 

Mr.  Felton.  Yes,  sir;  we  will  waive  the  differential;  we  wOl  give 
it  up. 

The  Chairman.  Do  you  regard  yourselves  now  as  capable  of  com- 
peting with  the  other  lines  without  disadvantage  to  yourselves  f 

Mr.  Felton.  Ko,  sir ;  I  think  not ;  I  think  there  is  a  feature  of  the 
case  that  probably  you  will  appreciate.  Since  the  passage  of  the  in- 
terstate commerce  law,  instead  of  going-to  a  man  and  offering  him  a 
rebate  to  secure  his  business,  the  st]K)ng  lines  like  the  Pennsylvania 
and  the  Kew  Yoisk  Central  go  to  him  and  say,  '<  We  will  put  your 
freight  through  from  !New  York  to  Chicago  in  sixty  hours,  or  in  three 
days."  That  fast  time  has  the  effect  of  a  rebate  in  securing  his  busi- 
ness, especially  if  it  is  high-class  business  that  has  to  have  fast  move- 
ment. We  labor  under  a  serious  disadvantage  there.  The  Pennsyl- 
vania and  the  Few  York  Central  have  better  facilities ;  their  lines  are 
double-tracked ;  they  have  lower  grades,  and  their  fund  for  improve- 
ments is  very  much  larger,  and  they  are  constantly  spending  money 
that  the  Erie  can  not  spend. 

The  Chairman.  So  that  you  think  you  ought  to  have  your  differen- 
tial still  t 

Mr.  Felton.  It  looks  to  me  from  present  developments  that  when 
we  even  up  this  business  which  we  lost  we  will  find  that  the  Pennsyl- 
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'  Tania  and  the  New  Tork  Central  facilities  are  so  far  ahead  of  oars  tiiat 
i?e  can  not  keep  up,  and  we  will  have  to  have  the  diflerential  on  that 
account.  We  are  what  is  called  a  weak  line.  The  Pennsylvania  and 
the  New  York  Central  are  the  only  lines  that  charge  the  full  tariff  rate. 
The  Lackawanna,  West  Shore,  Ontario  and  Western,  Lehigh  Valley, 
and  Grand  Trunk  all  have  differentials. 

The  Chairman.  Do  they  receive  a  differential  now  t 

Mr.  Felton.  Tes,  sir,  on  west-bound  business;  and  so  does  the  Bal- 
timore and  Ohio.  too. 

The  Chairman.  But  these  roads  do  not  receive  it  on  east-bound 
business. 

Mr.  Felton.  They  do  not  except  on  dressed  beef. 

The  Chairman.  Why  should  there  be  a  west-bound  differential  and 
not  an  east-bound  differential  f 

Mr.  Felton.  I  suppose  it  is  for  the  reason  I  gave  yon  heretofore, 
that  the  better  facilities  of  the  Pennsylvania  and  New  York  Central 
lines  on  west-bound  business  have  made  that  a  very  important  factor. 
Now,  since  the  act  was  passed  this  condition  has  grown  up,  and  we 
find  ourselves  embarrassed  by  the  better  facilities  of  our  competitors. 

THE  CANADIAN  LINES. 

• 

The  Chairman.  One  of  the  purposes  of  this  investigation,  as  yon 
doubtless  understand,  Mr.  Felton,  is  to  ascertain  whether  under  the 
.  system  of  law  that  we  have^  under  the  interstate  commerce  act,  the 
Canadian  roads  are  getting  any  advantage  over  our  roads.  You  deal 
with  the  Grand  Trunk,  I  believe,  and  you  are  a  competitor  also,  as  I 
understand  from  Mr.  King,  of  the  Orand  Trunk. 

Mr.  Fklton.  Yes,  sir ;  we  are. 

The  Chairman.  Do  they  get  any  advantage  over  your  road  by  the 
enforcement  of  the  interstate  commerce  act  Y 

Mr.  Frlton.  They  do  not  get  any  advantage  with  our  assistance. 
What  I  mean  by  that  is  that  we  dp  not  give  them  any  advantage  from 
Buffalo  to  New  York  as  against'  our  own  line  from  Chicago  to  New 
York.  Any  advantage  they  would  get  would  be  derived  from  their 
own  line  between  Buffalo  and  Chicago. 

The  Chairman.  It  was  stated  to-day  that  the  Grand  Trunk  observed 
the  interstate  commerce  act  just  as  rigidly  as  though]ithey  were  in  the 
United  States  on  all  business  that  comes  into  the  United  States  or 
begins  in  the  United  States  and  goes  into  Canada  or  through  Canada 
and  into  the  United  States  again. .  Do  you  know  whether  that  is  true 
or  not  t  ^  ^ 

Mr.  Felton.  I  do  not  know  anything  to  the  contrary. 

The  Chairman.  Do  you  think  there  ought  to  be  any  legislation  to 
protect  American  railroad  interests  as  against  Canadian  railroad  inter- 
ests more  than  we  have  already  f 

Mr.  Felton.  I  think  that  the  Canadian  lines  should  be  placed  on 
exactly  the  same  footing  as  are  the  American  lines. 

The  Chairman.  In  what  respect  t 

Mr.  Fblton.  There  are  several 

Senator  Harris.  I  do  not  think  you  understood  the  chairman's  ques- 
tion. It  was  whether  there  should  be  any  legislation  by  Congress  to 
protect  American  railroad  interests  as  against  Canadian  railroad  inter- 
ests beyond  what  we  have  already. 

Mr.  Fblton.  I  take  it,  it  is  within  the  power  of  Congress  to  compel 
the  Canadian  railroads  to  conform  to  our  laws  if  they  want  to  do  busi- 
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ness  in  the  United  States,  bnt  I  do  not  suppose  it  is  within  the  power 
of  Congress  to  regaiate  traffic  in  Canada. 

The  C^AIRMAN.  The  Canadian  roads  say  they  are  conforming  to  the 
interstate  commerce  act. 

Mr.  Fblton.  Then  they  certainly  would  not  object  to  having  the  law 
applied  to  them  as  it  is  to  us. 

The  Chairman.  They  do  not  have  any  objection. 

Mr.  Fblton.  1  do  not  suppose  they  would. 

The  Chairman.  You  heard  what  Mr.  Hickson  stated  here  to-day, 
did  yon  not  t 

Mr.  Felton.  Yes.    I  think  he  states  the  case  correctly. 

The  Chairman.  Do  you  know  of  any  reason  why  there  should  be  any 
change  of  legislation  in  respect  to  the  railroads  of  the  country  on  ac- 
count of  the  business  which  it  has  been  shown  is  being  done  on  these 
Canadian  roads  in  the  United  States  t 

Mr.  Felton.  I  do  not  know  how  to  answer  that.  I  can  make  this 
statement,  however,  that  I  believe  the  Orand  Trunk  and  the  Canadian 
Pacific,  the  Canadian  Pacific  particularly,  have  profited  by  the  passage 
of  the  interstate  commerce  law. 

The  Chairman.  In  what  respect  Y 

Mr.  Felton.  On  their  traffic  in  the  United  States. 

The  Chairman.  By  violating  the  law  f 

Mr.  Felton.  I  do  not  want  to  say  that;  but  take  the  case  of  the 
Canadian  Pacific.  The  Canadian  Pacific  is  in  a  position  to  make  any 
concession  they  want  on  the  traffic  they  draw  from  the  United  States, 
and  they  can  manipulate  it  without  our  knowing  anything  about  it  and 
without  the  Interstate  Commerce  Commission  knowing  ailything  about 
it. 

Senator  Oorman.  What  do  you  mean  by  "  manipulating! " 

Mr.  Felton.  I  mean  this :  They  have  a  ]ine  now  to  St.  Paul  and  Min- 
neapolis. The  large  flour  tonnage  that  we  formerly  received  from  St. 
Paul  and  Minneapolis  is  beiug  very  largely  diverted  by  the  Canadian 
Pacific  road.  This  tonnage  goes  over  this  new  mad  to  the^Sanlt,  and 
then  over  the  Canadian  Pacific  for  export,  and  we  practically  do  not  get 
any  of  it. 

It  is  very  easy,  it  seems  to  me,  for  those  gentlemen  on  their  own  main 
line  in  Canada,  to  make  such  arrangements  as  will  cause  that  business 
to  take  that  route.  I  do  not  know  how,  but  if  I  were  there  I  think  I 
should  find  a  way  to  get  that  business.    [Laughter.] 

The  Chairman.  Would  they  not  naturally  get  it  I 

Mr.  Felton.  No,  sirj  I  think  not. 

The  Chairman.  Why  not  t 

Mr.  Felton.  It  is  a  long  and  circuitous  route  and  not  the  natural 
road  for  the  business  when  it  has  to  come  through  to  New  England  and 
New  York. 

The  Chairman.  It  starts  in  Minneapolis  and  lands  in  Portland  or 
Boston  t 

Mr.  Felton.  Tes,  sir ;  or  Montreal  or  Liverpool,  and  some  oi  it  comes 
to' New  York. 

The  Chairman.  According  to  Mr.  Hickson's  statement,  he  regards 
that  sort  of  shipment  entirely  under  the  interstate  commerce  act. 

Mr.  Felton.  I  am  now  speaking  of  the  Canadian  Pacific. 

The  Chairman.  But  I  am  giving  you  the  view  Mr.  Hickson  takes  of 
his  road  obeying  the  law  under  this  state  of  affairs, 

Mr.  Felton.  All  right,  sir. 
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THE  GRAND  TRUNK'S  TRAFFIC  FROM  CmCAOO. 

The  Chairman.  There  has  been  a  vast  increase  in  the  traffic  carried 
by  the  Grand  Trunk  this  year  as  compared  with  the  previous  year.  What 
have  you  to  say  about  that  t 

Mr.  Felton.  Mr.  King  referred  to  the  dead  freight  movement  on  the 
Chicago  and  Grand  Trunk  out  of  Chicago.  It  has  been  quite  heavy  so 
for  in  1889. 

The  Chairman.  Has  the  freight  been  heavier  than  heretofore  t 

Mr.  Feltoit.  Te&j  sir;  running  up  one  week  to  39  per  cent. 

The  Chairman.  What  is  the  explanation  of  that  Y 

Mr.  Felton.  I  do  not  know.  I  am  not  as  familiar  with  the  situation 
at  Chicago  as  I  am  at  this  end,  but  I  have  no  doubt  you  will  get  some 
explanation  from  Mr.  Newell  and  Mr.  Ledyard,  who  are  more  directly 
interested  in  that  question,  as  they,  in  connection  with  the  Pennsylvania 
road,  control  the  strong  roads  out  of  Chicago.  They  are  directly  in 
competition  with  the  Grand  Trunk  system,  and  can  probably  give  yo 
some  explanation  of  it.  That  business  does  not  go  altogether  through 
Canada,  or  at  least  it  does  not  stay  in  Canada.  It  is  distributed  at  the 
Niagara  frontier,  and  some  of  it  comes  to  Boston  and  Portlanil  and 
New  York. 

Senator  Gorman.  Can  that  enormous  increase  be  accounted  for  by 
the  increased  facilities  of  the  Grand  Trunk  at  Chicago  f 

Mr.  Felton.  I  have  never  inspected  their  facilities  at  Chicago.  I 
do  not  know  what  they  are  as  compared  with  the  other  lines  there. 

The  Chairman.  You  mean  at  Chicago  Y 

Mr.  Felton.  Yes,  sir. 

The  Chairman.  They  have  as  good  feu^ilities  as  any  road  running 
into  that  city. 

Senator  Gorman.  I  understand  you  to  say,  Mr.  Felton,  that  unless 
an  inducement  is  offered  the  Grand  Trunk  would  not  get  this  vast  in- 
crease as  compared  with  the  other  lines. 

Mr.  Felton.  There  must  be  a  reason  for  it. 

The  Chairman.  But  you  do  not  know  what  it  is,  do  you  f 

Mr.  Felton.  I  do  not;  I  am  not  familiar  with  that  end  of  the  line. 

Senator  Gorman.  As  a  railroad  expert  and  being  very  well  informed 
cf  the  facilities  offered  by  the  different  trunk  lines,  is  it  reasonable  to 
account  for  this  extraordinary  increase  by  simply  saying  the  Grand 
Trunk  have  increased  their  terminal  facilities  at  Chicago  Y 

Mr.  Felton.  I  should  not  think  that  would  be  a  very  good  explana- 
tion. I  heard  a  gentleman  before  the  Interstate  Commerce  Commission 
explain  that  the  reason  he  carried  nearly  ail  the  grain  to  New  York 
was  becausehe  had  a  great  many  empty  cars.  I  do  not  think  the  Com- 
mission thought  that  a  sufficient  reason,  especially  when  the  other  lines 
had  empty  cars  everywhere. 

Senator  Blair.  Do  you  know  how  long  the  Grand  Trunk  have  had 
these  superior  terminal  facilities  at  Chicago  f  Would  these  facilities 
account  for  this  sudden  increase,  in  your  opinion  f 

Mr.  Felton.  I  asked  Mr.  Hickson  the  same  question,  and  he  gave 
me  the  same  answer  he  gave  you.  He  told  me,  and  I  have  been  given 
to  understand  the  same  thing,  that  they  have  recently  secured  hopper 
scales  for  transferring  grain.  They  take  the  grain  out  of  the  Western 
car,  weigh  it,  put  it  in  the  Eastern  car,  get  the  weight,  and  issue  a  bill 
of  lading,  and  the  whole  thing  is  done  very  promptly.  But  whether 
that  would  make  £ihy  very  great  difference  in  the  tonnage  that  goes  over 
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that  road  I  do  not  know.  If  it  did,  I  shoald  think  the  other  roads 
would  get  the  hopper  scales  very  soon. 

Senator  Oobman.  Is  it  not  perfectly  safe  to  assnme  if  the  Pennsyl- 
vania road,  oi*  the  Erie  road,  or  the  Baltimore  and  Ohio,  or  the  Grand 
Trunk  suddenly  increased  their  business  one-half  on  dead  freight  or  on 
any  class  of  freight  that  there  had  been  an  inducement  offered  to  the 
shipper  in  the  way  of  a  drawback  or  otherwise. 

Mr.  Fblton.  I  have  never  known  it  to  be  otherwise.  It  has  gener- 
ally turned  out  in  the  end,  after  an  investigation,  that  there  has  been 
some  manipulation.    In  the  old  days  of  the  pool  we  so  found  it. 

Senator  Oobman.  Kow,  applying  it  to  the  through  grain  from  Chi- 
cago to  Liverpool,  is  it  within  reasonable  bounds  to  suppose  that  the 
ditterence  could  be  made  by  the  steam-ship  from  Portland  to  Liverpool 
so  much  less  than  from  New  York  to  Liverpool  t 

Mr.  Felton.  Well,  I  do  not  know.  That  question  is  a  very  difficult  one 
to  answer.  The  Pennsylvania  Railroad  have  a  steam-ship  line  of  their 
own,  practically,  or  one  with  which  they  have  such  close  relations  that  it 
amounts  to  a  control;  and  they  name  rates  out  of  Chicago  to  Liverpool, 
and  the  Orand  Trunk  namlB  just  about  the  same.  Then  when  the  Grand 
Truiy^  name  the  rate  first,  the  Pennsylvania  follow.  They  are  the  only 
two  roads  that  have  relations  with  steam-ship  lines  other  than  the  rela- 
tions we  all  had. 

What  the  understanding  between  those  two  lines  and  their  steam- 
ship connections  was  I  do  not  know,  but  the  fact  was  that  they  both 
got  about  the  same  rates,  and  we  could  not  get  anything  like  as  low 
rates.  The  New  York  Central  with  all  their  facilities  here  could  not 
meet  them,  the  Erie  could  bot  meet  them,  the  Baltimore  and  Ohio  could 
not  meet  them. 

Senator  Gobman.  What  is  your  explanation  of  itY  I  would  like  to 
have  your  opinion  of  it. 

Mr.  Felton.  My  theory  has  always  been,  and  it  is  only  a  theory, 
that  there  was  some  understanding  or  contract  or  agreement  between 
the  railroads  and  those  steam-ship  lines  by  which  the  railroads  made  up 
Jto  them  their  loss,  or  guarantied  certain  results  from  their  operations, 
which  was  practically  the  same,  and  under  that  guaranty  the  steam- 
ship was  willing  to  make  whatever  concession  was  necessary  to  get  the 
traffic.  I  think  that  is  generally  accepted  as  the  correct  explanation. 
.  The  Chaibman.  I  was  handed  a  paper  a  few  minutes  ago,  from  which 
I  make  the  following  extract: 

The  east-bouiid  shipments  of  flour,  grain,  and  proTisions  last  week  by  the  lines  in 
the  Central  Traffic  Association — 

What  is  that  Central  Traffic  Association  t 

Mr.  Felton.  It  is  an  association  that  controls  most  of  the  lines  lead- 
ing east  from  Chicago. 

The  Chaibman  : 

Aggregated  14,163  tons,  against  16,149  for  the  preceding  week,  a  decrease  of  1,966 
tons,  and  against  32,:U3  for  the  corresponding  week  last  year,  a  decrease  of  18,150 
tons.  The  Yanderbilt  lines  carried  49  per  cent,  of  the  total  bnsiness,  the  Pennsyl- 
vania lines,  22.5 ;  the  Chicago  and  Grand  Trunk,  17.9  per  cent. ;  the  Baltimore  and 
Ohio,  10.6  per  cent. 

So  it  seems  that  the  proportion  varies  from  time  to  time. 

Mr.  Felton.  It  would  be  very  interesting  for  yon  to  get  those  weekly 
statements  from  the  1st  of  January  and  to  note  the  course  of  the  traffic 
during  that  time. 

Senator  Oobman.  Get  them  from  Mr.  Fink  t 
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Mr.  Fblton.  If  yon  are  goin^  west  yon  can  get  them  in  Chicago. 

The  Board  of  Trade  statements  are  really  the  correct  ones,  because  they 

embrace  all  the  lines.    The  Central  Traffic  Association  statements  do 

not  embrace  all  the  lines. 

Senator  Blaib.  That  statement  is  not  oopfln«d  to  dead  freight,  is  itY 

Mr.  Felton.  Yes,  sir ;  that  is  snpposed  to  apply  to  the  dead  freight. 

OBSEBYANOE  OF  THE  INTERSTATE  LAW. 

Senator  Blaib.  I  would  like  to  ask  your  opinion  upon  one  point,  and 
that  is,  what  your  opinion  has  been,  from  your  experience  heretofore,  as 
to  the  observance  of  the  interstate-commerce  law  f  Have  you  under- 
stood and  believed  that  the  interstate-commerce  law  was  observed  by 
the  Canadian  roads  since  it  went  into  operation  Y 

Mr.  Felton.  It  has  been  very  difficult  to  get  any  information  about 
it,  and  we  conld  not  tell  what  they  were  doing,  if  they  were  doing  any- 
thing.. 

Senator  Blaib.  Have  you  had  an  impression  that  they  were  observ- 
ing it,  as  were  the  American  lines  f 

Mr.  Felton.  I  have  had  an  impression  that  they  have  been  observ- 
ing it  since  the  2d  of  March. 

Senator  Blaib.  How  was  it  prior  to  that  Y 

Mr.  Felton.  I  do  not  think  they  observed  it  any  more  than  the 
American  lines. 

Senator  Blaib.  Well,  did  they  observe  it  to  the  extent  the  American 
roads  did  Y 

Mr.  Felton.  I  could  not  answer  that. 

Senator  Blaib.  Did  the  American  lines  really  pay  any  attention  to 
it  before  the  2d  of  March  Y 

Mr.  Felton.  I  think  they  did  immediately  following  the  passage  of 
the  law  until  the  fall,  and  then  I  do  not  think  they  paid  anv  attention 
to  it  until  the  fall  of  1888. 

Senator  Blaib.  Why  did  they  cease  to  observe  it  until  the  law  was 
made  more  stringent,  until  the  penalties  were  attached  to  violations  Y 

Mr.  Felton.  When  it  was  new  everybody  thought  that  the  Ihw  was 
going  to  be  enforced,  and  nobody  wanted  to  be  the  first  to  violate  the 
law.  We  all  tried  to  mantain  rates  and  see  what  the  result  would  be. 
Then  some  lines  commenced  to  develop  new  plans  for  evading  the  law, 
which  were  perhaps  not  direct  violations,  and  then  business  became  dis- 
turbed, and  one  line  followed  another  nntil  everything  became  loose. 
Before  the  law  was  enacted  a  man  was  paid  a  rebate  of  5  cents  a  hun- 
dred pounds  to  get  his  business.  One  of  the  first  things  that  developed 
after  the  passage  of  the  act  was  that  that  same  man's  clerk  was  under 
salary  from  a  railroad  and  getting  ten  or  twelve  or  fifteen  thousand  dol- 
lars a  year,  and  it  was  not  hard  to  imagine  where  that  money  went. 

The  Chaibman.  A  clerk  in  the  railroad  employ,  do  you  mean  Y 

Mr.  Felton.  No,  sir;  a  clerk  in  the  employ  of  a  shipper.  After 
that  allowances  were  msbde  for  the  use  of  terminals,  for  carting  and  for 
draying,  and  all  that  sort  of  thing. 

The  Chaibman.  By  the  different  railroads  Y 

Mr.  Felton.  Yes,  sir ;  and  finally  the  Commission  commenced  to  ap- 
preciate what  was  going  on,  and  suggested  some  amendments  to  the 
law,  which  had  the  effect  of  scaring  these  people  badly,  and  I  think 
they  stopped  it 

Senator  Blaib.  If  nobody  is  prosecuted  under  the  law,  there  is  no 
result  from  the  law. 
6543 ^9 
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Mr,  Fblton.  No  result. 

Senator  Blair.  Somebody  has  to  be  hung. 

Mr.  Felton.  I  think  the  Commission  shoald  pat  somebody  in  jail^  or 
impose  a  fine. 

Senator  Blair.  Do  you  know  any  case  of  violation  of  law  where  they 
might  apply  itt 

Mr.  Felton.  No,  sir;  I  do  not  from  my  personal  knowledge. 

The  Chairman.  How  is  it  that  men  engaged  in  railroading  are  so 
prone  to  violate  the  law  when  they  think  tHey  are  not  to  be  punished  t 
Other  people  obey  the  law  just  because  they  think  they  ought  to. 

Senator  Hisoogk.  Are  you  sure  about  thatt 

The  CHAiiEUftAN.  There  seems  to  be  a  different  rule  with  reference  to 
railroad  men,  for  they  only  obey  the  law  when  they  fear  punishment 
for  its  violation. 

Mr.  Felton.  Well,  there  are  a  great  many  lines  in  this  couiitry  that 
do  not  do  enough  business  to  keep  them  going,  and  the  railroad  people 
have  to  watch  the  corners  closely  to  keep  up  earnings  and  to  meet  Axed 
charges  and  pay  dividends,  and  when  they  flud  traffic  leaving  them 
they  make  an  investigation  and  discover  that  the  traffic  is  leaving  them 
because  there  is  a  manipulation  of  the  rate,  and  the  result  is  that  the 
road  losing  the  traffic  meets  the  rates  of  the  road  getting  it  in  order  to 
bring  the  traffic  back,  and  in  that  way  they  go  from  bad  to  worse. 

LEGALIZED  POOLING. 

The  Chairman.  If  the  railroad  employes  all  obeyed  the  law,  do  yoa 
think  that  you  would  fare  better  t 

Mr.  Felton.  Yes,  sir ;  I  think  we  would  all  fare  better  and  we  would 
have  more  money,  and  I  think  if  we  could  have  some  fair  way  of  pro- 
tecting what  are  known  as  the  weaker  lines,  under  that  law,  its  opera- 
tion would  be  perfect. 

The  Chairman.  Like  the  other  gentlemen,  you  come  back  to  the 
proposition  of  pooling  as  a  remedy  for  the  situation. 

Mr.  Felton.  Legalize  pooling  under  the  restrictions  that  the  Inter- 
state Commerce  Commission  would  like  to  throw  about  it.  I  take  it 
from  the  Erie  Bailroad  statistics  that  money  belonging  to  us  has  gone 
to  the  Pennsylvania  and  to  the  New  York  Central,  the  strong  lines. 

The  Chairman.  If  your  road  did  not  exist  at  all,  would  the  public  be 
as  well  cared  for  Y 
.  Mr.  Felton.  No,  sir ;  indeed  they  would  jiot. 

The  Chairman.  Would  it  have  business  enough  along  its  line  that 
legitimately  belongs  to  it  to  legitimately  sustain  it  f 

Mr.  Felton.  No,  sir. 

The  Chairman.  How  much  does  it  lack  of  it  1 

Mr.  Felton.  It  is  very  hard  to  separate  the  strictly  local  business 
from  through  business;  but  the  Erie  road  as  originally  built,  if  confined 
within  its  own  limits,  probably  would  have  had  enough  business  origi- 
nating on  its  own  line,  or  at  either  end,  to  take  care  of  the  properties 
existing  then;  but  it  has  grown  and  stretched  out  for  through  business 
and  leased  and  built  lines  and  must  have  through  business  to  sup- 
port it.  ^ 

The  Chairman.  That  stretching  out  was  a  mistake,  was  it  nott 

Mr.  Felton.  No;  I  do  not  think  so.  I  think  that  stretching  out 
was  the  natural  outcome  of  all  the  lines  stretching  out  in  the  West 
The  Pennsylvania  acquired  lines  and  extended  their  route  to  Chicago, 
bd6  the  Erie  bad  to  extend  its  line  West  or  drop  back  into  the  positiou 
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of  a  local  road.  Most  of  the  expenditures  were  made  by  absorbing  lines 
in  existence.  The  Baltimore  and  Ohio  built  a  line  West  as  an  exten- 
sion to  part  of  it8  original  line.  The  Yanderbilts  acquired  lines  already 
in  existence,  and  the  Erie  leased  and  built  lines.  The  Pennsylvania 
did  not  build  a  mile  of  new  line  to  reach  Chicago. 

Senator  Oobman.  In  legalizing  the  pool  would  you  go  as  far  as  to 
regulate  the  rates  to  be  fixed  by  the  railroads  by  first  getting  the-ap- 
proval  of  the  Commission  f 

Mr.  Felton.  I  would  not  hesitate  to  do  that. 

Senator  Gorman.  So  that  the  public  would  participate  in  fixing  the 
rate. 

Mr.  Felton.  We  would  have  stable  rates  then,  because  a  pool  that 
was  legalized  would  be  one  that  we  could  rely  on  always.  Ko  one 
would  violate  it,  because  there  would  be  no  object  in  doing  it. 

Senator  Gorman.  If  that  were  done  would  not  the  public  be  more 
thoroughly  protected  than  it  is  to  day  Y 

Mr.  Felton.  It  would,  because  the  public  to-day  suffer  from  the 
manipulation  of  rates.  Prior  to  the  2d  of  March  I  think  the  public  suf- 
fered a  great  deal.  I  know  of  grain  brought  to  New  York  at  a  straight 
cut  of  2  cents  per  hundred  iK)unds.  The  shipper,  therefore,  on  that 
line  had  a  great  advantage  over  his  competitor,  because  the  other  lines  « 
would  not  make  any  reduction. 

Senator  Blair.  If  this  were  done  through  the  Commission  the  pub- 
lic would  be  represented;  that  is,  the  people  and  the  railroad  would 
agree  upon  tariffs  together,  and  it  would  be  the  work  of  the  two  par- 
ties. 

Mr.  Felton.  Yes;  if  in  the  hands  of  the  Commission. 

Senator  Blair.  By  the  method  suggested  the  people  would  agree 
through  the  Commission. 

Mr.  Felton.  Yes,  sir. 

Senator  Gorman.  Is  it  not  a  fact  that  there  has  been  very  much  less  - 
discrimination  and  favoritism  in  the  way  of  giving  these  special  draw- 
backs to  individuals  and  firms  since  the  x)a8sage  of  this  a<;t  than  was 
the  case  prior  to  it  ? 

Mr.  Felton.  Since  the  passage  of  the  original  act ! 

Senator  Gorman.  Yes. 

Mr.  Felton.  Yes,  sir^  I  should  say  so,  treating  the  two  years  as  a 
whole. 

The  Chairman.  Did  they  not^  stop  rebates  almost  universally  for  a 
time  t 

Mr.  Felton.  Yes,  sir ;  for  five  or  six  months.  Then  they  discovered 
ways  to  avoid  the  law. 

The  Chairman.  Do  you  think  they  have  now  got  back  to  as  reckless 
a  condition  as  existed  before  the  passage  of  the  law  f 

Mr.  Felton.  Very  nearly  so,  before  March.  That  demoralization  of 
last  summer,  1  think,  you  can  charge  partially  to  our  Canadian  connec- 
tions. 

The  Chairman.  You  can  f 

Mr.  Felton.  Yes ;  it  was  in  connection  with  the  lake  and  rail  and 
Canadian  lines  from  New  England  westbound.  They  made  a  reduction 
in  rates  from  Boston,  and  New  York  had  to  go  below  its  usual  rate; 
otherwise  New  York  would  be  charging  higher  than  Boston,  and  so  it 
led  to  as  much  demoralization  of  our  west-bound  business  as  we  had  at 
any  time  in  the  last  five  years. 

♦Senator  Gorman.  Then,  as  I  understand,  you  are  an  advocate  ot 
maint^iping  a  system  of  governmental  supervision  of  rat^&l 
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Mr.  Pelton.  Yes,  sir. 

Senator  Gorman.  And  the  pool — I  ase  the  word  in  the  railroad 
sense — should  be  legalized,  and  the  rates  made  ander  that  pool  should 
be  submitted  first  to  the  approval  of  the  Interstate  Commerce  Commis- 
sion, and  then  after  that  approval  be  pat  in  force.  That,  you  think, 
would  be  an  effectual  remedy  for  existing  evils  Y 

Mr.  Felton.  Tes,  sir;-  that  would  protect  the  weak  lines,  and  teith- 
ouf  that  protection  I  do  not  see  how  you  are  to  stop  demoralization  in 
rates. 

Senator  Oobman.  Under  that  system  you  say  it  would  afford  abso- 
lute uniformity  and  prevent  the  larger  lines  from  absorbing  the  weaker 
lines,  such  as  the  Baltimore  and  Ohio,  the  Erie,  and  so  onf 

Mr.  Fblton.  Tes,  sir. 

Senator  Gobhan.  And  the  result  of  that,  in  your  opinion,  would  be 
whatY 

Mr.  Felton.  That  the  public  would  have  jnst  as  low  rates  as  now, 
undoubtedly.  The  public  would  have  a  greater  stability  of  rates  and 
the  weaker  roads  would  be  able  to  give  the  public  better  service,  for 
the  reason  that  if  they  had  fair  earnings  they  could  spend  more  money 
on  their  properties.  As  it  is  now  they  have  to  save  in  every  way  pos- 
sible, and  that  injures  their  service  and  hurts  the  public,  and  the  pub- 
*  lie  suffer  with  the  railroads. 

WATER  COMPETITION. 

Senator  Gorman.  In  making  up  your  through  rates  how  much  of  a 
factor  is  the  Erie  Canal  and  the  transportation  down  the  lakes  and 
through  the  Canadian  canals  and  by  the  Mississippi  Eiver  in  determin- 
ing the  question  f 

Mr.  Felton.  During  the  season  of  navigation,  when  the  lake  and 
the  Erie  Canal  are  open,  we  practically  ignore  the  water  transporta- 
tion in  making  the  all-rail  rate.  We  do  not  hope  or  pretend  to  com- 
pete with  the  water  rate,  and  look  only  to  the  traffic  wbich  comes 
through  by  rail.  We  get  quite  a  large  business  from  Buffalo  during 
the  season  of  navigation,  and  that  is  in  competition  with  the  Erie 
Canal. 

Senator  Gorman.  So  it  is  a  trifling  factor  on  a  large  proportion  of  the 
freight.  • 

Mr.  Felton.  Yes,  sir,  during  the  season  of  navigation;  but  it  would 
be  out  of  the  question  for  a  line  from  Chicago  to  New  York  Jx)  attempt 
to  meet  the  water  competition  between  those  two  points,  so  they  do 
not  try  to  do  it. 

Senator  Blair.  What  is  the  actual  difference  in  cost  of  transporta- 
tion by  water  and  by  rail ! 

Mr.  Felton.  It  varies  from  day  to  day.  It  is  as  low  as  they  can  put 
it.    Sometimes  I  have  known  it  to  be  40  per  cent,  of  the  all-rail  rate. 

Senator  Blair.  That  is,  for  these  six  or  eight  months  of  the  year  t 

Mr.  Felton.  Yes,  sir. 

Senator  Gorman.  Between  the  improvement  of  the  canals  and  the 
enlargement  of  these  Canadian  water-ways  has  it  had  any  decide^ 
effect  during  the  summer  mouths  in  diverting  trade  from  our  American 
ports! 

Mr.  Felton.  That  has  not  affected  our  business  so  much  as  it  has 
the  business  of  the  northern  lines.  I  think  you  will  get  information  on 
that  subject  from  the  New  England  roads  and  from  the  Michigan  Cen- 
tral, and  the  New  York  Central  too,  probably.    Those  lines,  being  in- 
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terested  in  the  northern  Kew  England  hasineBSy  feel  it  more  than  we 
do.    We  do  not  feel  it  mnch  at  New  Tork« 

THE  DIYISION  OF  TBAFFIG. 

Senator  Habbis.  Yon  say  yon  recommeDd  the  legalizing  of  pooling ; 
how  wonld  yoa  settle  shortages  t  What  would  be  your  recommenda- 
tion as  to  settling  shortages  and  taking  care  of  the  weaker  roads  f 

Mr.  Felton.  My  preference  woald  be  simply  to  turn  the  traffic  over 
and  let  each  road  actnally  carry  its  shareof  traffic.  But  as  the  shippers 
object  generally  I  think  the  next  best  thing  would  be  to  regulate  it  by 
cash  payments.  One  of  the  principal  reasons  why  the  shippers  objected 
to  the  diversion  of  their  business  before  the  passage  of  the  law  was  on 
account  of  concessions  that  they  were  receiving.  Now,  with  a  strict 
maintenance  of  rates,  I  do  not  know  that  they  would  care  so  much 
about  it.    It  might  be  a  practicable  plan. 

Senator  Habbis.  Tben  you  think  you  are  drawn  towards  the  conclu- 
sion of  settling  shortages,  where  they  occur,  in  cash. 

Mr.  Felton.  I  say  I  do  not  know  but  what  you  could  do  it  by  trans- 
ferring the  business. 

Senator  Hiscogk.  Is  it  not  true,  following  out  the  suggestion  of 
Governor  Harris,  that  if  you  legalize  pooling  and  adopt  the  plan  of 
settling  the  shortages  of  transportation  in  cash,  it  would  make  it  for 
the  interest  then  of  all  the  railroads — of  all  the  weak  railroads — to 
carry  just  as  little  as  they  could,  instead  of,  in  fact,  doing  all  the  trans- 
portation they  could  t  Would  they  not  be  entirely  willing  that  the 
stronger  and  better  roads  should  carry  the  traffic,  and  would  not  this 
tend  to  close  up  transportation  on  the  weaker  roads  and  force 'the 
stronger  roads  to  carry  itf 

Mr.  Felton.  That  was  the  only  reason  I  had  in  saying  that  I  pre- 
ferred if  it  could  be  adjusted  to  transfer  the  business,  and  if  that  could 
not  be  done  my  second  preference  would  be  to  settle  in  cash.  That 
could  be  left  in  the  hands  of  the  Commission  to  change  the  proporlions 
if  they  found  it  expedient  to  do  so. 

Senator  Habbis.  If  a  settlement  were  made  according  to  that 
method  the  stronger  road  that  carried  an  excess  of  freight  would  carr^"^ 
a  portion  of  that  freight  without  compensation,  and  the  weak  road  re- 
ceive a  bonus  without  doing  anything  whatever  towards  the  transporta- 
tion of  that  excess  of  freight. 

Mr.  Felton.  The  stronger  roads  in  the  old  time  carried  it  for  nothing, 
expecting  that  in  some  new  re-adjustment  of  the  pool  they  would  get 
an  incres^ed  percentage.  Under  the  operation  of  the  law,  with  a  legal- 
ized pool,  they  could  not  work  with  any  such  thing  in  view.  They 
would  not  want  to  do  business  for  nothing. 

Senator  Habbis.  IffAS  a  matter  of  fact,  your  road  fell  short  to  any 
amount,  and  the  New  York  Central  had  to  pay  you  the  amount  of  your 
shortage,  to  that  extent  the  New  York  Central  would  have  carried  that 
freight  without  compensation,  and  you  would  have  received  the  com- 
pensation for  service  that  you  had  not  rendered.    Is  not  that  true  Y 

Mr.  Felton.  Yes,  sir;  but  the  New  York  Central  would  not  continue 
that  more  than  one  month.  They  would  very  easily  find  a  way  to  con- 
fine themselves  to  their  share  of  the  traffic,  and  these  fluctuations  would 
not  exist  under  a  straight  maintenance  of  rates. 

Senator  Habbis.  Then,  against  the  will  of  the  shipper,  you  would 
force  the  freight  upon  a  road  different  from  the  one  the  freighter  desired 
to  ship  it. 
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Mr.  Felton.  I  say  if  it  could  be  arranged  satisfactorily  to  even  up 
the  business  it  would  be  the  best  way,  but  if  you  are  going  to  have 
trouble  with  the  shipper  by  so  doing  I  say  settle  in  cash.  If  a  road  did 
a  large  excess  of  business  it  might  pay  the  first  month,  but  they  would 
find  it  very  inconvenient  to  run  ahead  afterward,  so  they  would  curtail 
their  business. 

Senator  Blair.  Would  it  not  be  as  far  as  the  law  ought  to  go  to  pro- 
vide that  there  may  be  differential  tarriffs  to  be  approved  by  the  Commis* 
sion  and  enforced  by  the  law  T  Would  not  that  be  as  far  as  the  Govern- 
ment ought  to  go,  so  that  you  would  then  have  the  advantage  of  a  tariff 
which  should  be  adapted  to  your  capacity  to  transport  and  to  compete  f 
With  such  a  tariff  protected  by  the  law  you  could  go  into  the  field  and 
get  paid  for  what  you  did  and  only  for  what  you  did.  Would  not  that 
be  as  far  as  the  law  ought  to  go,  and  would  not  that  be  sufficient  f 

Mr.  Felton.  That  might  work  serious  damage  to  the  public  on  the 
east-bound  freight  traffic,  because  that  traffic  is  not  like  the  west- 
bound. Take  parties  shipping  flour  or  grain,  if  you  please,  and  who 
might  get  a  differential  of  1  or  2  cents  by  the.  Erie,  thej^  would  have  an 
advantage  over  the  other  shippers. 

Senator  Blair.  But  that  would  have  to  be  approved  first  by  the 
Commission,  and  all  these  questions  as  to  what  would  be  fair  and  right 
would  be  taken  into  account  in  fixing  the  tariff.  Is  it  not  enough  for 
the  law  to  provide  that  the  public  shall  be  represented  in  the  original 
adjustment  of  the  tariff^he  public  and  the  railroads  to  make  that  tariff, 
and  this  law  to  enforcsWBfelTtSHff.  ^s  nSl  ^iSt  all  that  ought  to  be 
doneY 

Mr.  Felton.  Tou  are  a  better  judge  of  that  than  I  am. 

Senator  Blair.  I  ask  your  opinion  from  a  railroad  stand-point  and  as 
a  citizen. 

Mr.  Felton.  I  think  the  practical  result  of  that  would  not  be  as  good 
as  a  legalized  pool,  because  you  would  really  have  fluctuations  through 
the  differential. 

Senator  Blair.  How  could  that  b^9  when  you  have  the  same  tariff  for 
all  roads  f 

Mr.  Felton.  We  now  have  a  differential  on  the  first  class  from  Chi- 
cago to  New  York.  The  New  York  Central  can  make  the  distance  in  a 
day  quicker  than  we  can*. 

Senator  Blair.  Could  they  not  do  that  under  the  law  as  it  now  is  f 

Mr.  Felton.  Now,  that  does  not  apply  to  grain  and  flour  east- 
bound. 

Senator  Blair.  Make  the  tariff  to  suit  the  traffic  east-bound  ;  make 
the  differentials  where  they  ought  to  be  made,  and  let  the  tariff  be  a 
common  tariff  for  all.  Or,  in  other  words,  make  a  tariff  for  each  road 
just  as  it  ought  to  be  and  the  public  be  a  party  to  it,  just  as  now  the 
railroad  people  do  it  among  themselves. 

Mr.  Felton.  I  can  not  help  feeling  that  it  would  make  considerable 
complaint,  and  I  think  I  can  illustrate  it  in  this :  say  there  is  a  flour 
mill  on  the  Pennsylvania  railroad  somewhere  near  Chicago,  taking  Chi- 
cago rates.  Now,  that  man  is  selling  his  flour  in  New  York.  He  finds 
that  the  Erie  road  in  Chicago  is  being  patronized  by  his  competitor,  or 
may  be  his  competitor  is  shipping  by  the  Baltimore  and  Ohio  or  by  any 
line  running  out  of  Chicago  which  is  getting  a  differential)  while  he  has 
to  pay  the  full  rate  to  the  Pennsylvania  Railroad.  Whereas  if  you  give 
uniform  rates  all  around  I  believe  you  would  get  better  results. 

Senator  Blair.  You  are  dealing  now  with  a  man  who  pays  the  tar- 
iff rate. 
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Mr.  Pblton.  The  pool  would  have  this  result,  that  the  PennsylvaDia 
Railroad  taking,  one  hundred  cars  a  month  from  that  man's  mill  would 
Lave  that  traffic.  U  is  on  their  line,  it  belongs  to  them.  Then  there 
would  be  one  hundred  cars  less  taken  out  of  Chicago  than  otherwise, 
and  in  the  aggregate  each  road  would  carry  its  share  of  the  business^ 

Senator  Blaib.  But  you  are  looking  at  this  from  the  stand-point  of 
the  railroad  entirely,  are  you  not  Y 

Mr.  FsLTON.  No,  sir ;  I  am  looking  at  it  from  the  rail  road  stand-point 
only  in  this  way,  that  to  my  mind  we  should  give  each  line  its  fair  pro- 
portion of  traffic  and  protect  the  weaker  line  by  legalizing  the  pool.  In 
order  to  protect  the  weaker  as  against  the  stronger  you  must  keep  the 
shipper  satisfied,  and  I  believe  the  shipper  is  better  satisfied  with  uni- 
form rates  by  all  lines.  A  pool  would  govern  the  rates  on  all  lines.  .  If 
the  Pennsylvania  have  25  per  cent,  of  the  business  they  would  say  to  the 
Western  connections,  ^^  do  not  engage  to  carry  niore  than  the  25  per 
cent.''  But  if  you  have  a  diJSerential  you  do  an  iiyustice  to  this  man  who 
has  only  one  line  to  ship  by,  while  his  competitor.in  Chicago  has  three 
or  four  lines  by  which  to  ship. 

Senator  Blaib.  In  other  words,  he  is  satisfied  when  he  lives  in  a  lo- 
cality that  has  a  disadvantage  in  situation,  if  he  is  to  pay  the  same  rate 
of  freight  as  the  man  who  is  better  situated. 

Mr,  Felton.  The  rates  are  made  from  districts  in  the  West  For 
instai\ce,  certain  points  take  Chicago  rates,  and  certain  other  points 
take  a  less  percentage  than  Chicago.  The  individual  who  has  mills  lo- 
cated exclusively  on  (tde  trunk  line  that  changes  the  full  rate  is  at  a 
disadvantage  compared  with  a  man  who  has  several  trunk  lines  to  do 
his  transportation  at  differential  rates. 

Senator  HisoocK.  Tour  examination  has  suggested  to  me  this  objec- 
tion to  pooling,  that  it  would  break  down  or  destroy  or  impair  the  ri- 
valry which  now  exists  between  the  railroads  in  improving  their  methods 
of  transportation,  quickening  the  time  of  transportation  and  improving 
their  terminal  facilities.  As  it  is  now,  you  agree  on  a  freight  schedule 
all  the  way  through,  then  instantly  there  grows  up  a  sharp  competition 
between  the  railroads  for  the  freight,  growing  out  of  their  power  to  de- 
liver more  promptly — travel  on  faster  time,  improved  appliances  for  the 
delivery  of  the  freight  and  all  that  sort  of  thing,  with  a  view  to  con- 
trolling the  volume  of  freight  that  is  transported.  It  seems  to  me  that 
your  examination  has  suggested  to  me  that  objection  to  pooling. 

Mr.  Felton.  It  never  suggested  it  to  my  mind,  sir. 

Senator  Hiscock.  Does  it  not  now! 

Mr.  Felton.  No,  for  this  reason;  that  the  improvement  in  the  con- 
dition of  our  roads  and  in  our  train  service  are  improvements  that  we 
make  when  we  have  net  earnings.  Under  the  present  law  those  im- 
provements are  made  by  the  Pennsylvania  and  the  New  York  Central ; 
the  other  lines  can  not  afford  it. 

Senator  Hjsoock.  But  you  destroy  the  inducements  to  the  New 
York  Central  and  the  Pennsylvania  and  the  other  roads  to  improve 
their  tracks  and  improve  their  cars  and  quicken  their  time  of  trans- 
portation, and  improve  terminal  facilities  if  you  legalize  the  pool. 

Mr.  Fblton.  I  think  as  a  railroad  problem  that  condition  always 
obtains  when  a  road  is  prosperous  enough  to  spend  the  money.  Every- 
thing tends  in  that  direction.  We  all  keep  up  with  the  procession  when 
we  can  afford  it. 

Senator  Hisoogk.  Do  you  not  think  that  railroad  rivalry  has  done 
a  good  deal  to  improve  railroad  transportation! 

Mr.  Fblton.  Yes,  sir. 
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Senator  HisOOOK.  ]!^ow,  when,  yon  establish  a  pool  yoa  destroy  rail- 
road rivalry! 

Mr.  Felton.  Look  back  at  the  improvements  of-  the  last  ten  years 
anji  you  will  see  that  is  not  so.  The  improvements  were  made  under 
the  pboling  system. 

Senator  Hisgogk.  If  there  is  any  objection  to  pooling  in  my  mind  it 
is  whether  you  do  not,  the  moment  you  make  all  the  trunk  lines 
into  one  great  co-partnership,  destroy  the  necessity  of  rival  routes  to 
improve  in  all  the  departments  of  railroading.  It'  that  be  a  subject 
upon  which  you  have  not  given  dae  thought,  I  would  be  ^lad  to  have 
you  consider  it  and  advise  us  of  your  opinion  with  reference  to  it. 

Mr.  Felton.  I  would  be  glad  to  consider  it,  but  I  do  not  have  any 
fear  of  the  result.  I  think  the  question  of  improvement  is  one  that  will 
take  care  of  itself,  and  I  think  that  the  matter  of  railroad  improvement 
is  one  that  will  never  stop. 

At  5  o'clock  and  20  minutes  p.  m.  the  committee  adjourned  until  to- 
morrow at  10  o'clock  a.  m. 


New  York,  May  8, 1889. 
The  committee  met  at  10  o^dock  a.  m.,  pursuant  to  adjournment. 

8TATEMEHT  OE  CHABLES  FRAHC]]3  ADAMS. 

Mr.  Charles  Franois  Adahs,  president  of  the  Union  Pacific  Rail- 
way, appeared.  * 

The  Chairman.  Mr.  Adams,  I  will  first  ask  you  what  your  position 
is  now. 

Mr.  Adams.  I  am  president  of  the  Union  Pacific  Railway  Company 
and  its  associated  lines. 

The  Chairman.  How  long  have  you  been  president  of  that  road  f 

Mr.  Adams.  Five  years. 

The  Chairman.  What  are  the  terminals  of  the  main  line  and  of  its 
branches Y 

Mr.  Adams.  The  Union  Pacific  system — for  it  has  to  be  considered  as 
such — inclndes  abont  6,000  miles,  and  its  terminals  are  Omaha  and 
Kansas  City  on  the  Missouri  Eiver,  or  the  Missouri  River  towns,  includ- 
ing Kansas  City,  Leavenworth,  Atchison,  St.  Joseph,  Omaha,  and  Sioux 
City,  on  the  east;  Denver,  in  the  mountain  region;  Ogden  and  Salt 
Lake  City,  in  the  Salt  Lake  Valley,  and  Portland,  Oregon,  where  we 
have  a  fleet  of  steamers  in  connection  with  the  Oregon  Railway  and 
Navigation  Company,  to  supplement  our  work 'on  the  Columbia  River; 
then  we  have  Butte,  in  Montana,  on  the  north. 

The  Chairman.  Those  are  the  terminals  of  all  the  roads  and  the  sys- 
tem,  are  they  nott 

Mr.  Adams.  That  is  the  system.  The  Union  Pacific  in  itself  is  merely 
a  trunk  line. 

The  Chairman.  A  trunk  line  t    It  begins  and  ends  where  f 

Mr.  Adams.  At  Kansas  City  and  Omaha  on  the  east,  and  the  Mis- 
souri River  towns  and  Denver  and  Ogden  at  the  west. 

Senator  Platt.  At  Ogden  it  connects  with  the  Central  t 

Mr.  Adams.  It  does. 

The  Chairman.  Will  you  give  us  a  description  of  each  branch  road 
which  composes  the  system  over  which  you  have  control,  where  they 
are  located  and  the  length  !    You  have  stated  the  termini,  but  I  would 
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like  to  have  the  terminals  of  each  road  stated  in  connection  with  its 
name  and  length. 

Mr.  Adams.  It  wonld  be  difficult  to  specify  them  in  detail,  there  are 
80  many  of  them,  dae  to  the  fact  that  we  have  a  very  rigid  charter. 
Onr  system  ought  long  ago  to  have  been  couBolidated,  and  we  have  been 
obliged  to  carry  it  along  in  a  very  cumbersome  way.  The  Union  Pacific 
charter  contained  no  provision  for  expansion.  Congress,  in  1862,  seemed 
to  regard  what  was  then  done  as  a  finality  in  development. 

The  principal  lines,  branches,  and  connections  we  have  are  the  Union 
Pacific  proper,  the  consolidated  company  covering  abont  1,600  miles  of 
road  between  Omaha  and  Ogden  and  between  Kansas  City  and  Denver 
and  Cheyenne,  making  a  sort  of  ^^H. "  Then  there  is  the  Oregon  Short 
Line,  which  extends  frcnn  a  point  near  Salt  Lake  to  Huntington,  in  Ore- 
gon, there  connecting  with  the  Oregon  Hail  way  and  Navigation  Com- 
pany,- which  extends  from  Huntington  to  Portland,  and  is  leased  by 
the  Short  Line.  A  majority  of  the  stock  of  the  Short  Line  is  owned  by 
the  Union  Pacific,  so  that  it  is  part  of  the  Union  Pacific  system  and 
shonld  properly  be  consolidated  with  it  for  simplicity's  sake. 

Then  we  have  a  line  running  from  Salt  Lake  north  to  Butte;  and  be- 
yond these  there  are  several  smaller  agricultural  branches  and  mineral 
roads  which  are  feeders  of  the  Union  Pacific,  but  not  through  lines. 

The  Ghaibman.  The  total  length  or  mileage  of  the  whole  system  is 
about  how  much  t 

Mr.  Adams.  The  total  length  is  about  6,000  miles,  in  round  numbers. 

The  Chaibman.  What  are  your  connections  East  and  Westf 

Mr.  Adams.  At  Missouri  Biver  points  we  connect  with  all  the  Chicago 
and  eastern  lines,  and  at  the  west  our  main  connection  is  the  Central 
Pacific,  we  ourselves  reaching  Portland  by  our  system  of  leased  lines. 

The  Chaibman.  Ton  do  not  mean  aside  from  the  Central  Pacific,  do 
yout 

Mr.  Adams.  Yes ;  by  the  Bailway  Navigation  Company. 

The  Chaibman.  What  is  the  length  of  those  leased  lines  ? 

Mr.  Adams.  The  Bailway  Navigation  Company  has  between  600  and 
700  miles  of  road  in  all. 

The  Chaibman.  You  have  a  ninety-nine  year  lease,  have  you  notY 

Mr.  Ajdams.  Yes. 

Senator  Platt.  Do  you  have  a  San  Francisco  connection  exc^t  by 
the  Central  Pacific  Y 

Mr.  Adams.  No  ;  that  is,  we  can  make  a  San  Francisco  connection 
by  water  by  way  of  Portland,  which  we  sometimes  have  been  forced  to 
do  to  solve  certain  complications. 

Senator  Blaib.  Is  the  Bailway  Navigation  Company's  line  included 
in  the  6,000  miles  you  have  mentioned  Y 

Mr.  Adams.  Yes. 

The  Chaibman.  Can  you  state  generally  the  range  of  your  local 
traffic,  and  the  points  at  which  you  meet  the  competition  of  the  ocean 
and  of  rival  railroads  Y 

Mr.  Adams.  There  are  very  few  points  where  we  do  not. 

The  Chaibman.  Where  you  do  not  meet  with  competition,  you  mean  Y 

Mr.  Adams.  Yes;  very  few  points,  indeed.  There  may  be  a  few 
small  towns-^^ertain  points  between  Cheyenne  and  Ogden — where  no 
competition  is  met.  We  meet  competition,  active  competition,  acute 
competition,  at  every  point  east  of  Cheyenne  and  Denver.  There  is  no 
part  of  our  road,  I  think  you  may  say,  that  is  not  subject  practically  to 
competition.  Beyond  Cheyenne,  500  miles,  we  meet  no  competition  on 
the  main  line  until  we  come  to  Salt  Lake  City.    There  we  again  meet 
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•    - 

active  competition,  and  we  meet  active  competition  in  Montana  and  in 
Oregon.  Between  Cheyenne  and  Ogden  we  meet  no  active  competition, 
bat  there  is  very  light  business.  It  is  a  mountain  region  and  there  is 
really  very  little  to  compete  for  except  our  local  business.  That  is  a 
very  valuable  business,  and  will  become  very  much  more  so  as  time 
goes  on. 

The  Ghaibmak.  What  do  you  mean  by  your  coal  business  t  Have 
you  coal  fields  in  that  region  f 

Mr.  Adams.  Yes;  we  have  very  valuable  coal  properties  west  of 
Cheyenne  in  the  500  miles  between  Cheyenne  and  Ogden — where  the 
Union  Pacific  passes  through  large  coal  fields.  The  country  for  500 
miles  to  the  Missouri  River  east  of  Cheyenne  is  a  fuelless  country.  There 
is  nothing  there  to  burn  except  corn.  They  sometimes  have  a  super- 
fluity of  that.  There  is  no  coal  and  no  timber,  and  accordingly  as  that 
country  fills  with  population,  it  is  inevitable  that  one  of  the  most,  if  not 
the  most  valuable  business  of  the  Union  Pacific  will  be  carrying  coal 
to  those  dwelling  between  the  Missouri  Elver  and  the  mountains. 

Senator  Gorman.  Both  east  and  west  of  the  deposits  Y 

Mr.  Adams.  Yes ;  there  is  no  coal  between  us  and  the  Pacific  Ocean, 
so  that  the  Central  Pacific  depends  on  us  for  its  fuel. 

Senator  Blair.  How  extensive  is  that  coal  region  I 

Mr.  Adams.  It  is  practically  unlimited. 

Senator  Blair.  Is  i{  sufficient  for  the  probable  consumption  of  the 
future  in  that  country  which  is  dependent  upon  itf 

Mr.  Adams.  There  is  no  doubt  on  that  point. 

The  Chairman.  I  believe  you  said  it  was  bituminous  coal. 

Mr.  Adams.  We  have  no  anthracite  coal.  It  is  bituminous  and  lig- 
nite. It  is  very  good  coal.  The  only  anthracite  field  that  has  ever 
beeti  found  out  there  is  in  Colorado,  not  on  our  system. 

The  Chairman.  How  much  of  a  width  of  country  on  either  side  of 
your  road  do  you  naturally  get  business  from  t 

Mr.  Adams.  Oh,  that  depends  on  the  business ;  it  is  a  cattle  country, 
and  cattle  can  be  driven  any  distance,  so  that  I  can  not  say. 

The  Chairman.  I  had  reference  more  especially  to  parallel  lines  that 
would  interfere  with  your. trade  in  any  degree. 

Mr.  Adams.  The  control  of  the  traffic  depends  entirely  upon  the 
character  of  the  traffic.  Some  business  will  bear  transportation  a 
hundred  miles  to  a  railroad ;  other  business  will  not  bear  ten  miles. 
The  question  depends  wholly  on  what  cost  of  transportation  the  busi- 
ness will  bear. 

The  Chairman.  Can  you  tell  us  something  about  your  competition 
with  other  lines  in  the  ocean  trade — the  steam-ship  lines  t 

Mr.  Adams.  There  you  touch  upon  a  very  large  question,  because 
it  is  affected  by  all  sorts  of  considerations.  There  is  the  Asiatic  trade 
which  we  had  a  monopoly  of  until  within  ten  years.  First  it  was  cut 
into  by  the  construction  of  the  Southern  Pacific  Boad,  and  the  Atchi- 
son. Then  the  Denver  and  Rio  Grande  appeared  s^  a  competitor ;  so 
that  it  is  now,  as  it  were,  in  a  phase  of  transition. 

The  Chairman.  Have  these  several  railroad  lines  you  speak  of  their 
steam-ship  connections  f 

Mr.  Adams.  Yes ;  but  the  situation  is  inchoate  yet.  It  is  not  fully 
developed.  You  gentlemen  doubtless  realize  that  the  experience  of  the 
Pacific  coast  is  exactly  like  the  experience  of  the  Atlantic  coast.  The 
good- will  of  a  business,  if  you  may  call  it  so,  is  very  hard  to  cut  into. 
We  in  the  West  have  seen  Boston,  Portland,  Philadelphia,  Baltimore, 
and  Norfolk,  trying  to  wrest  from  New  York  the  supremacy  of  its  ocean 
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European  trade,  bat  in  spite  of  the  tremendous  burden  to  which  the 
New  York  business  has  been  subjected,  they  have  never  succeeded  in 
shaking  it.  On  the  contrary,  all  competing  points  have  had  to  retire 
more  and  more  from  the  ^eld.  New  York  is  the  market  and  financial 
center;  it  is  the  place  where  the  buyer  and  the  seller  meet,  sknd  the 
commercial  exchanges  are  carried  on  here.  ^ 

It  is  exactly  the  same  on  the  Pacific  coast ;  and  my  impression  is  that 
the  result  in  the  end  will  work  out  in  the  same  way  there ;  that  is,  San 
Francisco  is  the  New  York  of  the  Pacific  coast,  and  as  this  continent 
goes  on  developing,  I  do  not  doubt  there  will  be  very  good  business  for 
Puget  Sound  and  for  Portland,  just  as  there  is  for  Boston  and  Balti- 
more and  Philadelphia  and  Norfolk ;  but  when  it  comes  to  the  question 
of  Pacific  coast  supremacy,  1  have  little  doubt  in  my  own  mind  that  it 
;inn  settle  itself  on  natural  principles,  and  that  it  will  rest  with  San 
Francisco. 

Montreal,  on  the  east  here,  has  been  struggling  for  a  portion  of  the 
European  commerce,  and  not  entirely  unsuccessfully.  It  has  done  very 
well.  This  is  a  large  country ;  there  is  enough  for  all ;  but  Montreal  has 
not  shaken  the  ocean  supremacy  of  New  York  in  the  long  run.  Yet, 
of  course,  our  system  of  tariff  and  commercial  restrictions  affect  results 
to  a  certain  extent,  and  it  remains  to  be  seen  to  how  great  an  extent 
the  Canadian  Pacific  wilt  throw  commercial  supremacy  into  English 
hands,  and  to  what  extent  English  marine  interests  will  be  able  to  con- 
trol and  divert  from  the  natural  line,  by  way  of  San  Francisco  and  New 
York,  the  commerce  of  Asia. 

That  is  a  question  I  can  not  pretend  to  have  any  opinion  about  worth 
giving  to  this  committee.  It  is  too  large  a  question.  I  merely  mean  to 
say  that  I  do  not  believe  in  the  long,  run — no  matter  what  Congress 
may  do — I  do  not  believe  in  the  long  run,  taking  fifty  years  together, 
that  the  supremacy  of  San  TVancisco  can  any  more  be  shaken  than  the 
commercial  supremacy  of  New  York  has  been  shaken  in  the  last  fifty 
years. 

The  Chairman.  Yon  have  a  steam-ship  line  connected  with  your 
own  route,  have  you  not! 

Mr.  Adams.  We  had  two  steam-ship  lines.  One  was  the  Oriental 
and  Occidental  line,  which  ran  from  San  Francisco  to  Japan.  The 
other,  which  is  owned  in  connection  with  the  Kailway  Navigation  Com- 
pany, runs  from  Portland  to  San  Francisco,  on  the  Paget  Sound,  and 
elsewhere. 
.    The  Ohaibman.  Where  does  your  first  line  run  to  t 

Mr.  ADAMS.  The  Oriental  and  Occidental  was  a  line  which  we  owned 
in  common  with  the  Central  Pacific.  It  ran  from  San  Francisco  to 
Japanese  ports  and  China. 

The  Chairman.  To  China,  also  Y 

Mr.  Adams.  Yes. 

The  Chairman.  Is  that  line  still  in  existence  Y 

Mr.  Adams.  Yes ;  it  is  still  in  existence,  but  its  traffic  has  been  seri- 
ously interfered  with  by  the  law  restricting  the  oooly  trade. 

Senator  Platt.  You  say  its  traffic  has  been  seriously  interfered  with 
by  the  law  restricting  Chinese  immigration  Y 

Mr.  Adams.  I  do. 

The  Chairman.  That  interferes  with  eveiy  other  line  in  the  same 
wayY 

Mr.  Adams.  It  does. 

The  Chairman.  In  the  general  commercial  trade  of  the  country  is 
your  line  sj^staining  itself  in  comparison  with  previous  years  Y 
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Mr.  A  BAMS.  You  mean  as  to  foreign  basiness  f 

The  Chairman.  Yes. 

Mr.  Adams.  I  have  not  followed  the  figures  recently,  bat  my  impres- 
sion is  that  we  are  obtaining  what  the  railroads  call  onr  share  of  the 
business. 

Senator  Platt.  Does  Chinese  restriction  interfere  with,  the  com- 
mercial trade  Y 

Mr.  Abams.  Yes.    You  see  these  were  largely  ])assenger  steamers. 

The  Chairman.  They  were  not  engaged  very  much  in  commerce  t 

Mr.  Adams.  No.    The  profit  was  in  the  passenger  traffic. 

Senator  Blair.  You  say  the  profit  was  in  the  Chinamen  f 

Mr.  Adams.  Yes. 

The  Chairman.  As  you  understand,  Mr.  Adams,  one  of  the  par- 
poses  of  this  investigation  is  to  ascertain,  if  we  can,  what  effect  the  op-, 
oration  of  these  Canadian  routes  and  their  connections  has  upon  the 
business  of  the  country.  Has  your  business  been  interfered  with  to 
any  great  extent  by  the  Canadian  Pacific  and  its  steamship  connec- 
tions T 

Mr.  Adams.  I  would  rather  not  go  into  the  details  of  that  question 
with  the  committee,  as  I  do  not  feel  sufficiently  advised.  Our  traffic 
people  could  speak  much  more  intelligently  upon  the  subject  than  I  can. 

THE  INTERSTiATE  OOMMEROE  ACT. 

I  will  simply  say  in  regard  to  the  operation  of  the  existing  system 
that  I  have  been  utterly  unable  to  make  up  my  mind  what  the  effect  of 
it,  especially  of  the  interstate  commerce  act,  would  be,  for  the  reason 
that  in  my  judgment  the  interstate  commerce  act  has  never  been  en- 
forced suf^ciently  to  show  what  its  logical  and  legitimate  action  wonld 
be  if  it  were  enforced.  That  has  been  due  to  various  causes,  with  which 
your  committee  are  familiar. 

The  effect,  therefore,  of  the  act  has  been  so  intermittent  and  dis- 
jointed that,  up  to  this  time,  I  am  obliged  to  say  I  have  not,  with  the 
best  thought  I  could  give  to  it,  been  able-to  form  my  own  judgment  as 
to  what  the  effect  would  be  if  it  were  enforced  uniformly  and  literally, 
as  I  wish  it  Qould  be.  Put  the  law  into  active  operation,  and  let  us  see 
what  the  effect  is ;  and  then  we  could  work  to  a  given  result. 

I  ought  to  add,  however,  in  order  that  I  should  not  be  misunderstood, 
that  I  see  now  a  very  rapid  approximation  to  an  enforcement  of  the  act^ 
which  for  myself,  and  I  think  in  commoti  with  other  railroad  presidents, 
I  am  observing  with  gratific  itiou  and  great  curiosity  to  see  what  will 
come  about.  The  impression  left  on  my  mind  in  regard  to  the  act  and 
its  effect  on  business  is  thusly  somewhat  vague. 

Everything,  railroads  in  common  with  water  and  every  other  thing 
that  moves,  follows  the  line  of  least  resistance,  and  the  line  of  least  re- 
sistance for  commerce,  since  this  country  was  settled,  has  been  perfectly 
marked  out.  In  the  East  it  has  been  the  line  of  the  Erie  Canal,  and 
the  commerce  of  the  country  poured  to  New  York,  simply  because  that 
was  the  line  of  least  resistance.  The  country  settled  and  grew  up  on 
that  line.  The  effect  of  laws  recently  passed  has  been  to  create  an  artifi- 
cial resistance  on  that  line,  and  I  find  in  the  case  of  the  Union  Pacific, 
as  in  that  of  other  lines,  that  there  is  a  tendency  now  to  a  diversion  of 
traffic  to  what  might  be  called  the  artificial  line  of  least  resistance  to 
the  Gulf  of  Mexico  on  the  south,  where  traffic  strikes  water,  or  else  to 
the  lakes  on  the  north  where  it  strikes  water.  The  tendency,  owing  to 
the  long  and  short  haul  clause  of  the  act  and  the  maintenance  of  rates 
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wbich  is  now  being  brought  aboat  by  the  more  perfect  enforcement  of 
the  act,  is  to  cause  the  eastern  and  western  lines  from  Chicago  and  St. 
Paul  to  the  seaboard  to  be  put  at  a  disadvantage  as  compared  with  the 
Canadian  lines  and  the  lakes  and  the  Gulf  of  Mexico,  so  that  there  is  a 
tendency  toward  finding  new  lines  of  least  resistance,  and  in  that  way 
afifecting  the  old  lines  and  the  business  of  the  country. 

The  only  way  in  which  this  would  affect  us  would  be  on  that  class  of 
business  to  which  you  have  already  referred — that  is,  the  transconti- 
nental business — and  we  wtfit  to  see  to  how  great  an  extent  these  artifi- 
cial restrictions  which  have  been  imposed  will  cause  that  business  to  go 
through  Canada  from  the  east  instead  of  taking  its  natural  course 
through  San  Francisco.  But  I  will  add,  I  feel  perfectly  certHin  that  this 
diversion  can  not  last;  that  whenever  it  develops  itself  the  law  must 
be  modified,  because  no  human  law  can  permanently  stand  in  the  way 
of  a  natural  course  of  trade. 

The  difficulty  we  find  is  that  the  laws  are  not  enforced.  There  is  a 
great  amount  of  truth  in  Oeneral  Grant's  old  aphorism  'that  the  proper 
way  to  deal  with  a  bad  law  is  to  enforce  it }  then  you  can  modify  it  ac- 
cording to  the  necessities  of  the  case.  Just  so  long  as  laws  are  put 
on  the  statute  books  and  are  treated  as  the  railroad  companies  treated 
the  interstate  commerce  law  while  the  act  was  getting  in  shape — up  to 
last  January,  we  will  say — I  do  not  think  that  any  man  is  wise  enough 
to  forecast  what  the  results  will  be ;  they  come  to  us  in  such  an  imper- 
fect shape. 

The  Chaibman.  So  that  you  are  not  prepared  to  say,  even  though 
you  think  the  law  has  been  enforced,  whether  it  is  a  good  law  or  not. 

Mr.  Adams.  No.  In  some  respects  I  .do  not  hesitate  to  say  it  is  a 
good  law.  In  other  respects  I  think  the  law  was  crude ;  that  it  was 
framed  to  meet  some  imaginary  exigency,  perhaps,  instead  of  being 
framed  in  the  light  of  practical  experience.  I  have  always  thought  that 
was  the  case.  Meanwhile,  the  Interstate  Commission  afe  rapidly  get- 
ting hold  of  the  situation.  It  is  a  complicated  machine.  To  have  made 
such  progress  as  they  have  within  two  years  is,  I  think,  satisfactory ; 
for  it  will  not  do  in  these  matters  to  be  in  too  much  of  a  hurry.  I  am 
advised  that  the  companies  are  now  obeying  the  law. 

The  Chairman,  we  seem  to  be  in  this  rather  anomalous  position  in 
this  country,  that  the  law  is  on  the  statute  book,  the  railroads  all  want- 
ing to  enforce  it,  yet  none  of  them  are  obeying  it.    [Laughter.] 

Mr.  Adams.  That  is  true,  and  that  is  inevitably  the  case,  because  ap- 
parently you  do  not  realize  that  the  penalty  of  living  up  to  the  law  may 
be  the  loss  of  business  to  those  who  live  up  to  it.  No  railroad  can  do 
that  permanently.  It  is  not  possible  for  any  railroad  running  along- 
side of  a  competing  line  to  rigidly  enforce  the  interstate  commerce  act 
if  its  competitor  does  not  obey  it,  without  having  the  competitive  bus- 
iness taken  from  it. 

The  Chairman.  Taken  from  it  by  some  other  line  that  is  not  obey- 
ing the  law  f 

Mr.  Adams.  Yes,  that  is  it  exactly.  Therefore  the  railroads — so  far 
as  I  have  been  able  to  talk  with  the  presidents  of  the  different  roads — 
have  all  said  that  *<  we  would  like  nothing  better  than  to  have  that  law 
enforced  to  the  letter ;  but  if  we  are  to  live  up  to  it,  we  want  it  enforced 
by  all ;  we  want  it  given  an  honest  trial.  If  we  alone  enforce  the  law, 
it  may  be  at  the  expense  of  our  stockholders  and  our  property.  It  is 
not  our  money  we  are  experimenting  with." 

The  Chairman.  Suppose  you  were  all  to  obey  the  law ;  what  would 
be  your  judgment  as  to  the  result  f 
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Mr.  Adams.  That  is  entirely  beyond  me.  I  am  sure  of  one  thing — 
and  that  is  the  Only  thing  I  am  snre  of — I  am  sure  that  then  the  law 
wonld  either  be  left  alone,  if  it  worked  well,  or  amended  if  it  did  not., 
I  am  willing  to  have  the  problem  worked  out  in  that  way. 

The  Chairman.  There  is  nobody  having  any  legislative  power  who 
is  not  anxious  to  make  such  amendments  as  the  commerce  of  the  coun- 
try requires. 

Mr.  Adams.  Then  we  conld  amend  the  l^W  intelligently.  But  jnst 
so  long  as  it  is  partially  enforced,  or  spasmodically  enforced,  or  so  en- 
forced that  its  construction  is  not  understood,  you  only  get  imperfect 
results,  and  you  may  make  the  matter  worse  by  efforts  to  amend. 

COMPETITION  OF  CANADIAN  LINES. 

The  Ghairman.  Goingback  to  the  proposition  on  which  we  started,  as 
to  foreign  comiperce,!  understood  you  to  say  that  so  far  as  the  trade 
that  you  bad  with  governments  east  and  west  of  us  was  concerned,  it  has 
not  been  interfered  with  by  the  Canadian  Pacific. 

Mr.  Adams.  I  think  it  has  been  interfered  with  by  all  other  lines  that 
have  come  in ;  but  I  do  not  think  the  time  has  yet  come  to  divert  the 
channel  of  commerce.  I  can  not  speak  positively  as  to  the  Canadian 
Pacific.  The  Canadian  Pacific  I  do  not  consider  as  being  fairly  at  work 
yet  But  every  line  that  has  come  in  has  immediately  gone  to  work 
by  some  means  or  other  to  get  a  share  of  that  business,  and  that  has 
affected  us. 

The  Chairman.  The  Canadian  Pacific  has  its  steam -ship  line,  has  it 
not! 

Mr.  Adams.  I  do  not  know  how  far  they  have  that  developed  and 
organized.  The  Canadian  Pacific  is  a  new  road  as  yet,  and  L  do  not 
believe  they  have  got  their  machine  in  running  order. 

The  Chairman.  I  have  understood  that  there  was  a  subsidized  line 
of  steamers  t-unning  tietween  the  Pacific  coast  and  China  and  Japan. 

Mr.  Adams.  I  should  have  to  be  more  fully  advised  on  that  point 
than  I  am  before  I  undertook  to  inform  the  committee. 

The  Chairman.  I  will  ask  another  question.  Do  you  know  any- 
thing about,  or  can  you  inform  the  committee,  what  differentials  »re  al- 
lowed the  Canadian  Pacific  f 

Mr.  Adams.  No  ;  I  can  not. 

Senator  Platt.  There  is  a  bonded  line  of  steamers  running  from  San 
Francisco  to  the  terminus  of  the  Canadian  Pacific,  is  there  not  f 

Mr.  Adams.  I  believe  there  is. 

Senator  Platt.  Is  not  that  line  carrying  business  which  you  for- 
merly carried  and  would  otherwise  carry,  and  is  not  that  business  di- 
verted by  reason  of  that  line  of  steamers  of  the  Canadian  Pacific  ? 

Mr.  Adams.  Undoubtedly,  so  far  as  that  business  goes.  That  is  old 
business;  it  is  not  new  business.  How  far  it  is  new  business  and  bow 
far  it  has  affected  the  current  of  business  up  to  this  time,  I  can  not  tell 
yon.  I  have  not  been  advised;  but  my  impression  is  that  it  can  not 
have  been  very  sericus  up  to  this  time,  otherwise  I  would  have  been 
advised. 

The  Chairman.  You  know  nothing  about  differentials  then  out  in 
the  Western  country! 

Mr.  Adams.  Oh,  yes.  The  differential  system  is  acomplicated  system 
which  we  have  either  to  ignore  or  openly  adopt,  owing  to  the  fact,  as 
explained  to  your  committee  at  great  length,  that  a  line  worked  under 
considerable  disadvantage  can  not  be  expected  to  surrender  and  ^o  out 
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of  business,  and  therefore  yoa  have  to  submit  to  its  cutting  until  it 
passes  a  certain  point  and  becomes  unendurable. 

The  Chairman.  An  expedient  for  the  division  of  traffic  Y 

Mr.  Adams.  Yes,  it  is  an  expedient  for  the  division  of  traffic. 

The  Chairman.  Does  yoar  line  have  anything  to  do  with  the  Cen- 
tral Traffic  Association  t 

Mr.  Adams.  We  have  to  do  with  all  the  traffic  associations.  It  is 
one  man's  business  to  attend  to  them.  I  should  rather  not  undertake 
to  go  into  this  subject  with  the  committee,  because  it  is  i^  very  compli- 
cated one,  and  I  would  have  to  get  all  my  information  from'  either  the 
general  manager  of  the  Union  Pacific,  ^Mr.  Thomas  L.  Kimball,  or  the 
traffic  manager,  Mr.  Mellen.  Mr.  Mellen^s  business  is  nothing  but  to 
attend  meetings  of  traffic  associatioDS.  Mr.  Mellon  is  occupied  his 
whole  time  in  attending  meetings  of  tl^  associations  and  keeping  that 
portion  of  the  business  of  the  Union  Pacific  in  shape. 

The  Chairman.  Would  ther^  be  any  difficulty  in  securing  hisattend- 
ance  at  Boston  if  we  should  go  there  hereafter  f 

Mr.  Adams.  I  can  seud  for  him  at  any  time  the  committee  wishes  to 
see  him. 

The  Chairman.  Ton  then  do  not  seem  to  feel  very  much  concerned 
about  the  question  whether  the  Canadian  Pacific  Railroad  is  going  to 
interfere  with  your  traffic  or  not. 

Mr.  Adams.  I  am  waiting  to  see.  I  -do  not  at  all  say  I  do  not  feel 
concerned.  I  waut,  however,  to  see  it  more  fully  developed.  I  am  per- 
fectly sure  of  one  thing,  that  .though  a  good  deal  of  mischief  may  be 
done  before  the  thing  is  remedied,  yet  if  we  once  get  the  thing  devel- 
oped so  as  to  see  what  it  amounts  to;  and  it  amounts  to  auything,  the 
remedy  can  be  applied.  It  has  not  worked  long  enough,  and  I  have 
not  yet  been  able  to  satisfy  myself  of  the  extent  to  which  it  will  go« 

The  Chairman.  If  you  are  given  a  fair  chance  in  the  United  States 
yon  can  take  care  of  the  eastern  and  western  traffic  f 

Mr.  Adams.  I  have  no  fear  as  to  that  if  we  are  given  a  fair  chance. 

The  Chairman.  What  is  the  difference  in  length  between  the  Cana- 
dian Pacific  line  from  its  western  terminus  to  the  East  here — to  New 
York  or  Boston  or  Portland — and  our  American  transcontinental  lines! 

Mr.  Adams.  I  can  not  tell  you  exactly.  I  do  not  consider  the  ques- 
tion of  distance  in  these  days  as  of  very  great  moment. 

The  Chairman.  Not  when  one  road  gets  a  differential  over  another! 

Mr.  Adams.  It  may  be  a  question  of  grades  or  gauge  or  various 
things.  It  may  be  a  question  of  even  the  facilities  for  doing  business, 
as  one  road  can  do  business  much  more  cheaply  than  another.  It  de- 
pends on  a  variety  of  considerations.  It  used  to  be  a  humorous  argu- 
ment with  freight  agents  to  state  to  the  shipper:  "Why,  we  pull  your 
goods  more  miles  for  the  same  money." 

The  Chairman.  And  they  ought  to  have  a  little  more  for  it  f 

Mr.  Adams.  No  ;  that  the  shipper  ought  to  transport  by  them,  inas- 
much as  they  would  give  the  goods  a  ride. 

Senator  Platt.  Do  you  know  whether  it  is  a  fact  or  not  that  goods 
can  be  taken  from  San  Francisco  by  the  water  routes  to  the  Canadian 
Pacific  and  be  delivered  at  St.  Paul  and  Chicago  more  cheaply  than  you 
can  deliver  them  at  those  points  t 

Mr.  Adams.  I  have  seen  that  stated,  and  have  made  some  inquiry 
about  it ;  but  I  have  not  been  able  as  yet  to  satisfy  myself  that  the 
matter  had  assumed  large  proportions^  or  that  it  was  not  due  to  some 
temporary  cause. ' 

Seoatpr  Platt.  Pri^jtically  it  has  not  yet  hurt  you  very  mucb« 
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Mr.  Adams.  I  have  not  been  satisfied  that  it  has  hnrt  as  to  any  very 
serious  degree  as  yet. 

Senator  Blaib.  If  it  does  not  hart  yoa  it  does  not  hart  anybody, 
does  it  t 

Mr.  Adams.  I  can  not  speak  as  to  that. 

Senator  Blaib.  But  has  it  or  not  done  injury  to  the  Northern  Pacific? 

Mr.  Adams.  The  roads  work  in  such  an  indirect  way  that  I  woald 
have  to  be  better  prepared  than  I  am  now  to  answer  yoar  question. 

Senator  Blaib.  You  are  situated  as  well  as  any  other  road  with  re- 
spect to  that  traffic,  being  situated  in  the  center,  or  north  of  the  south- 
em  lines  of  the  country  t  ' 

Mr.  Adams.  Ours  is  the  natural  line  across  the  country.  There  is 
no  doubt  about  tl^at,  and  it  will  always  remain  so. 

Senator  Blaib.  For  the  Asiatic  trade  f 

Mr.  Adams.  For  all  trade.  It  is  the  natural  transcontinental  line. 
We  are  the  New  York  Central  as  among  the  other  lines. 

Senator  Blaib.  And  you  are  treating  the  Oentral  Pacific  as  part  of 
your  line  in  this. 

Mr.  Adams.  Yes. 

Senator  Blaib.  Are  the  high  grades  and  obstructions  in  winter,  going 
through  the  mountains,  etc.,  any  serious  obstruction  to  your  road  being 
a  great  through  channel  Y 

Mr.  Adams.  Yes ;  but  not  such  as  to  put  us  at  a  disadvantage.  Our 
grades  are  better  than  those  of  any  other  line  crossing  the  continent. 

Senator  Blaib.  Better  than  the  Canadian  Pacific  t 

Mr.  Adams.  I  always  considered  that  the  Canadian  Pacific  was  oat- 
side  of  the  problem,  but  I  am  under  the  impression  that  our  grades  are 
better  than  those  of  the  Canadian  Pacific. 

Senator  Blaib.  I  saw  a  statement  to  the  effect  tiiat  the  Canadian 
Pacific,  by  following  the  grades  of  the  ocean  and  touching  Puget  Sound, 
makes  the  distance  700  miles  shorter  to  China  than  the  route  via  San 
Francisco.    Perhaps  that  is  not  so. 

Mr.  Adams.  That  may  be;  but  I  think  you  will  find  that  it  is  here,  as 
it  has  been  with  the  trade  along  the  Atlantic  coast  touching  Portland, 
or  some  such  port,  instead  of  New  York.  I  think  San  Franl^isco  occu- 
pies much  the  same  position  on  the  Pacific  coast  as  New  York  does  on 
the  Atlantic  coast. 

Senator  Blaib.  Is  it  or  not  700  miles  farther  to  China  via  San  Fran- 
cisco than  via  Pnget  Sound  t 

Mr.  Adams.  And  in  the  same  way  we  have  always  heard  about 
Boston  being  one  day  nearer  Europe  than  New  York ;  but  I  have  not 
noticed  that  the  one  day  ever  affected  the  commerce  of  New  York  to 
any  considerable  extent,  and  it  never  will. 

The  Chaibman.  Going  back  to  your  own  operations.  It  has  been 
stated  to  me  since  I  have  been  here  in  New  York,  that  your  road 
charged  more  for  freight  than  the  rate  charged  by  other  railroads.  I 
think  some  gentleman  who  is  building  a  road  somewhere  up  in  the 
Northwest  is  complaining  because  it  costs  him  more  to  get  his  railroad 
iron  where  he  wanted  it — about  400  or  500  miles  this  side  of  San  Fran- 
cisco— than  it  would  cost  to  take  it  all  the  way  to  San  Francisco  and 
then  bring  it  back. 

Mr.  Adams.  I  am  surprised  to  hear  that  statement ;  but,  if  it  is  cor- 
rect, it  would  be  a  matter  which  I  should  suppose  was  due  to  some  ar- 
rangement of  the  Central  Pacific,  and  not  of  ourselves. 

The  Chaibman.  That  I  did  not  inquire  into. 

Mr.  Adams.  I  think  you  will  find  that  such  is  the  fact.    The  Central 


/■ 


THE   UNITED  STATES  AND  CANADA.  145 

Pacific  has  always  parsoed  the  policy  of  charging  less  to  San  !Pran- 
Cisco  than  to  points  this  side  of  San  Francisco,  with  a  view  to  making 
San  Francisco,  which  is  the  end  of  their  line,  the  distributing  point  of 
tiiat  coantry.  If  this  allegation  is  correct,  it  is  a  part  of  the  pld  sys- 
tem in  respect  to  rates  in  that  country ;  bnt  I  know  nothing  abont  it. 
It  is  donbtless  dne  to  some  arrangement  of  the  Central  Pacific. 

The  Chairman.  Take  yonr  own  line  proper ;  do  you  do  that,  as  a 
matter  of  fact  t 

Mr*  Adams.  Not  at  all,  as  I  understand  it.  We  have  in  times  past 
done  in  these  matters  just  as  it  has  been  the  common  practice  of  all  the 
railroads  of  the  country  to  do.  The  practices  of  the  past  have  now 
been  broken  up  and  stopped  by  the  provisions  of  the  interstate  com- 
merce  act,  and  1  do  not  understand  that  this  practice  is  followed  by  ns 
now.  Bnt  I  ought  to  say  that  these  are  matters  not  coming  within  my 
jurisdiction.    Traffic  questions  do  not  naturally  reach  me. 

The  Chaibman.  These  questions  are  under  the  control  of  your  traffic 
manager,  I  snppose. 

Mr.  Adams.  Yes,  they  come  under  the  control  of  the  traffic  manager 
at  Omaha.  It  would  be  futile — it  would  be  worse  than  futile,  it  would 
be  folly — ^for  me,  sitting  in  Boston,  to  endeavor  to  regulate  the  traffic  of 
the  Union  Pacific  Railroad.  It  must  be  regulated  on  the  spot,  and  those 
regulating  these  traffic  rates  must  be  responsible  and  have  the  power 
to  act  on  the  spot.  Thus  these  questions  only  reach  me  when  there  is 
some  matter  of  general  policy  to  be  settled,  some  question  with  refer- 
ence to  the  course  to  be  pursued  under  the  law ;  then  the  question  be- 
comes one  of  general  policy. 

EFFECT  OF  THE  INTERSTATE  GOMMEROE  LAW. 

The  Chaibman.  Yesterday  the  general  manager  of  the  Grand  Trunk 
Bailway  Company  of  Canada  presented  to  the  committee  a  circular 
which  he  sent  to  his  employes,  the  purport  of  which  was  the  require- 
ment of  an  observance  of  the  interstate  commerce  act  in  all  business 
connected  with  the  United  States.  I  suppose  that  every  president  or 
general  manager,  or  somebody  connected  with  the  railroad,  exercised 
the  same  power  in  that  direction. 

Mr.  Adams.  I  sent  a  similar  circular  to  our  officials,  and  framed  it  in 
very  decided  language,  in  the  early  part  of  the  year;  I  again  repeat 
what  I  said  before,  that  I  am  extremely  reluctant  to  express  any  opin- 
ions on  the  subjects,  because  we  have  not  yet  bad  time  to  see  what  the 
effect  of  the  act  is.  I  will  state  that  we  are  watching  it  with  additional 
interest  because  during  the  last  three  months  the  traffic  results  have 
been  most  unsatisfactory.  It  has  been  the  most  singular  case  in  my  ex- 
perience. Up  to  January  last  the  lines  were  extremely  busy.  The  traffic 
was  most  satisfactory  in  every  respect,  but  in  January  orders  went  out 
to  the  effect  that  there  should  be  a  literal  compliance  with  the  inter- 
state commerce  act  in  every  respect.  Now,  whether  it  had  anything  to 
do  with  that  I  am  not  prepared  to  say,  but  business  then  disappeared 
at  once,  and  u]^  to  this  time  the  traffic  conditions  of  the  country  west  of 
Omaha — I  can  not  speak  of  the  country  east  of  Omaha — is  most  unsat- 
isfactory. I  am  not  prepared  to  say  that  is  not  due  to  some  temporary 
or  local  cause,  and  we  are  watching  to  see. 

The  Chairman.  Are  you  aware  of  any  other  lines  that  have  increased 
their  business! 

Mr.  Adams.  It  is  equally  unsatisfactory  with  all  lines.  The  only  line 
where  the  business  is  satisfactory  is  the  Northern  Ps^cilic,  which  is  due 
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to  local  causes  pretty  well  anderstood,  and  that  make  an  exceptional 
case.  I  have  corresponded  with  the  presidents  of  other  lines  in  order 
to  ascertain  whether  onr  experience  is  exceptional,  and  they  tell  me 
that  it  is  common. 

The  Chairman.  And  if  there  is  any  business  to  do,  somebody  cer- 
tainly is  doing  it. 

Mr.  Adams.  Undoubtedly,  and  we  are  waiting  to  see  why  this  is 
thus.  The  thing  will  develop.  It  can  not  long  continue  in  its  present 
shape  without  bringing  on  disaster. 

The  Chairman.  There  have  been  in  two  or  three  cases  expressions 
in  favor  of  returning  to  the  system  of  pooling,  to  the  legalizing  of  con- 
tracts between  competitive  railroads.  Have  you  any  definite  view  oa 
thatsubjectf 

Mr.  Adams.  I  am  not  a  very  enthusiastic  believer  in  either  the  ex- 
pediency or  the  results  of  what  is  known  as  pooling.  Nevertheless,  I 
think  that  it  ought  to  be  recognized  and  legalized. 

The  Chairman.  Subject  to  the  supervision  of  the  Interstate  Com- 
merce Commission  f 

Mr.  Adams.  Yesjuuder  the  operation  of  the  law. 

The  Chairman.  Have  you  any  special  suggestions  to  make  as  to 
amendments  of  the  law  as  it  at  present  exists  Y 

Mr.  Adams.  On  the  contrary,  my  desire  is  not  to  see  the  law  amended 
but  to  see  it  enforced,  and  then  we  will  know  how  to  amend  it.  My 
feeling  in  regard  to  the  law  is  that  now  we  are  simply  groping  our  way 
in  the  dark.    It  has  not  as  yet  had  a  fair  trial. 

Senator  Blair.  What  is  this  mysterious  feature  of  the  lawY  What 
feature  in  the  law  is  there  that  presents  such  an  occult  problem t 

Mr.  Adams.  This  country  was  buik  up  on  the  principle  of  free  man- 
agement of  railroads.  That  is,  there  might  be  pooling  and  rebates  and 
drawbacks,  and  the  haul  for  a  longer  distance,  where  the  volume  of 
business  justified  it,  might  be  less  than  the  haul  for  a  shorter  distance. 
Now  a  system  has  been  introduced  by  law  which  wholly  differs  from 
the  original  system,  and  a  commerce  that  has  grown  up  under  one  sys- 
tem has  suddenly  another  system  applied  to  it. 

Senator  Blair.  Have  you  any  doubt  that  the  passage  of  this  law  in 
a  great  measure  stopped  the  cheating  that  was  going  on  f 

Mr.  Adams.  No, 

Senator  Blair.  Well,  that  is  one  great  feature  of  the  interstate 
commerce  law.  This  deceptive  method  of  conducting  business  whereby 
one  shipper  has  an  advantage  that  another  shipper  does  not  have,  is 
remedied  by  the  law.  That  feature  we  keep.  Another  feature  is  the 
abolition  of  rebates.  You  would  keep  that  feature  in  the  law,  would 
you  not! 

Mr.  Adams.  Undoubtedly. 

Senator  Blair.  And  there  must  be  some  other  features  you  would 
keep.  I  thought  it  would  be  this  long  and  short  haul  clause.  Is  it 
that  feature  of  the  law  which  the  railroad  managers  would  eliminate, 
or  "feome  other  specific  feature  t 

Mr.  Adams.  I  can  not  speak  for  the  other  railroad  managers  of  the 
country,  and  do  not  undertake  to  do  so,  and  I  have  not  suggested  either 
the  repeal  or  amendment  of  the  law. 

Senator  Blair.  You  suggest  its  enforcement,  and  the  difficulties  of 
the  country  have  been  such  that  after  great  tribulation  this  law  was 
enacted.  Now  we  are  charged  with  an  effort  to  get  light  which  may 
lead  to  an  improvement  of  it,  and  I  do  not  know  anybody  who  under- 
Btands  the  railroad  situation  better  than  you  do,  and  I  thought  I  might 
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be  able  to  osJl  your  atteation  to  some  feature  of  the  law  which  yoa  de- 
sire to  have  amended. 

Mr.  Adams.  The  unexpected  is  apt  to  occur,  and  I  think  that  to-day, 
as  far  as  I  can  j'l^J^Ot  things  are  storking  very  well.  I  think  the  Com- 
mission under  the  interstate  act  is  getting  hold  of  the  thing  and  getting 
to  understand  it  and  down  into  it.  I  think  pressure  is  being  brought  to 
bear  more  and  more  heavily,  and  I  am  not  myself  in  favor  of  either  re- 
pealing or  amending  the  law.  I  am  in  favor  of  leaving  it  as  it  stands, 
for  the  Commission  to  work  upon ;  and  by  and  by  that  Commission  is 
sure,  through  its  investigations,  to  point  out  anything  that  would  be 
an  improvement  of  the  law  and  wherein  the  law  should  be  amended. 
Natural  forces  will  be  brought  to  bear  which  will  demand  its  amend - 
*ment  and  perfection,  and  when  that  time  arrives  the  law  will  be  changed 
accordingly. 

Senator  Blaib.  And  then  have  public  sentiment  behind  it. 

Mr.  Adams.  And  then  have  public  sentiment  bebind  it.  My  position 
is  the  same  to«day,  though  I  am  now  a  railroad  president,  that  it  was 
when  I  was  a  railroad  commissioner  of  the  State*  of  Massachusetts* 
What  I  believe  in  for  the  remedying  of  these  evils  is  publicity  and  the 
gradual  working  of  public  opinion,  which  will  produce  all  the  changes 
necessary.  But  you  must  give  them  time.  Ton  can  not  produce  your 
results  in  a  day ;  and  I  think  the  Interstate  Commission  through  its 
investigations  is  proceeding  as  rapidly  as  could  be  expected.  I  do  not 
see  that  there  is  much  fault  to  be  found. 

ENFOBCEMENT  OF  THE  LAW. 

Senator  Platt.  In  your  opinion  should  the  long  and  short  haul  pro- 
vision be  lived  up  to,  or  should  it  not  t 

Mr.  Adams.  I  do  not  care  about  the  short  and  long  haul  provision 
specially,  but  the  law  should  be  lived  up  to. 

Senator  Platt.  Is  it  your  understanding  that  it  has  been  lived  up  to  t 

Mr.  Adams.  I  have  my  doubts  about  that;  but  I  say  that  we  should 
wait  a  little  longer  before  changing  or  amending  the  law. 

Senator  Platt.  In  what  other  respects  has  the  law  not  been  lived  up 
tot 

Mr.  Adams.  When  you  come  to  the  intricacies  of  cutting  of  rates, 
etc.,  it  is  a  large  field.  I  will  state  to  you  one  way  of  cutting,  in  order 
to  show  how  things  are  done,  and  which  is  well  understood  among  the 
lines.  In  certain  cities  of  the  country  there  are  large  lumberyards  and 
points  of  lumber  shipment.  These  yards  have  their  tracks  running  up 
to  them — separate  tracks.  A  box-car  containing  lumber  is  switched  by 
the  railroad  company  into  that  yard.  The  proprietor  of  the  yard  has  a 
rate  for  the  liimber,  which  is  a  very  low  rate,  for  the  lumber  rate  is 
always  extremely  low.  The  car  is  switched  into  the  yard  and  boards 
are  piled  up  up  against  the  doors  of  the  car  on  each  side.  The  interior 
space  is  filled  with  groceries  and  hardware  .and  articles  scheduled  at 
higher  rates,  and  the  car  with  its  mixed  contents  is  carried  to  its  desti- 
nation at  the  lumber  rate.  The  lumber  dealer  is  simply  cutting  the  rate 
on  all  these  articles  loaded  between  his  lumber,  and  the  railroad  is  con- 
niving with  him  in  doing  so.  I  mention  this  as  one  practice  well  under- 
stood among  railroad  men. 

Senator  Platt.  Do  you  believe  that  at  the  present  day  the  railroads 
of  the  country  generally,  and  I  refer  particularly  to  the  western  roads, 
are  living  tip  to  the  requirements  of  the  lawpretty  fairly  f 

Mr.  Adams.  I  think  they  are  doing  so  to-day  more  fairly  than  ever 
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before.  Bat  when  you  come  to  the  degree  to  which  they  are  living  np 
to  it,  I  should  hesitate  to  speak  without  a  great  deal  more  informatioQ 
than  I  now  have.  The  ways  of  evading  the  law  by  cutting  the  rate  are 
so  many  and  ingenious  and  the  men^re  so  expert  at  it  that  I  should 
think  him  a  bold  man  who  would  hazard  a  positive  assertion  in  reply  to 
your  question. 

The  Chairman.  Ton  said  once  that  a  railroad  president  could  not 
stop  it. 

Mr.  Adams.  I  have  seen  no  reason  to  change  my  opinion.  He  can 
stop  it  if  he  is  on  the  spot  and  decapitates  every  one  he  catches  doing 
it ;  but  it  is  very  hard  to  detect  them. 

The  Chairman.  As  a  whole  is  not  the  traffic  on  the  railroads  con- 
ducted more  nearly  on  general  business  principles  that  it  used  to  bef- 

Mr.  Adams.  I  should  hesitate  even  to  say  that,  except  for  the  period 
since  the  Ist  of  January.  My  attention  was  called  to  it  pretty  vigor- 
*  ously  before  the  1st  of  January  and  I  looked  into  the  matter  in  onr 
traffic  department,  and  the  conclusion  which  I  reached  was  that,  prior 
to  that  time — priof ,  I  say,  to  the  time  the  presidents  of  the  lines  met 
here  in  New  York — things  having  come  to  such  a  state  that  the  presi- 
dents were  brought  together  in  New  York  for  the  purpose  of  consulta- 
tion— I  was  led  to  the  conclusion  that  affairs  had  never  been  worse 
than  they  had  been  a  short  time  prior  to  that. 

The  Chairman.  The  general  impression  seems  to  be  that  the  roads 
observed  the  law  a  little  while  and  then  they  evaded  it  for  a  while,  and 
when  they  found  they  were  not  prosecuted  vigorously  for  not  obeying 
the  law  they  then  became  reckless  for  a  time. 

Mr.  Adams.  That  was  the  impression  made  upon  my  mind  as  the  re- 
sult of  my  inquiries. 

The  Chairman.  What  has  brought  about  the  change;  just  this  sim- 
ple meeting  of  the  railroad  presidents  herein  New  Yorkf 

Mr.  Adams.  When  a  thing  gets  very  bad  it  is  apt  to  remedy  itself. 
Necessity  causes  a  remedy.  That  had  much  to  do  with  it.  We  were 
all  alarmed  by  the  course  of  events.  As  one  of  the  most  intelligent 
and  thoughtful  western  railroad  presidents  s-^id  to  me,  in  discussing 
this  matter  last  October,  '^  If  there  is  a  chasm  before  you,  and  yon  are 
continually  approaching  it,  the  time  must  come  when  you  will  go  over." 
That  was  his  view  of  the  railroad  situation.  The  demoralization  was 
going  on.  The  margin  of  profit  between  the  cost  of  operation  and  what 
was  charged  was  growing  less  and  less,  and  it  was  a  mere  question  of 
time  when  we  would  go  into  the  chasm.  There  was  a  serious  feeling  of 
alarm.  That  feeling  of  alarm  with  intelligent  men  almost  invariably 
leads  to  an  effort  at  correction. 

At  the  same  time  there  was  another  element  that  tended  to  improve 
the  course  of  events,  the  Interstate  Commerce  Commission.  I  give  great 
weight  to  these  investigations  of  the  Interstate  Commerce  Commission.. 
I  think  they  constitute  a  very  large  factor  in  the  situation,  and  when 
Judge Oooley  and  the  other  commissioners  showed  a  disposition  at  last 
to  get  hold  of  the  situation,  to  familiarize  themselves  with  the  grdnnd, 
it  tended  to  simplify  matters.  They  had  a  difficult  problem.  You  can 
not  expect  men  to  take  hold  of  a  difficult  thing  like  that  and  get  to  the 
bottom  of  it  at  once.  But  when  they  went  into  the  payment  of  com- 
missions and  the  violations  of  law,  and  dragged  them  out  into  the  light, 
it  produced  an  effect  at  once.  I  think  they  are  proceeding  wisely.  I 
do  not  wish  to  hurry  them.  So  far  as  I  am  concerned,  I  am  watching 
them  with  confidence,  but  I  think  the  greatest  service  those  commis- 
sioners can  render — and  I  suppose  what  I  say  will  be  reported — the 
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greatest  service  that  the  commissioners  can  render  the  railroads  just 
now  is  to  prosecute  two  or  three  of  the  guilty  ones. 

The  Ghaibhan.  I  think  it  would  be  a  good  thing  myself. 

Mr.  Adams.  It  would  be  like  the  assertion  of  Voltaire  about  the  En- 
glish Gtovemment,  that  now  and  then  they  shot  an  admiral  to  encourage 
the  others.  I  think  there  could  not  be  anything  done  to  better  the 
situation  than  to  institute  legal  proceedings  against  some  law-violating 
railroadsr 

Senator  Beaoan.  Do  you  conceive  that  the  moral  lectures  delivered 
by  the  Interstate  Commerce  Commission  are  a  better  remedy  than 
prosecutions  for  the  violations  of  law  f 

Mr.  Adam8«  I  have  a  great  respect  for  moral  influences  on  railroad 
men  as  on  others. 

Senator  Blaib.  They  are  very  susceptible  to  such  influences,  are 
theynotf 

Mr.  Adams.  Yes.  I  say  again,  speaking  from  my  own  experience,  in 
Massachusetts  we  accomplished  very  considerable  results,  but  we  never 
prosecuted  any  one. 

Senator  Beagan.  I  have  no  doubt  that  is  true ;  but  if  we  recognize 
the  fact  that  rebates  are  given  and  discriminations  are  made  between 
shippers  in  violation  of  law,  is  it  not  as  essential  that  such  violators  of 
law  should  be  punished  as  it  is  essential  that  the  violation  of  any  law 
should  be  punished  t 

Mr.  Adams.  I  have  already  answered  that  question.  Senator.  I  have 
said  I  thought  it  would  be  the  best  thing  that  could  happen  if  some 
prosecutions  were  instituted  under  that  law. 

The  Chairman.  What  would  you  think  of  an  amendment  of  the  act 
providing  for  the  giving  of  moieties  to  informers  so  as  to  find  out  who 
were  violating  the  law. 

Mr.  Adams.  The  moiety  system  has  not  worked  very  well,  has  it, 
Senator  Y    It  has  been  applied  in  our  revenue  system. 

The  Chairman.  I  do  not  think  much  of  it  myself  as  a  general  thing. 

Mr.  ADAMS.  1  do  not  think  it  is  necessary. 

The  Chairman.  It  does  seem  as  if  we  would  have  to  adopt  some  ex- 
traordinary means  to  find  out  what  is  going  on  among  the  railroads  in 
order  to  bring  them  to  an  observance  of  the  law. 

Mr.  Adams.  Do  you  not  think  that  is  now  being  done  with  satisfac- 
tory rapidity  f  Take  the  utterances  of  Judge  Cooley  and  I  think  you 
will  find  they  have  produced  the  desired  effect ;  I  think  the  progress 
being  made  is  satisfactory. 

The  Chairman.  It  is  aggravating  to  me,  Mr.  Adams,  to  learn  that  a 
great  class  of  business  men,  representing  thousands  of  millions  of 
dollars,  should  ahnost  universally  admit  that  the  recklessness  of  the 
men  engaged  in  the  railroad  business  was  worse,  if  possible,  since  the 
interstate-commerce  act  was  passed  than  before. 

Mr.  Adams.  I  think  that  is  so. 

The  Chairman.  Then  it  would  seem  as  though  something  besides 
grass  should  be  thrown. 

Mr.  Adams.  Yes,  and  I  think  that  is  coming.  I  think  tl|e  pressure 
of  the  act  is  showing  itself.  I  do  not  dare  to  state  it  here  as  a  fact, 
but  there  is  a  theory  I  have — and  I  give  it  purely  as  a  theory,  and  not 
as  a  thing  that  I  should  state  as  the  result  of  investigation  of  the  present 
condition,  or  the  prospective  condition  of  traffic,  judging  from  the  past 
three  months ;  it  is  this  and  I  give  it  for  what  it  is  worth,  as  explain- 
ing the  present  state  of  affairs,  namely :  Since  the  first  of  January, 
owing  to  the  action  of  the  Interstate  Commerce  Commission,  owing  to 
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tbreats  of  prosecatioD.  owing  to  the  orders  given  by  the  presidents,  rates 
have  been  maintained  more  rigidlj  and  more  evenly  than  ever  before. 
There  never  has  been  a  time  in  the  history  of  railroading  when  the 
largest  shippers  and  manufacturers  could  not  dictate- their  own  terms 
practically,  except  within  the  last  three  months.  I  think  it  not  impos- 
sible that  the  two  are  looking  at  each  other  to  see  who  will  make  the 
first  breach.  The  railroad  man  does  not  want  to  be  the  first  to  cut  the 
rate,  and  the  shipper  does  not  want  to  ship  except  at  a  cut  rate,  and 
the  two  are  watching  each  other,  and  this  results  in  the  depression  in 
traffic  which  has  existed  for  the  last  two  months. 

The  Chairman.  They^re  practically  waiting  for  some  one  to  violate 
the  law  so  that  they  can  renew  the  practices  heretofore  followed. 

Mr.  Adams.  That  is  the  amount  of  it.  With  our  ranks  remaining 
unbroken,  and  rates  maintained  and  rebates  cnt  off,  we  shall  have 
made  a  great  step  forward.  I  have  therefore  been  watching  and  wait- 
ing ;  and,  as  1  have  repeatedly  said  here,  I  am  now  watching,  and  I 
am  not  prepared  at  this  time  to  say  whether  or  not  the  law  is  a  practi- 
cal one  for  working  purposes,  or  whether  it  should  be  amended  or 
changed. 

Senator  Eeagan.  Mr.  Adams,  you  have  devoted  as  much  time  to  the 
study  of  the  railroad  problem  as  any  man  in  the  country  probably.  Can 
you  tell  us  is  it  probable  that  there  can  be  a  fair  and  satisfactory  solu- 
tion of  the  railroad  problem  in  this  country  while  the  stock-watering 
system  is  to  be  encountered  t 

Mr.  Adams.  I  do  not  think  the  stock-watering  system .  amounts  to 
much  one  way  or  the  other. 

Senator  Eeagan.  But  the  interest  has  to  be  paid  upon  it.     r 

Mr.  Adams.  We  have  to  take  what  we  can  get  We  might  have  bank- 
mptcy  or  anything  else  impending  over  us  and  we  could  not  charge  a 
cent  more.  If  there  is  one  thing  that  the  people  of  this  country  ought 
to  be  entirely  satisfied  with  it  is  the  lowness  with  which  the  railroad 
traffic  is  conducted.    There  is  no  complaint  on  that  score. 

Senator  Eeagan.  I  think  you  are  right  about  that. 

Mr.  Adams.  The  difficulty  is  the  inequality.  If  we  could  have  equal- 
ity of  rates  this  would  be  the  cheapest  served  country  in  the  world.  In 
fact,  I  have  no  sympathy  with  attacks  on  the  railroads  on  this  score. 
The  one  thing  the  railroad  has  done  has  been  to  accomplish  in  respect 
to  cheapness  of  service  the  most  magnificent  triumph  the  world  ever 
saw.  Our  one  study  and  effort  has  been  and  now  is  to  get  the  rates  as 
low  as  possible. 

The  Chairman.  One  of  the  chief  purposes  of  the  act  was  to  secure 
publicity  and  equality. 

Mr.  Adams.  Yes;  to  secure  equality  and  publicity,  and  I  think  the 
progress  made  in  that  direction  is  satisfactory.  I  do  not  think  there  is 
any  just  ground  for  complaint.  I  think  the  Commission  is  doing  valua- 
ble work,  and  the  thing  1  like  best  about  their  work  of  late  has  been 
that  they  do  not  seem  to  be  in  a  hurry ;  they  are  getting  hold  of  their 
business  before  they  take  any  steps  in  public.  I  do  not  think  they  have 
made  many  mistakes. 

EEGULATION  OF  THB  CANADIAN  LINES. 

The  Chairman,  l^ow,  Mr.  Adams,  going  aside  of  the  general  subject 
of  the  interstate  commerce  law,  we  have  been  looking  into  the  question 
of  these  Canadian  roads  as  they  affect  United  States  railroad  interests 
and  commerce  generally.    You  are  aware  that  there  are  quite  a  num- 
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ber  of  roa4s  bailt  into  the  United  States  from  the  Grand  Trunk  and 
some  from  the  Canadian  Pacific,  making  connections  or  feeders  in  the 
United  States  to  their  main  lines.  What  is  your  general  view  of  the 
movement  in  that  direction  ^  do  yon  look  npon  it  as  a  thing  that  ought 
to  be  encouraged  or  discouraged  f 

Mr.  Adams.  I  suppose  what  the  people  of  this  country  want  is  cheap 
iiransportation. 

The  Chairman.  That  is  what  the  people  are  looking  for,  but  do  you 
tbink  that  it  is  a  good  thing  to  encourage  these  Canadian  roads  to  run 
lines  into  the  United  States  f 

Mr.  Adaius.  I  think  it  is  a  factor  in  the  direction  of  securing  cheap 
rates. 

The  Chairman.  You  do  not  look  upon  it  with  disfavor,  then  f 

Mr.  Adams.  I  have  always  sa^d  that  all  I  wanted  was  a  free  field  and 
no  favors.  If  the  Union  Pacific  can  not  take  care  of  itself  in  a  free 
field  with  no  favors  it  had  better  go  to  the  wall. 

The  Chaibman.  I  think  the  Grand  Trunk  has  nearly  a  thousand 
milei)  of  road  in  the  United  States,  which  it  operates  in  connection  with 
their  main  line.    What  do  you  know  about  that  f 

Mr.  Adams.  The  subject,  as  I  said  before,  is  a  complicated  one.  I 
am  not  prepared  to  say  how  far  railroads  subject  to  the  law  may  be 
handicapped  by  it  in  competition  with  lines  that  are  not  subject  to  it, 
like  the  Orand  Trunk.  I  am  very  sure  if  the  law  could  be  enforced 
equally,  and,  if  found  imperfect,  modified  accordingly,  that  its  opera- 
tion would  be  beneficial  all  round.  It  may  be  paradoxical  on  my  part; 
I  may  be  divergent  from  all  the  other  gentlemen  who  hold  similar  jiosi- 
tions  to  mine,  but  I  am  not  disposed  to  find  fault  with  competitors,  pro- 
vided competion  is  fair  and  even. 

The  Chairman.  Suppose  the  interstate  commerce  act  shall  remain 
in  force;  is^here  any  way,  in  your  judgment,  by  which  we  can  compel 
Canadian  roads  doing  business  in  the  United  States  to  observe  it  f  I 
do  not  mean  only  in  the  United  States,  but  on  through  lines,  for  in- 
stance, like  the  Orand  Trunk  Bailway  from  Chicago  to  Portland  and 
Boston. 

Mr,  Adams.  I  think  you  will  find  yourself  confronted  with  very  se- 
rious difficulties. 

The  Chairman.  In  making  them  subject  to  the  interstate  commerce 
law! 

Mr.  Adams.  Yes.  I  should  be  very  anxious  to  see  it  worked  out.  Let 
us  see  what  the  result  would  be.  I  would  let  things  alone,  as  at  present, 
and  let  these  Interstate  Commerce  Commissioners  pursue  their  investi- 
gation and  see  what  the  result  is. 

The  Chairman.  It  was  suggested  here  on  yesterday  that  there  would 
be  no  objection  to  the  building  of  feeder  lines  to  the  Grand  Trunk  and 
the  Canadian  Pacific  into  this  country,  and  their  doingbnsiuesshere back 
and  forth,  provided  they  were  put  under  the  absolute  control  of  the 
Interstate  Commerce  Commission,  and  their  lines  and  their  conduct 
were  subject  to  the  inspection  of  the  Interstate  Commerce  Commission 
not  only  in  our  country  but  in  Canada. 

Mr.  Adams.  This  is  a  pretty  broad  field  of  inquiry,  Mr.  Chairman. 
I  should  hesitate  long  before  I  expressed  an  opinion  about  it. 

Senator  Blair.  I  understand  your  general  position  to  be  this :  Open 
the  whole  continent  to  freedom  of  action,  and  if  the  Canadian  Pacific 
proves  to  be  the  best  line  let  the  others  be  feeders  to  it. 
.  Mr.  Adams.  I  have  no  objection  to  that. 

Senator  Blair.  But  you  would  insist  that  our  roads  have  equality  in 
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itioDS  in  Giuiada  with  what  the  Oaaadian  roads  have  in  the  United 
isf 

Er.  Adams.  I  have  no  donbt  whatever  that  when  yoa  come  to  deal 
that  problem  the  law  will  conform  to  natnral  conditions.    It  will 
rk  itself  out. 
lenator  Blair.  If  the  natnral  channels  of  trade  are  from  the  north 

[the  sonth,  so  far^  as  the  Canadian  border  is  concerned,  give  ns  the 

jtural  operation  of  indnstrial  conditions  and  freedom  to  put  onr  feed- 
in  Canada,  as  theirs  are  in  the  United  States,  and  we  will  get  the 

^mmerce.    Is  that  yonr  idea  T 

Mr.  Adams.  I  have  no  doubt  of  it.    How  far  artificial  legal  restric- 
tons  may  affect  it  is  another  qnestion. 

Senator  Blair.  Yon  would  look  upon  political  conditions  as  arti- 
Icial,  I  suppose? 

Mr.  Adams.  Entirely.  What  I  mean  to  say  is  that,  in  the  long  mn, 
Ithe  pressure  of  natural  forces  will  remove  those  things,  but  they  may 
^'produce  very  great  injury,  possibly  financial  panics,  before  the  people 
awake  to  the  necessity  of  action*  to  remedy  them.  I  do  not  pretend  for 
a  moment  to  say  I  am  not  anxious  over  the  existing  situation.  I  am 
anxious  about  it,  and  am  watching  it  from  day  to  day  to  see  how  it  is 
going  to  tnrn  out,  but  I  do  not  know  what  could  be  done  now  to  im- 
prove it.  If  I  had  supreme  power  as  a  dictator,  I  should  be  utterly  at 
a  loss  to  know  what  to  do. 

Senator  Blair.  If  the  continuance  of  commercial  intercourse  between 
this  country  and  Canada  is  to  have  the  effect  of  making  a  great  nation 
north  of  us  with  political  institutions  unsympathetic  with  our  own,  with 
a  rival  sovereignty,  in  alliance  with  great  powers  on  the  continent  of 
Europe,  and  to  build  there  a  basis  of  military  operations  against  the 
United  States  in  the  future,  would  you  not  look  upon  those  things  as 
conditions  of  importance  which  should  be  considered  f 

Mr.  Adams.  I  should  if  I  were  satisfied  that  they  existed. 

Senator  Blair.  Now,  would  you  not  look  upon  the  growth  of  political 
institutions  and  those  associations  which  lead  to  sentiments  of  na- 
tionality and  patriotism  as  confined  to  a  given  locality  as  very  impor- 
tant elements  to  be  cotisidered  in  connection  with  the  indnstrial  develop- 
ment t  Would  you  not  look  upon  those  things  which  grow  out  of  the 
nature  of  man  as  quite  as  important  as  those  which  relate  simply  to  the 
surface  of  the  earth  f 

Mr.  Adams.  I  think  those  things  are  independent  of  legislation. 

Senator  Blair.  Are  they  not  the  result  of  legislation  t 

Mr.  Adams.  No,  I  think  not. 

Senator  Blair.  Or  is  not  legislation  the  result  of  them  Y 

Mr.  Adams.  I  think  probably  that  is  the  case. 

Senator  Blair.  If  they  are  so  forcible  that  they  control  legislation, 
may  not  these  other  questions  yield  t 

Mr.  Adams.  Undoubtedly  they  may.  Those,  however,  are  very  large 
questions  that  extend  over 

Senator  Blair.  Are  they  to  be  ignored  because  they  are  large  t 

Mr.  Adams.  No,  not  at  all ;  but  I  mean  to  say  that  1  am  not  prepared 
to  express  any  opinion  about  them  here  and  now. 

Senator  Blair.  There  comes  a  time  in  the  development  of  this  world 
when  such  large  questions  press  themselves  upon  the  country  for  con- 
sideration.' 

Mr.  Adams.  I  should  hesitate  to  express  an  opinion  without  further 
consideration. 

Senator  Blair.  1  do  not  know  what  a  committee  in  pursuit  of  light  is 
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to  do  when  tbe  laminarles  refuse  to  illuminate.    [Laugbter.]    I  do  not 
like  to  see  so  brilliant  a  ligbt  capped  witb  modesty.    [Laugbter.] 

Mr.  Adams.  You  are  very  kind,  but  I  sbonld  prefer  to  let  tbb  cap  re- 
main. 

Senator  Gobman.  Are  you  content  to  urge  the  strict  enforcement  of 
this  law  with  the  long  and  short  haul  clause  and  tbe  prohibitions  Of 
pooling  by  our  American  roads,  leaving  the  Canadian  roads  practically 
free  to  do  as  they  please  Y 

Mr.  Adams.  Ko  ;  I  am  not. 

Senator  Gobman.  Well,  what  would  yon  suggest! 

Mr.  Adams.  The  best  way,  If  the  law  is  defective,  is  to  let  it  produce 
its  results  and  amend  it  accordingly.  .1  have  not  seen  the  law  working 
long  enough  to  have  my  own  mind  clear  as  to  what  the  necessary  amend- 
ment is. 

What  I  mean  is  that  if  you  gentlemen  were  to-day  to  authorize  me 
to  draft  an  amendment  to  the  interstate  commerce  act  covering  these 
points,  and  said  that  you  had  no  doubt  it  could  be  passed,  I  would  be 
utterly  at  a  loss  how  to  begin.  I  have  not  the  data  on  which  alone  leg- 
islation can  be  founded.  That  some  changes  may  be  necessary  and 
ought  to  be  brought  about  I  think  very  likely ;  but  I  should  say  that 
the  proper  parties  to  bring  about  such  changes  are  (he  Interstate  Ooin* 
merce  Commissioners,  who  are  investigating  this  thing  continually,  and 
who  will  in  time  have  the  data  before  them. 

.  Senator  Gobman.  J^Tow,  what  i  want  to  get  at  is  this :  Here  in  this 
country  we  have  the  interstate  commerce  law  in  operation,  and  the 
railroads  are  governed,  by  it.  Now,  this  system  of  roads  north  of  us  in 
a  foreign  jurisdiction,  not  governed  by  this  law,  comes  down  to  this 
country  tapping  us  at  every  point,  taking  our  trade  and  coming  in  com- 
petition with  our  lines.  Ton  seem  to  agree  that  the  general  principles 
of  our  lav  are  correct.  Now,  do  you  not  believe  that  it  is  the  height  of 
wisdom  by  international  legislation  or  negotiations  to  have  the  same 
conditions  imposed  upon  the  Canadian  roads  for  the  privilege  of  being 
l)ermitted  to  participate  in  this  trade  as  we  impose  upon  our  own  roads  f 

Mr.  Adams.  I  was  trying  to  think  how  that  would  operate  if  it  were 
reversed,  snppose  there  were  a  code  of  laws  in  Canada  which  they  as- 
serted was  founded  on  correct  principles  and  was  right  and  proper,  and 
that  that  code  of  laws  should  be  imposed  by  them  upon  the  American 
railroads  as  a  condition  of  their  doing  business  in  Canada  T  How  would 
it  work  if  that  same  rule  were  applied  among  nations,  if  one  nation 
should  in  this  way  im|  ose  its  own  system  upon  another  nation  f  It  is 
a  broad  generalization. 

Senator  Gobman.  This  is  a  unique  case.  It  is  separate  and  distinct 
from  the  case  you  state,  and  the  conditions  are  just  the  reverse  of  those 
which  you  have  stated.  Three  fifths,  probably,  of  all  the  traflBc  of  the 
Grand  S^nk  Line  originates  in  the  TJnited  States,  and  as  their  carry- 
ing trade  is  in  direct  competition  with  American  roads,  if  unrestricted, 
not  subjected  to  the  same  conditions  as  our  railroads,  would  it  not  re- 
sult in  bankruptcy  if  the  law  were  strictly  enforced  upon  our  American 
roads  and  not  upon  them  f  Now,  do  you  not  believe  that  prudence  and 
wisdom  and  every  consideration  dictate  that  we  shall  impose  the  same 
conditions  upon  them  that  we  impose  upon  our  own  roads  or  else  repeal 
the  law  f 

Mr.  Adams.  As  a  railroad  man,  I  should  say  yes. 

Senator ^OBM An.  As  an  American  citizen,  what  would  you  sayt 

Mr.  Adams.  There  is  a  continual  tendency  in  your  questions,  which 
are  very  ingeniously  framed  to  that  end,  to  carry  the  discussion  into  a 
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philosophical  field,  to  which  I  have  paid  some  attention ;  but  they  open 
such  a  very  wide  field  that  I  am  relnctaut  to  go  into  it.  It  is  this  whole 
question  of  Governmental  restriction  and  interference.  My  views  on 
that  subject  are  tolerably  pronounced ;  but  they  are  not  in  accord  with 
the  views  generally  entertained  in  the  community  in  which  I  live;  and 
I  am  not  prepared  to  deny,  representing,  as  I  do,  a  large  company,  that 
the  considerations  of  the  day,  which  are  all  I  have  to  consider-r— I  am 
not  looking  after  the  next  generation — ^indicate  that  your  proposition 
is  founded  on  justice. 

Senator  Gorman.  Well,  I  was  only  treating  the  case  of  to-day,  and 
the  practical  case,  without  going  into  the  general  question.  Would  it 
not  be  a  fact  that  if  it  is  impossible  und^r  the  present  conditions  and 
our  present  relations  with  Canada  to  enforce  the  provisions  of  our  inter- 
state commerce  aot  upon  all  the  through  trade  from  Chicago  or  the 
northwest  to  Montreal,  Portland,  or  Halifax,  that  it  would  follow  as  a 
matter  of  course  that  we  would  be  compelled  to  relieve  our  railroads  of 
the  present  restrictions  t 

Mr.  Adams.  You  would  either  have  to  relieve  them  of  the  present 
restrictions  in  a  measure,  or  3'ou  would  find  that  commerce,  as  I  said 
before,  would  follow  the  line  of  least  resistance. 

Senator  Gorman.  And  that  would  be  over  the  roads  that  were  not 
so  restricted  f 

Mr.  AriAMS.  Undoubtedly.  !N"ow,  I  have  no  doubt  that  in  many 
respects — take  European  commerce  with  this  conntry,for  instance— that 
the  line  of  least  resistance  is  through  Portland,  Montreal,  Baltimore, 
and  other  cities.  But  that  is  more  than  compensated  for  by  the  com- 
mercial and  other  advantages  predominating  in  New  York,  gravitation 
and  everything  else.  There  may  be  other  considerations  which  would 
more  than  counterbalance,  and  which  would  enable  us  to  hold  our  own^ 
but  whether  that  would  be  so  or  not,  we  should  still  be  working  under 
a  disadvantage. 

Senator  Platt.  So,  if  Canada  were  to  subsidize  the  Canadian  Pa- 
cific road  sufficiently  it  might  overcome  the  tendency  to 

Senator  Gorman.  I  was  just  coming  to  that.  Now,  it  has  been 
stated,  Mr.  Adams,  and  I  think  nowhere  denied,  that  the  Canadian 
Government — the  English  Government,  probably— has  granted  a  sub- 
sidy of  $165,000,000  in  round  numbers  to  the  Canadian  Pacific,  which 
is  an  amount  probably  greater  than  the  cost  of  the  road,  or  at  any  rate 
nearly  so,  and  in  addition  to  that,  that  they  have  subsidized  a  line  of 
steamers  from  China  and  Japan  to  the  Sound  to  an  amount  that  I  am  not 
informed  of,  and  have  granted  a  subsidy  to  the  extent  of  half  a  million 
dollars  for  a  line  from  Halifax  and  Montreal  to  the  other  end,  so  as  to  bring 
the  traffic  of  the  Pacific  on  the  subsidized  steamers  and  receive  it  ol 
the  Canadian  Pacific  at  this  end.  Now,  with  a  road  constructed  with 
public  money,  with  a  line  which  in  its  ocean  transi)ortation  makes  two 
days  shorter  time  between  Japan  and  Liverpool  than  by  your  line,  can 
the  American  roads  control  any  considerable  portion  of  that  trade, 
operating  under  the  conditions  that  you  are  to-day! 

Mr.  Adams.  Taking  the  data  as  you  give  them  I  should  say  no,  that 
it  would  constitute  more  than  a  preponderating  influence. 

Senator  Gorman.  It  would  be  sufficient,  in  your  opinion,  to  divert 
the  commerce  through  the  channel  of  San  Francisco  f 

Mr.  Adams.  To  a  large  extent,  in  my  opinion. 

Senator  Gorman.  I  am  asking  for  your  opinion. 

Mr.  Adams.  You  know  as  well  as  I  from  experience  that  in  the 
matter  of  foreign  commerce  natural  influences  are  very  hard  to  work 
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Senator  Gorman.  But  woald  it  not  control  yoar  charges  to  an  extent 
that  wonld  be  damaging  if  not  deBtractive  to  the  Pacitic  roads  T 

Mr.  Adahs.  Undoubtedly.  There  yon  come  to  a  point  aboat  which 
there  can  be  no  question.  It  might  lead  to  the  worst  financial  conse- 
qnences  to  ns,  becanse  we  have  to  meet  competition  by  holding  oat 
some  indncement  that  woald  increase  charges  and  eat  into  the  margin 
of  profits.  The  condition  of  railroading  in  this  country  is  that  it  is  con- 
tinually doing  its  business  on  a  narrower  and  a  narrower  margin,  and 
when  you  have  anything  that  eats  into  a  margin  of  profit  of  course  it  is 
hard  to  meet. 

Senator  Gobman.  Taking  year  road — ^it  is  one  of  the  great  transconti- 
nental lines,  in  which  the  United  States  is  very  largely  interested,  and 
your  rates  very  largely  depend  upon  the  through  trade — wonld  it  not 
impair  your  powef  to  reimburse  this  country  if  the  conditions  that  exist 
in  reference  to  your  company  are  such  that  if  you  continue  to  op^^ate 
under  the  law  yoa  do  so  at  a  disadvantage  t 

Mr.  AdamS.  Certainly.  There  is  no  ^doubt  about  that.  That  ques- 
tion answers  itself.  Whatever  it  takes  from  us  it  takes  from  our  mar- 
gin of  profit. 

LEGISLATION  SUGGESTED* 

» 

Senator  Gobman.  Then,  as  a  fair  arrangement,  I  ask  your  opinion 
whether  it  would  not  be  the  act  of  wisdom  before  the  United  States 
permits  this  road  to  complete  its  line  through  Maine  and  then  on  to 
Halifax,  that  we  insist  on  the  Canadian  Government  agreeing  to  oper- 
ate with  us  under  the  same  conditions  that  we  impose  upon  yout 

Mr.  Adams.  That  would  be  a  perfectly  fair  proposition  for  us  to 
make. 

Senator  Blaib.  How  would  that  remedy  the  difficulty  since  we  do 
not  impose  any  system  of  tariffs  upon  our  roads  t 

Mr.  Adams.  I  say  that  to  the  Canadian  Government  it  would  be  a 
fair  proposition  to  make. 

Senator  Gobman.  If  that  were  the  case,  that  like  conditions  could  be 
imposed  by  general  legislation,  it  has  been  suggested  here  that  in  the 
interest  then  of  the  public  and  of  the  railroads  as  well,  that  the  next 
step  which  wonld  give  uniformity  of  rates  and  stop  conflicts,  as  between 
the  roads,  would  be  to  legalize  pooling ;  that  is  to  say,  to  permit  a 
pool  to  be  made  for  the  division  of  traffic  between  the  roads,  to  be  ap- 
proved by  the  Interstate  Commerce  Commission. 

Mr.  Adams.  I  think  that  should  be  done ;  I  am  no  friend  of  pooling ; 
I  do  not  believein  it.  Nevertheless  I  think  it  ought  to  be  legalized,  and 
the  railroads  be  left  to  find  out  what  is  best  through  the  natural  process 
of  experience. 

Senator  Gorman.  Under  the  conditions  I  have  stated,  with  the  rates 
to  be  first  approved  by  the  Interstate  Commerce  Commission,  I  under- 
stand you  to  say  that  it  would  be  fair  to  the  railroads.  Now^  how  would 
it  affect  the  public  interest  t 

Mr.  Adams.  I  think  it  would  be  advantageous.  I  have  always  main- 
tained that  the  things  the  public  interests  required  were  publicity  and 
stability,  and  it  has  always  been  a  wonder  and  mystery  to  me — and  I 
have  been  investigating  the  subject  twenty  years — how  business  inter- 
ests could  get  along  under  conflicting  railroad  interests.  The  two 
things  the  public  now  need,  far  more  than  any  simple  reduction  of 
rates,  are  publicity  and  stability,  so  that  shippers  and  business  men 
can  look  ahead  and  make  their  arrangements.    If  the  community  could 
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get  as  the  result  of  any  legislation  tbose  two  points  they  could  p^fectly 
well  afford  to  say  to  the  railroads  that  they  might  charge  50  ])er  cent, 
more  than  they  charge  now,  and  yet  the  public  would  be  better  off. 

Senator  Gorman.  And  does  it  follow  that  that  would  involve  an  in- 
crease of  railroad  rates  t 

Mr.  Adams.  I  did  not  say  that.  The  two  great  things  are  a  published 
rate  and  its  regular  maintenance,  so  that  the  shipper  can  have  some  se- 
curity that  when  he  ships  at  a  rate  to  day  to-morrow  will  not  find  it  cut 
one-half  and  a  secret  rate  given  to  some  one  else  at  the  time  he  was  taking 
the  published  rate.  It'  you  could,  through  an  international  arrange- 
ment with  Canada,  take  any  step  which  would  look  to  those  two  ends, 
I  think  it  would  be  a  very  great  point  gained.  There  should  be  a  com- 
mon law  between  the  two  countries,  through  which  a  stable  published 
rate  would  be  maintained,  and  then  legalize  pooling,  if  necessary,  and 
say  to  the  railroads,  do  in  that  matter  what  you  see  fit,  provided  your 
rates  are  reasonable,  public,  and  stable.  Those  are  the  Uiree  essential 
things. 

LARGE  AND  SMALL  SHIPMENTS. 

Senator  Blair.  I  recall  that  a  little  while  ago  in  your  examination 
you  spoke  of  the  fact  that  now  for  the  first  time  the  railroads  and  ship- 
l)ers  confront  each  other,  and  that  the  large  shipper  is  waiting  to  see  if 
he  really  is  to  be  deprived  of  his  cut  rate. 

Mr.  Ai>AMS.  I  did  not  say  it  as  a  fact.  I  spoke  of  it  as  a  theory  of 
my  own,  explanatory  of  the  situation. 

Senator  Blair.  Is  it  a  fact  that  the  chief  obstacle  in  the  way  of  the 
enforcement  of  this  interstate  commerce  law  consists  of  the  combination 
shippers,  or  combination  of  shipping  interests,  rather  than  the  opposi- 
tion of  the  railroads  t 

Mr.  Adams.  That  is  undoubtedly  true,  inasmuch  as  the  shippers  are 
the  persons  who  tempt  and  the  railroads  are  the  parties  who  yield. 

Senator  Blair.  If  the  shippers  yield,  the  natural  operation  of  the  law 
would  be  advantageous  to  the  railroad,  would  it  not  t 

Mr.  Adams.  Undoubtedly,  as  far  as  that  law  goes.  The  insuring  of 
publicity  and  stability  and  equality  of  rates  is  to  the  advantage  of  the 
railroads. 

Senator  Blair.  Is  there  any  interest  in  the  country  that  suffers^  ex- 
cepting the  large  shipper  who  wants  his  cut  rate,  by  the  enforcement 
of  this  law  t 

Mr.  Adams.  I  am  not  prepared  to  answer  the  question  in  that  shape 
and  in  all  its  breadth,  because  in  transportation  some  regard  should 
be  paid  to  what  it  costs  to  do  the  business.  You  can  perfecdy  well  un- 
derstand you  may  sacrifice  a  political  principle  to  commercial  justice. 
There  is  no  question  that  a  railroad  can,  under  given  conditions  of  traffic, 
haul  a  longer  distance  for  a  less  charge  than  it  would  cost  to  haul  a 
shorter  distance. 

Senator  Blair.  Going  in  the  same  direction  T 

Mr.  Adams.  Going  in  the  same  direction.  For  instance,  take  the 
question  of  carrying  such  a  commodity  a«  coaU  and  carrying  it  to  a  ship- 
ping point  where  you  are  running  your  trains  and  carrying  so  many 
car-loads  a  day,  keeping  your  wheels  in  motion,  and  where  your  facili- 
ties for  handling  are  perfect.  Then  take  a  place  where  you  are  peddling 
out  a  few  car-loads  of  coal.  Under  those  circumstances  the  railroad 
can  not  carry  that  peddling  coal,  though  it  be  carried  a  shorter  dis- 
tance, at  as  low  cost  as  it  can  carry  the  greater  quantity  of  coal  the 
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longer  distance.  It  costs  more  to  carry  a  oar  of  coal  to  these  peddling 
points  than  to  carry  one  of  the  thousands  of  cars  which  are  haaled  the 
longer  distance.  There  is  no  qaestion  aboat  this  whatever ;  and  the 
only  gronnd  that  you  can  stand  on  is  tbat  you  must  at  times  sacrifice  an 
economical  principle  to  political  justice.  It  is  so  also  in  regard  to  large 
and  small  shippers.  For  instance,  take  a  large  coal  merchant  who  ships 
a  thousand  car- loads  a  month,  and  there  is  no  question  you  can  afford  to 
do  his  business  for  less  than  you  can  do  the  business  of  a  small  dealer 
who  peddles  out  coal  at  retaiU  doing  his  business  at  a  small  station 
nearer  the  mine,  where  he  may  call  for  the  delivery  of  a  carload  a  week. 

Senator  Blaib.  Then  why  should  not  the  large  shipper  have  the  ad- 
vantage of  a  cheaper  rate,  if  that  principle  is  to  be  admitted  t 

Mr.  Ad  A  MB.  If  that  principle  is  to  be  admitted  he  should. 

Senator  Blaib.  You  could  compare  that  principle  with  the  principle 
followed  by  the  street  railroads  t 

Mr.  Adahs.  Yes. 

Senator  Blaib.  And  you  could  ride  5  miles  as  cheaply  as  you  could 
ride  1  mile  t 

Mr.  Adams.  Yes.  The  post-office  is  an  instance  of  that  principle.  It 
is  the  violent  re-distribution  you  are  making  which  renders  the  enforce- 
ment of  the  law  difficult.  You  have  now  in  this  country  one  of  the 
most  complicated  manufacturing  and  industrial  systems  in  the  world. 
These  enormous  interests  have  been  built  up  on  a  system  that  you  have 
disturbed ;  and  when  you  introduce  your  new  system  it  inevitably  must 
produce  disturbance. 

Senator  Blaib.  What  classes  in  the  community  are  opposed  to  this 
re-adjustment  t 

Mr.  Adams.  Every  large  shipper  who  had  secret  rates  is  dead  opposed 
to  the  law. 

Senator  Blaib.  And  how  as  to  competing  points  t 

Mr.  Adams.  All  competing  points  are  opposed  to  the  disturbance  of 
the  commercial  interests  that  have  gradually  built  them  up  under  the 
old  system.  The  transcontinental  system,  for  instance,  was  built  up 
for  years  on  the  principle  that  the  rate  to  California  was  regulated  by 
the  rate  around  the  Horn  to  San  Francisco,  and  the  railroads  met  the 
rate  around  the  Horn  to  San  Francisco,  but  put  np  the  rates  at  points 
short  of  San  Francisco  to  any  point  they  might  see  fit;  whether  a  rea- 
sonable rate  or  an  unreasonable  rate,  it  made  no  difference ;  it  was  the 
San  Francisco  rate  plus  the  local  rate  back.  When  you  enforce  the 
long  and  short  haul  clause,  San  Francisco  ceases  to  be  the  distributing 
center  it  was  before.  It  was  built  up  on  the  other  system.  We  all 
know  accordingly  that  San  Francisco  was  nearly  ruined  for  the  time 
being  by  the  construction  of  the  Southern  Pacific  to  Los  Angeles,  and 
of  the  Northern  Pacific  to  Portland.  Before  that  San  Francisco  was  a 
distributing  point  for  Oregon.  Kow,  when  you  have  this  sj'stem  it  af- 
fects all  the  distributing  points  of  that  country. 

Senator  Blaib.  Who  is  affected  beneficially  by  it  t 

Mr.  Adams.  New  distributing  points  spring  up.  It  is  a  readjustment, 
and  you  have  to  give  time  to  see  how  it  works. 

Senator  Blaib.  It  is  a  question,  then,  whether  the  localities  along 
the  line  of  the  road  shall  be  promoted  in  their  development  and  growth 
at  the  expense  of  competing  i)oints,  or  whether  the  competing  points 
are  to  enslave  the  local  points. 

Mr.  Adams.  "Enslave"  is  a  strong  word,  but  undoubtedly  what  you 
give  to  one  you  must  take  from  the  other. 

Senator  Blaib.  If  that  is  all  so,  and  it  is  found  that  these  two  sys- 
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terns  are  in  conflict,  why  is  it  not  well  to  decide  now  which  we  are  to 
enforce  rather  than  to  proceed  further,  for  it  seems  from  what  yon  say 
we  have  sufficient  light  to  see  and  know  of  the  principles  that  are  operat- 
ing and  the  effect  that  is  being  produced  t 

Mr.  Adahs.  I  thought  that  practically  it  had  been  decided. 

Senator  Blair.  That  is,  by  the  enactment  of  the  law  t 

Mr.  Adams.  Yes,  it  established  the  principles.  We  are  now  going 
through  the  painful  period  of  readiustment.    That 4s  all; 

Senator  Blair.  Your  view  would  not  be  that  the  passing  through 
this  period  should  be  arrested,  but  that  the  re-adjustment  should  be 
made  and  there  would  be  a  better  division  of  things  than  now  prevails. 

Mr.  Adams.  I  should  go  ahead  on  the  line  we  are  now  pursuing  un- 
less it  proves  more  prejudicial  than  has  yet  appeared.  I  do  not  con- 
sider that  results  have  yet  developed  themselves  fully,  but  I  think  they 
are  doing  it  day  by  day. 

Senator  Blair.  Do  you  think  the  tendency  is  favorable  or  unfavora- 
ble to  the  general  business  of  the  country  t 

Mr.  Adams.  I  can  not  say,  because,  as  I  have  already  told  you,  the 
act,  in  my  opinion,  has  only  made  itself  really  felt  within  the  last  four 
months.  The  result  in  these  four  months  has  been  bad  ]  but  that  may 
on]y  be  temporary,  and  I  do  not  think  we  have  had  time  to  see  whether 
it  is  or  it  is  not.  If  the  last  four  months  indicate  a  permanent  condition 
of  affairs  we  will  ]^now  it  very  soon,  and  the  law  must  then  be  changed. 

Senator  Gorman.  Yoti  do  not  think  this  condition  is  attributable  ex- 
clusively to  the  law,  do  you! 

Mr.  Adams.  Not  exclusively,  but  I  am  waiting  to  see.  As  I  said  be- 
fore, the  large  shippers  and  the  railroads  are  watching  each  other  now 
to  see  whether  it  is.  a  new  state  of  affairs,  or  whether  it  is  going  to  be  • 
temporary  thing  and  the  old  state  of  affairs  is  to  return. 

Senator  Gorman.  But  independent  of  that,  is  there  not  a  depression 
in  large  industries  due  to  commercial  causes^  and  which  does  not  come 
from  any  enactment  whatever! 

Mr.  Adams.  That  is  my  opinion ;  and  I  should  feel  far  more  uncom- 
fortable than  I  do  now  if  I  thought  the  present  condition  of  affairs  was 
going  to  continue  for  a  long  period  of  time.    I  do  not  think  it  can. 

Senator  Gorman.  In  regard  to  the  Canadian  Pacific,  which  was  built 
by  this  enormous  subsidy,  would  not  this  consideration  be  entitled  to 
some  attention  as  years  proceed,  namely,  that  stock  changing  bands 
and  being  enhanced  in  value  by  the  improved  condition  of  the  road, 
that  then  the  holders  would  have  to  realize  on  their  holdings,  and  would 
not  that  help  to  relieve  the  question  of  subsidy  t 

Mr.  Adams.  Undoubtedly.* 

Senator  Gorman.  But  when  this  stock  sells  it  must  be  sold  at  a 
higher  figure  than  if  the  road  were  not  built  by  public  money,  because 
the  road  would  have  the  business. 

Mr.  Adams.  In  conclusion  I  wish  to  say  that  so  far  from  being  pre- 
pared to  indicate  a  course  to  be  pursued,  I  am  afraid  my  own  mind  is 
in  an  unfixed  state.  When  I  answered  your  invitation  I  would  much 
rather  have  told  you  that  a  person  who  himself  sees  no  more  clearly 
into  the  situation  than  I  do  could  hardly  be  expected  to  afford  any 
light  to  guide  others.  The  only  hopeful  sign,  not  in  regard  to  the  busi- 
ness situation,  but  in  regard  to  the  working  out  of  this  problem,  that 
I  now  see  is  the  very  good  work  that  I  think  the  Interstate  Commerce 
Commission  is  doing.  They  are  investigating  concrete  cases  j  and  that 
is  the  only  way  to  arrive  at  a  result,  and  I  think  they  are  doing  it  in  a 
manner  which  is  very  enco'uraging.    But  to  me  the  situation  seems 


THE   UNITED   STATES   AiTD   CANADA*  159 

very  coofased,  and  I  am  obliged  to  say  that  not  seeing  my  way  clearly 
to  do  anything  to  remedy  it,  I  do  not  see  my  way  to  do  anything  at  all 
except  to  wait  and  watch. 

The  Chairman.  Toar  idea  is  to  keep  still  and  await  resaltst 

Mr.  Adams.  Yes. 

Senator  Piatt.  Is  there  any  way  in  which  we  can  ascertain  the  ex- 
tent to  which  freight  eastward  from  San  Francisco  is  diverted  to  and 
carried  over  the  Canadian  Pacific  t 

Mr.  Adams.  Undoabtedly.  That  is  a  mere  matter  of  statistics.  I 
do  not  have  those  statistics.  I  have  not  the  time  to  attend  to  every- 
thing connected  with  the  Union  Pacific,  so  that  I  do  not  even  have,  un- 
less I  call  for  them,  detailed  reports  now  sent  to  my  office. 

Senator  Platt.  Bat  your  traffic  manager  can  do  that  t 

Mr.  Adams.  Yes,  he  can  give  yon  all  the  details  with  respect  to  the 
diversion  of  traffic  and  what  it  amounts  to.  My  assumption  is  that  the 
diversion  can  not  have  been  inordinate,  otherwise  my  attention  would 
have  been  called  to  it  in  the  general  line  of  business.  While  things 
are  going  on  in  a  norpaal  way,  without  any  special  development  of  sig- 
nificance, they  let  me  alone.  When  anything  unusual  occurs  they  call 
my  attention  to  it. 

The  Chairman.  Would  there  be  a  greater  diversion  of  traffic  from 
the  Northern  Pacific  by  the  Canadian  Pacific  than  from  your  road  by 
the  Canadian  Pacific  T 

Mr.  Adams.  Yes,  I  always  considered  that  it  was  the  function  of  the 
Northern  Pacific  to  look  after  that  portion  of  the  field.  Mr.  Melien  at- 
tends all  the  meetings  of  the  traffic  associations.  He  resides  at  Omaha, 
where  our  whole  executive  force  is  located.  The  fact  is,  I  am  often  held 
responsible  for  things  I  have  nothing  to  do  with.  Practically,  in  the 
a&irs  of  the  Union  Pacific,  I  am  not  the  president,  or  chief  executive 
officer;  I  am  rather  the  chairmam  of  the  board  of  directors  at  Boston, 
while  the  executive  of  the  road  is  located  at  Omaha.  If  you  ask  me 
such  questions  as  you  might  ask  Mr.  Hughitt  or  Mr.  Cable,  or  any  of 
the  presidents  living  on  the  spot,  I  tell  you  I  do  not  perform  their 
duties.  I  am  chairman  of  the  board  of  directors  of  the  Union  Pacific, 
and  the  persons  whose  business  it  is  to  keep  advised  about  local,  traf- 
fic, and  detail  matters  are  necessarily  on  the  spot. 

Senator  Platt.  You  occupy  the  position  to  the  company  that  a  con- 
sulting engineer  does  to  the  construction  of  the  railroad! 

Mr.  Adams.  Somewhat.  While  I  have  many  duties  to  attend  to,  I 
am  held  responsible  for  things  that  really  I  know  nothing  of.  It  is  a 
responsibility  where  I  have  no  real  power  of  control,  and  I  might  even 
go  as  far  as  Mr.  Lincoln  once  did  when  he  said,  '<  I  have  no  influence 
with  this  administration."  In  the  management  of  a  great  railroad  the 
officials  on  the  spot  must  be  held  to  a  strict  responsibility  for  results ; 
they  can  not  be  held  responsible  for  results  unless  they  are  clothed  with 
adequate  power.  So  I  do  not  undertake  to  interfere  unnecessarily  with 
tbo  executive  officers  of  the  Union  Pacific  at  Omaha. 
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STATEMENT  OF  THOMAS  L.  GBEEHE. 

Thomas  L.  Greene,  representing  merchants  of  New  York  Cit^y  ap- 
peared. 

The  Oh  AIRMAN.  What  is  your  business,  Mr.  Greene  t 

Mr.  Gbeenb.  I  was  until  three  or  four  years  ago  engaged  in  connec- 
tion with  railroad  traffic.  For  the  last  three  or  four  years  I  have  been 
consulted  by  merchants  with  respect  to  transportation  in  the  city  of 
New  York,  and  have  been  writing  for  commercial  papers  and  keeping 
the  run  of  the  commercial  side  of  this  question. 

The  Chairman.  With  that  statement  of  your  position  as  a  business 
man,  and  you  having  listened  to  the  statements  of  different  individuals  at 
this  hearing,  will  you,  in  your  own  way,  give  your  views  on  the  subject 
under  consideration  t 

Mr.  Greene.  The  opinion  of  the  merchants,  as  far  as  I  have  been 
able  to  obtain  it  among  those  with  whom  I  am  familiar,  with  reganl  to 
the  competition  of  the  Grand  Trunk,  is  that  they  make  a  distinction  be- 
tween the  Grand  Trunk  and  the  Canadian  Pacific,  as  far  as  competition 
i^  concerned.  Say,  for  example,  as  far  as  the  traffic  between  Chicago 
and  New  York  going  through  Canada  is  concerned,  they  do  not  consider, 
because  it  goes  through  Canada,  that  the  competition  is  unjust.  In  other 
words,  the  matter  of  differentials  that  has  been  under  discussion  here 
applies  also  to  the  Chesapeake  and  'Jhio,  an  American  line  wholly,  which 
reaches  Chicago  and  the  Western  cities  through  Norfolk,  and  has  a 
differential  about  the  same  as  the  Grand  Tiiink  at  some  points  and 
more  than  the  Grand  Trunk  at  other  points.  That  the  traffic  goes 
through  Canada  the  merchants  do  not  think  is  of  itself  unjust.  We  are 
continually,  as  merchants,  sought  to  ship  our  freight,  not  by  the  Cana- 
dian roads  themselves,  but  almost  always  by  the  fast  freight  lines  which 
run  through  Canada ;  that  is,  by  the  American  connections  of  these 
roads.  So  that  we  never  think  of  it  as  Canadian  competition  really, 
but  rather  as  the  competition  of  one  American  line  with  another  whose 
connection  may  happen  to  be  geographically  through  Canada;  but  we 
never  think  of  it  as  Canadian  competition. 

THE  QUESTION  OF  POOLING. 

There  have  been  some  expressions  of  opinion  made  here  in  regard  to 
the  question  of  pooling,  and  I  might  perhaps  say  a  word  on  that.  There 
is  a  certain  misunderstanding  in  the  public  mind,  I  think,  about  what 
is  exactly  the  popular  feeling  against — or  was  the  popular  feeling 
against — pooling.  It  is  not  that  the  railroads  divide  among  themselves 
the  money  they  get.  If  60  cents  is  charged  for  a  barrel  of  flour  from 
Chicago  to  New  York,  we  do  not  care  whether  the  railroad  divides  that 
rate  with  some  other  road  or  not ;  but  back  of  that  is  the  fixing  of 
the  rate  by  the  railroads  at  50  cents.  Tliere  is  the  question.  It  is  not 
the  question  of  dividing  the  proceeds,  but  the  question  of  fixing  the 
rate  as  to  what  it  should  be,  and  that  is  done  always  without  consulta- 
tion with  the  shippers.  That  is  where  they  think  they  should  be  heard 
in  this  matter,  and  where  their  fear  is  in  regard  to  the  legalizing  of 
pooling.  It  is  bad  enough  now  in  some  respects.  I  do  not  say  that 
the  railroads  are  not  doing  justice  as  far  as  they  are  able  to  do  it<,  but 
the  transportation  question  is  one  that  interests  every  merchant,  and 
he  practically  has  nothing  to  say  about  the  fixing  of  the  rate  on  these 
articles  of  transportation.    It  is  acknowledged  that  the  railroad  men 
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should  number  75  or  80  per  cent,  of  a  rate  or  classificatioo  committeiBy 
but  wo  think  tbat  the  merchants  should  have  20  or  25  per  cent,  repre- 
sentation in  such  a  committee.  Kow  the  raikoads  fix  the  matter  with- 
out consulting  the  merchants.  A  man  having  $100,000  invested  in  busi- 
ness may  wake  up  some  morning  to  find  that  the  railroad  has  made  a 
decree  that  the  rate  on  such  an  article  will  be  reduced  or  advanced, 
thereby,  perhaps,  seriously  injuring  the  business  he  has  spent  time  and 
money  to  build  up. 

The  Chairman.  Ton  refer  to  the  price  of  transportation  t 

Mr.  Gbsene.  The  price  of  transportation,  and  included  in  that  phrase 
also  is  the  question  of  classification,  which  is  at  the  bottom  of  all 
t£(riff8. 

Senator  Platt.  There  is  no  difficulty  about  doing  that  now  without 
pooling,  is  there  t 

Mr,  Gbseke.  The  merchants  think  that  under  the  present  system 
they  have  more  rights  than  under  a  legalized  pool.  If  there  were  any 
way  by  which  there  could  be  a  modus  vivendi  between  the  shippers  and 
railroads,  and  the  cause  of  the  merchants  could  be  heard,  they  would 
not  care  whether  their  rates  were  fixed  one  way  or  the  other.  This 
thing  of  leaving  it  to  the  Interstate  Commerce  Commission  to  fix  the 
rate  is  very  satisfactory  to  the  shippers,  but  they  ask  this  question, 
whether  it  is  understood  that  the  Interstate  Commerce  Commission  shall 
have  the  power  to  alter  a  rate  T  That  is  the  question.  The  question  is, 
what  do  these  railroad  gentlemen  mean  by  saying  that  these  tariffs  shall 
be  subject  to  the  Interstate  Commerce  Commission  t  You  know,  geu- 
tlemen.that  the  fact  is  now  that  the  powers  of  the  Commission  are  rela- 
tive. They  say  that  if  such  a  man  has  such  a  rate  another  man  must 
have  it  too,  but  the  Commission  has  no  power  to  say  what  the  rate  of  it- 
self shall  be  on  grain  or  on  anything  else.  Is  it  the  intention  of  this 
committee  that  the  Commission  shall  have  the  right  to  make  the  rate 
per  set  Otherwise  a  legalized  pool  for  the  fixing  of  rates  would  be 
harmfuL 
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The  Chaibman.  The  idea  is  that  the  Commission  shall  have  the 
power  to  modify  or  reduce  the  rates  that  the  railroads  make. 

Mr.  Obeene.  Well,  that,  of  course,  would  take  away  the  great  objec- 
tion to  pooling. 

The  Ghaibhan.  Do  they  not  have  that  power  now  under  the  law  t 

Mr.  Gbeene.  Not  perse. 

The  Ghaibhan.  The  Cojnmission  has  the  right  to  pass  upon  a  rate 
fixed  by  a  railroad. 

Mr.  Gbeene.  As  I  understand  the  matter  it  is  only  relative. 

The  Chaibman.  And  they  can  say  whether  or  not  it  shall  be  re- 
duced. 

Mr.  Gbeene.  I  do  not  understand  it  so. 

Senator  Habbis.  If,  in  the  judgment  of  the  Commission,  the  rate  is 
unreasonable  and  exhorbitant  and  unjust  the  Commission  can  say  so 
and  reduce  the  rate. 

Mr.  Gbeene.  Can  the  Commission  say  to-day  that  the  rate  of  25 
•cents  on  grain  from  Chicago  is  too  high  t 

The  Chaibman.  If  the  25-cent  rate  is  deemed  to  be  too  high  the 
Commission  could  bring  the  railroad  to  answer  and  order  a  reduction- 
or  institue  proceedings  if  the  rate  is  not  reduced  after  they  have  or, 
dered  the  reduction. 
0543 11 
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Mr.  Greene.  The  shipper  does  Dot  so  understand  it.  They  under- 
stand that  if  one  town  has  a  25Gent  rate  another  town  can  have  it. 

The  Chairman.  They  have  a  right  to  decide  whether  or  not  that  rate 
of  25  cents  be  an  unreasonable  rate,  and  if  they  decide  that  it  is  au  un- 
reasonable rate  the  result  wou)^  be  a  reduction,  or  a  prosecution,  if  the 
ruling  of  the  Commission  were  not  obeyed. 

Mr.  Greene.  The  shipper  and  public  do  not  understand  it  so.  They 
understand  the  term  *^  unreasonable  "  to  be  a  relative  Que. 

The  Chairman.  Of  course  almost  all  that  kind  of  work  is  relative. 
One  thing  is  relative  to  another ;  but  taking  into  account  all  the  rela- 
tions that  may  exist  in  charges,  the  Commission  have  a  right  to  deter- 
mine whether  the  rate  is  unreasonable  or  not,  and  when  they  find  that 
the  rate  is  unreasonable  then  the  only  thing  left  is  the  reduction  of  the 
rate  or  a  prosecution  for  damages  on  account  of  extortionate  rate. 

Senator  Blair.  That  is  in  the  case  of  an  individual  who  deems  him- 
self injured ;  that  is,  that  there  would  be  a  right  of  suit  by  law,  and  the 
Commission  is  to  say  in  the  first  instance  whether  the  rate  complained 
of  be  an  unreasonable  rate ;  but  I  understand  the  point  that  you  gen- 
tlemen make  to  be  this,  that  the  commercial  community  do  not  under- 
stand that  the  Commission  can  examine  a  tariff  and  say  it  is  an  unrea- 
sonable tariff  and  the  railroad  must  reduce  it.  The  remedy  that  comes 
out  of  a  suit  at  law  is  one  that  the  commercial  community,  as  I  nnder- 
sts^nd  it,  do  not  find  to  be  a  satisfactory  one. 

Mr.  Greene.  Yes,  sir ;  we  prefer  that  the  shippers  be  in  some  way 
consulted  beforehand  in  matters  in  which  they  are  so  vitally  interested. 

The  Chairman.  Your  desire  seems  to  be  that  you  ought  to  partici- 
pate with  the  railroads  in  the  determination  of  what  the  rates  should  be  t 

Mr.  Greene.  Yes,  sir ;  the  shippers  should  be,  at  least,  consulted. 

Senator  Gorman.  As  to  the  profits  you  can  make  in  your  business  t 

Mr.  Greene.  No,  sir;  but  take  for  example  the  grocers ;  the  grocers 
now  have  a  case  before  the  Interstate  Commerce  Commission  in  which 
they  suddenly  found  their  charges  increased  60  per  cent.  The  dry-goods 
men  found  recently  that  the  railroads  made  rates  on  cotton  go^s  in 
bales  rather  than  in  boxes ;  they  were  not  consulted  in  that. 

Senator  Harris.  In  what  manner  would  you  have  shippers  repre- 
sented in  fixing  the  rates  of  transportation  t 

Mr.  Greene.  Any  off-hand  opinion  would  be  of  little  value;  in 
Germany  they  have  representative  commercial  bodies  who  are  repre- 
sented before  the  rate-making  power ;  but  that  would  hardly  apply  to 
this  country,  because  that  is  a  governmental  affair;  each  city  in  Ger- 
many has  its  board  of  representation. 

Senator  Harris.  The  producers  all  over  the  country  are  shippers  to 
a  greater  or  lesser  extent  as  well  as  the  merchants,  are  they  not ! 

Mr.  Greene.  Yes,  sir. 

Senator  Harris.  Kow,  how  are  you  going  to  represent  that  great 
body  of  shippers  in  fixing  rates  by  the  many  common  carriers  through^ 
out  this  whole  country. 

Mr.  Greene.  As  the  matter  is  now  arranged  the  common  carriers 
of  one  section  make  rates  that  are  limited  to  the  section  to  which  that 
tariff  applies.  That  limits  the  number  very  materially,  and  if  they 
would  give  public  notice  that  such  and  such  a  thing  was  in  mind  and 
was  open  for  discussion  and  for  hearings  it  would  help  the  merchants 
very  much.  I  am  in  favor  of  publicity^  because  thereby  we  could  avoid 
a  great  deal  of  misunderstanding  if  we  could  but  talk  with  another. 

Senator  Harris.  Do  you  not  think  it  proper  and  just  that  the  mer- 
chants be  required  to  confer  with  the  consumers  of  the  country  as  to 
tbe  price  that  should  be  fixed  upon  their  goods  ! 
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Mr  Greene.  I  do  not  think  that  tbe  railroad  should  cousalt  the 
merchants  in  that  way.  I  do  not  mean  that  the  merchant  shall  fix  the 
phfe  for  the  railroad,  but  t4iat  there  shall  be  some  means  of  consnlta- 
tion  with  the  merchants  before  the  rate  is  fixed.  The  merchants  should 
have  some  chance  to  explain  what  they  wish,  and  in  case  of  sudden 
changes  why  it  should  or  should  not  be  made  and  what  not.  But  they 
would  be  perfectly  willing,  if  I  understaud  them  correctly,  to  have  that 
matter  passed  on  by  the  Interstate  Commerce  Commission.  The  only 
objection  to  that,  however,  is  that  the  matter  of  freight  rates  would  in 
time  get  into  Congress. 

Senator  Reagan.  You  want  the  Commission  to  have  sufficient  power 
to  supervise  these  rates  before  they  are  finally  promulgated  t 

Mr.  Greene.  Yes,  sir ;  before  promulgation  or  after  it. 

Senator  Blair.  Mr.  Fink  said  the  whole  question  was  tending  to  one 
of  Government  control.  Is  there  any  possible  way  in  which  the  com- 
munity at  large  could  be  heard  except  through  some  governmental 
body  T 

Mr.  Greene.  The  merchants  have  different  associations. 

Senator  Blair.  The  pooling  arrangement  would  leave  theKK)mmnnity 
entirely  devoid  of  the  opportunity  to  bargain,  because  there  would  be 
only  one  party  to  consult,  and  that  party  could  fix  his  own  price.  Of 
course  the  shipper  must  have  the  transportation,  and  pay  the  rate  that 
one  man  puts  upon  it.  You  now  have  competition  and  the  pool  would 
deprive  you  of  that.  - 

Mr.  Greene.  Yes,  sir. 

Senator  Blair.  One  gentleman  here  said  he  thought  that  if  the 
Commission  represented  the  people  at  large  we  could  legalize  pooling 
and  it  would  do  away  with  existing  evils ;  that  is,  that  the  rates  should 
be  regulated  by  the  pool  on  the  one  side  and  the  Commission  on  the 
other.    Do  you  think  that  power  of  veto  is  all  you  need  t 

Mr.  Greene.  Yes,  sir ;  the  power  of  veto  and  of  alteration. 

Senlktor  Blair.  Ajod  you  to  be  heard  by  the  Commission  t 

Mr.  Greene.  Yes,  sir^  I  do  not  think  there  would  be  any  objection 
to  that. 

Senator  Harris*.  That  could  be  accomplished  as  well  without  a  pool 
as  with  it,  could  it  nott 

Mr.  Greene.  Certainly ;  but  I  would  say  that  the  merchants  are 
very  far  from  being  opposed  to  these  railroad  associations.  Their  idea 
is  that  the  rates  should  be  flexible  but  not  fluctuating.  Thajb  is  per- 
haps a  sort  of  paradox,  but  that  is  their  idea.  They  want,  where  the 
commercial  necessity  requires  it,  that  the  rate  be  changed,  but  they  do 
not  want  unstable  rates.  A  railroad  war  in  rates  is  one  extreme^  and 
a  legalized  pool  without  thorough  supervision  would  be  the  other. 

THE  CANADIAN  LINES. 

The  Chairman.  Your  merchants  here  have  very  little  concern  or 
particular  knowledge  as  to  these  Canadian  railroads  and  their  connec- 
tions, have  they  f 

Mr.  Greene.  We  know  that  they  exist  and  we  know  that  the  Amer- 
ican roads  that  ask  for  our  traffic  carry  it  through  Canada. 

The  Chairman.  Do  you  know  whether  or  not  they  obey  the  inter- 
state commerce  law,  or  whether  they  are  any  detriment  to  the  Amer- 
ican roads  or  not,  or  is  it  a  matter  in  which  you  are  not  specially 
concerned  as  merchants  t 

Mr.  Greene.  It  is  a  matter  in  which  we  are  specially  concerned,  but 
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we  do  not  look  at  a  differential  through  Canada  as^ifferent  from  a  dif- 
ferential aroand  by  way  of  ^Norfolk. 

The  Ghairman.  Yoq  have  no  special  vJewR  to  give  in  reference  to 
the  existence  of  these  Canadian  lines,  or  their  effects  upon  this  conn- 
tryf 

Mr.  Greene.  The  only  thing  is  that  we  are  accustomed  to  regard 
these  Canadian  questions  separately.  The  carriage  of  goods  between 
Detroit  and  New  York  through  Canada  is  for  example  one  thing,  while 
the  unjust  discriminations  put  upon  American  vessels  in  the  Welland 
Canal  is  another  and  separate  one.  The  value  of  transportation 
through  Canada,  to  the  down-east  parts  of  New  England  or  to  the 
northwest  may  be  conceded,  without  any  one  being  thereby  committed 
to  defending  the  Canadian  discriminations  against  carrying  New  Eng- 
land fish  in  bond. 

The  Chairman.  Have  you  any  views  to  express  to  the  committee  in 
reference  to  the  influence  of  these  Canadian  lines  with  respect  to  our 
roads  t 

'  Mr.  Greene.  There  is  one  suggestion  that  I  might  make.  The  Inter- 
state Commerce  Commission,  of  course,  has  the  voice  or  power  to  say 
that  under  certain  circumstances  the  long  and  short  haul  clause  shall 
not  be  observed.  They  have  in  the  course  of  their  investigation  of  that 
subject  decided  that  water  competition,  or  competition  with  carriers 
wholly  foreign,  exempts  our  roads  from  this  rule.  Now,  if  in  the  mean- 
time it  should  come  to  a  question  of  absolute  life  and  death,  they  might 
be  willing  to  take  upon  themselves  the  power  to  say  that,  because  aline 
which  went  through  Canada  was  partly  out  of  their  jurisdiction,  the 
competing  American  line  might  be  exempted  from  the  force  of  the 
long  and  short  haul  clause  to  the  extent  they  might  determine. 

The  Chairman.  Suppose  that  road  was  exempt  from  the  long  and 
short  haul  provision,  what  would  become  of  the  road  just  codtiguous 
to  itt  Tdike  the  Northern  Pacific,  for  instance.  Now,  do  you  say  be- 
cause of  the  Canadian  Pacific  being  exempt  from  the  operation  5f  the 
long  and  short  haul  clause  the  Northern  Pacific  shall  be  exempt  from 
it  also  t 

Mr.  Greene.  Yes. 

The  Chairman.  If  the  Northern  Pacific  is  exempt  from  the  operation 
of  the  law  because  it  is  doing  business  in  competition  with  the  Canadian 
Pacific,  then  the  Union  Pacific,  which  is  doing  business  in  competition 
with  the  Northern  Pacific,  would  also  have  to  be  exempt  from  the 
operation  of  the  law. 

Mr.  Greene.  TTnquestionably. 

The  Chairman.  And  the  Union  Pacific  does  business  in  competition 
with  the  Atchison,  Topeka  and  Santa  F^  t 

Mr.  Greene.  Yes,  sir. 

The  Chairman.  Then  you  must  except  the  Atchison  and  Topeka  t 

Mr.  Greene.  Yes,  sir. 

The  Chairman.  Then  you  have  no  long  and  short  haul  clause  left, 
have  you  t 

Mr.  Greene.  Yes,  the  same  as  now  under  water  competition  hereto- 
fore referred  to.  The  Commission  decided  so  where  water  competition 
existed  and  where  foreign  competition  existed. 

The  Chairman.  They  suspended  the  operation  of  the  long  and  short 
haul  clause  for  the  time  being,  in  the  matter  of  railroads  that  they  had 
under  investigation. 

Senator  Platt.  They  said  that  for  that  time  they  so  held,  but  I  did 
not  understand  that  the  decision  was  a  permanent  one. 
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Mr.  Greene.  The  New  Orleans  rate  was  55  cents  and  the  rate  to 
Atlanta  was  $1.14.  That  is  an  inequality,  and  the  Sonthern  States  are 
now  foil  of  that  thing.  The  Commission  have  decided  that  where  a 
proper  representation  is  made  to  them,  after  investigation,  they  will 
consider  that  water  competition  is  a  factor  in  determining  the  rates  in 
violation  of  the  act,  or  that  part  of  the  act  with  reference  to  the  long 
and  short  haul  reqairements. 

Senator  Blaib.  Do  yoa  know  any  railroad  in  the  United  States  that 
is  exempt  from  the  operation  of  the  long  and  short  haal  claase  by  reason 
of  water  competitioti  t 

Mr.  Obeene.  All  the  roads  between  here  and  the  Mississippi  and  be- 
tween here  and  Kew  Orleans  are  in  the  same  condition. 

Senator  Blaib.  Is  this  a  recent  decision  that  yoa  refer  to  t 

Mr.  Gbeene.  There  is  no  decision.  They  have  given  it  oat  that 
where  there  are  cases  or  complaints  broaght  before  them  toaching 
water  competition,  they  will  consider  the  matter  of  water  competition, 
as  far  as  it  goes,  a  defense.  The  Commission  have  recently  examined 
all  Sonthern  tariffs  where. these  violations  of  the  short  haal  are  numer- 
ons,  and  have  ordered  no  changes  where  water  rootes  compete. 

Senator  Platt.  They  have  not  aathorized  a  road  to  act  arbitrarily 
at  all  in  this  matter.  They  are  simply  waiting  for  somebody  to  bring 
that  qaestion  before  them,  as  I  nnderstand. 

Mr.  Obeene.  The  case  which  was  lately  before  them  and  where  they 
ordered  a  change  was  the  qaestion  of  charging  more  jast  this  side  of 
Atlanta,  batj^hat  is  a  case  of  land  rates.  The  rate  from  New  York  to 
Atlanta  is  now  $1.14,  and  the  carriers  think  of  raising  it  to  $1.20, 
whereas  a  few  points  between  are  charged  more. 

Senator  Platt.  There  is  no  way,  then,  in  which  the  qaestion  of  rates 
between  the  land  and  water  rentes  can  be  determined  except  by  the 
regulating  of  the  rates  along  the  line  of  the  water  rente  t 

Mr.  Gbeene.  That  is  true.  The  rate  to  New  Orleans  was  55  cents, 
and  is  now  70  cents,  which  gives  New  Orleans  an  advantage  over  At- 
lanta, but  the  higher  rate  to  Atlanta  is  not  therefore  nnjast. 

Senator  Platt.  The  rate  to  Atlanta  is  whatt 

Mr.  Gbeene.  One  dollar  and  fonrteeu  cents.  The  Commission  re^ 
quired  them  to  arrange  their  land  rate  to  correspond  with  the  long  and 
short  haal.  The  rate  to  Spartanburgh  was  $1.24,  which  is  just  this  side 
of  Atlanta,  and  the  land  rate  there  should  not  be  more  than  to  Atlanta. 
There  was  no  complaint  of  the  rate  being  more  to  Atlanta  than  to  New 
Orleans,  'i  he  tariffs  of  the  Louisville  and  Nashville  and  other  Southern 
roads  are  full  of  these  exceptions  to  the  short  haul  rule.  This  water 
competition  affects  the  whole  Southern  country. 

The  Grand  Trunk  is  not  a  subsidized  road  like  the  Canadian  Pacific, 
and  if  they  shonld  obey  the  law  of  course  the  merchants  would  look 
upon  it  very  much  as  upon  any  other  out-of-the-way  route  to  get  to  a 
place. 

At  1  o'clock  p.  m.  the  committee  took  a  recess  until  2  o'clock. 

At  the  expiration  of  the  recess  the  committee  resumed  its  session. 
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STATEMENT  OF  JAMES  J.  HILL. 

Mr.  James  J.  Hill,  president  of  the  St.  Patil,  Minneapolis  and  Mani  ^ 
toba  Railway  Company,  appeared. 

The  Chairman.  What  is  your  basiness  at  this  time,  Mr.  Hill. 

Mr.  Hill.  At  present  I  am  president  of  the  St.  Paal,  Miuneapolia 
and  Manitoba  Railway  Company. 

The  Chairman.  Will  yon  please  describe  to  the  committee  the  vari- 
ous lines  owned,  operated,  and  controlled  by  your  company,  their  sev- 
eral termini,  and  the  region  of  country  within  which  you  are  doing 
business  t 

Mr.  Hill.  Our  line  commenced  oi-iginally  at  St.  P^ul.  The  original 
road  as  chartered  was  from  St.  Paul  to  the  international  boundary  lines 
between  Minnesota  and  the  Province  of  Manitoba.  That  is  the  original 
land-grant  road.  The  road  has  been  extended  into  Dakota  and  into  the 
Red  River  Valley.    I  think  our  first  extension  was  made  there  in  1880. 

The  Chaibmak.  It  extends  into  Dakota  from  where  T 

Mr.  Hill.  From  Breckenridge  and  other  points  in  Minnesota. 

The  Chairman.  Where  is  Breckenridge,  with  reference  to  St.  Pault 

Mr.  Hill.  It  is  on  the  boundary  line  between  Minnesota  and  Dakota, 
about  the  center  of  the  western  boundary  line  of  the  State  of  Minnesota. 

From  that  time  on  we  have  continued  extending  the  line  as  the  coun- 
try would  settle  up.  For  instance,  we  have  in  many  cases  surveyed  a  line 
one  year.  People  followed  the  stakes  and  settled  along  thepi.  The  next 
year  we  grade;  the  third  year  we  lay  the  rails  down,  and  the  fourth 
year  have  stations,  not  many,  that  will  ship  600,000  bushels  of  wheat. 
The  station  from  which  the  600,000  bushels  of  wheat  were  shipped  was 
on  the  line  that  now  ends  at  Butte,  Mont. 

The  original  company  runs  to  Great  Falls,  and  from  Great  Falls  we 
own  or  control  the  line  lying  wholly  within  Montana  and  which  extends 
190  miles,  or  in  the  neighborhood  of  200  miles  I  may  say,  from  Great 
Falls,  on  the  Missouri  River,  to  Butte 

The  Chairman.  Where  is  Butte  t 

Mr.  Hill.  Butte  is  on  the  west  side  of  the  main  range  of  the  Rocky 
Mountains,  in  Montana. 

The  Chairman.  You  cross  the  mountains. 

Mr.  Hill.  Wo  cross  three  ranges  of  mountains  with  the  Montana 
Central. 

The  Chairman.  How  far  is  Butte  beyond  Helena  t 

Mr.  Hill.  It  is  72  miles  beyond  Helena,  but  ranges  of  mountains  in- 
tervene. 

The  Chairman.  How  far  is  Butte  from  St.  Paul  f 

Mr.  Hill.  About  1,250  miles. 

Senator  Platt.  How  many  miles  are  there  in  your  whole  system  t 

The  Chairman.  You  call  these  different  roads  over  which  you  have 
control,  a  system. 

Mr.  Hill.  The  Manitoba  road  proper  is  about  3,000  miles. 

The  Chairman.  You  mean  the  roi*d  from  St  Paul  to  Manitoba  proper  t 

Mr.  Hill.  No,  sir ;  its  branches.  It  is  all  one  concern,  except  the 
line  in  Montana  and  a  line  from  Hinckley,  Minn.,  to  Lake  Superior,  a 
line  from  Watertown  to  Buron  in  Dakota,  and  a  line  from  Willmar  to 
Sioux  Falls.  The  Manitoba  road,  however,  owns  all  the  stock  of  each 
of  these  roads. 

The  Chairman.  They  are  branches  of  the  main  line  running  from 
St.  Paul  to  Manitoba! 
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Mr.  Hill.  Yes,  air.  Oar  main  line  now  is  from  Sfc.  Paul  to  Batte. 
The  word  '^Manitoba"  is  rather  a  misnomer.  At  the  time  the  name  was 
adopted  the  principal  business  between  3f.  Paul  and  the  conntry  north 
of  ns  was  the  transportation  of  freight  and  passengers  to  and  from  Man- 
itoba. There  were  very  few  settlers  north  of  a  hundred  miles  from  St. 
Paul,  while  the  distance  from  St.  Paul  to  Manitoba  is  400  miles.  The 
word  ^*  Manitoba"  was  added  to  the  name  of  the  road  to  identify  it  as 
the  line  reaching  that  country. 

The  Chairman.  Where  are  the  actual  termini  of  that  road  going 
north  t 

Mr.  Hill.  At  St.  Vincent,  in  Minnesota,  and  at  Neche,  in  Dakota, 
both  on  the  international  boundary. 

ThQ  Chairman.  One  of  these  roads  runs  into  Canada,  I  believe  t 

Mr.  Hill.  We  have  not  a  foot  of  road  in  Canada.  The  Canadian  Pa- 
cific connects  with  us  by  two  lines  that  have  been  built,  one  built  by  the 
Government  and  one  built  more  recently  by  the  company. 

The  Chairman.  Is  not  Winnipeg  in  the  Dominion  of  Canada  f 

Mr.  Hill.  Ye^,  sir;  it  is.    It  is  G5  miles  from  the  United  Stiites. 

The  Chairman.  Have  you  not  a  line  running  to  Winnipeg  t 

Mr.  Hill.  No,  sir ;  we  run  through  trains  over  the  Canadian  Pacific, 
or  we  haul  their  cars. 

The  Chairman.  You  have  connection  to  Winnipeg  f 

Mr.  Hill.  Yes,  sir. 

The  Chairman.  How  long  was  it  after  this  first  line  was  built  before 
you  had  any  competition  t    You  have  it  now,  I  believe. 

•  Mr.  Hill.  Well,  just  as  soon  as  the  Canadian  Pacific  Eailway  was 
completed  the  competition  commenced.  Prior  to  the  construction  of  the 
Canadian  Pacific  Railway  all  the  business  going  to  the  Canadian  north- 
west^ including  the  material  to  build  the  first  thousand  or  twelve  hun- 
dred miles  of  their  railway,  was  carried  over  our  route.  At  one  time 
the  business  north  of  StVincent  constituted  40  to  45  per  cent,  of  our 
entire  traffic. 

The  Chairman.  I  believe  I  understood  you  to  say  that  St.  Vincent  is 
right  on  the  boundary  line. 

Mr.  Hill.  Yes,  sir. 

Senator  Gorman.  During  what  year  was  it  that  the  business  north 
of  St.  Vincent  constituted  40  to  45  per  cent,  of  your  entire  traffic? 

Mr.  Hill.  It  was  in  1882  and  1883.  During  those  two  years  it  ran 
from  35  to  45  per  cent,  of  our  entire  traffic. 

The  Chairman.  You  had  a  monopoly  of  the  business  from  St.  Vin- 
cent to  Minneapolis,  did  you  nott 

Mr.  Hill.  Yes,  sir;  we  had  a  very  comfortable  monopoly  for  three 
years. 

,    The  Chairman.  What  road  was  built  that  caused  a  division  of  that 
trade  t 

Mr.  Hill.  The  Canadian  Pacific  was  completed  north  of  Lake  Su- 
perior, aqd  at  the  same  rates  we  could  not  get  any  business,  for  the 
reason  that  goods  used  io  Canada  and  Manitoba,  on  account  of  the 
duties,  were  bought  in  Canada.  They  were  shipped  from  Montreal, 
Toronto,  or  any  other  point  in  Canada  to  merchants  in  Manitoba  just  as 
goods  would  be  shipped  from  New  York  to  Chicago,  without  anything 
more  than  the  ordinary  shipping  receipt.  If  the  goods  were  purchased 
in  the  Cnited  States  for  consumption  in  Manitoba  they  had  to  be  accom- 
pani^  with  consular  invoices.  The  goods  had  to  be  bonded;  bonding 
agents  had  to  beat  the  frontier  points;  tbe  bonds  had  to  follow  the 
goods  through  to  St.  Vincent,  and  there  tUey  had  to  get  the  usual  land- 
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iug  certificate  and  inspection  certificate.  All  this  was  more  tronble 
than  the  shippers  woald  undertake  when  there  was  no  difference  in  the 
rate.  We  coald  not  make  any  lower  rate  than  the  Canadian  Pacific 
would  make.  Onr  road  and  lis  connections  undertook  to  pay  interest 
and  something  on  the  investment,  and  the  Canadian  Pacific's  invest- 
ment was  borne,  to  an  extent,  by  the  Government  of  Canada. 

The  Chairman.  The  Canadian  Pacific  corporation  proper  did  not 
have  much  invested  in  the  roadt 

Mr.  Hill.  Yes,  sir;  I  was  one  of  the  original  ten  who  started  it,  and 
I  know  that  there  were  ten  millions  of  good  money  put  in  it  to  com- 
mence with. 

The  Chairhan.   How  much  was  put  in  by  the  Government  Y 

Mr.  Hill.  I  do  not  know,  sir.  I  sold  out  my  interest  in  tho 
Canadian  Pacific.  I  saw  that  a  conflict  was  coming,  and  I  said,  '^  We 
will  part  friends." 

The  Chairman.  Have  you  any  approximate  knowledge  of  the 
amount  t 

Mr.  Hill.  That  is  a  matter  easily  established.  I  might  say  it  was 
one  sum  or  another.  It  would  be  as  you  would  reckon  it.  I  think  it 
was  given  seven  or  eight  hundred  miles  of  road,  certain  bonds  were 
guarantied,  and  it  was  granted  a  great  deal  of  land  and  a  cash 
subsidy. 

The  Chairman.  What  is  the  competing  line  with  your  line  now 
from  Winnipeg! 

Mr.  Hill.  There  is  very  little  business  between  the  United  States 
and  Winnipeg.  The  Northern  Pacific  competes,  but  neither  of  us  get 
enough  to  have  any  trouble  about  it. 

The  Chairman.  Has  the  Northern  Pacific  Eailroad  a  line  to  Winni- 
peg nowt 

Mr.  Hill.  Yes,  sir;  it  is  called  the  Manitoba  and  Northern  Pacific, 
I  think.  In  Canada  it  is  a  company  that  has  been  bonused  by  the 
province  of  Manitoba.  Either  the  stock  of  that  company  is  held  by  the 
Northern  Pacific  or  the  Northern  Pacific  operates  thd  road. 

Senator  Platt.  Where  is  that  roadt 

Mr.  Hill.  It  extends  from  the  boundary  to  Winnipeg,  on  the  west 
side  of  the  Bed  Biver.  It  leaves  the  United  States  between  St.  Yinceut 
and  Neche. 

Senator  Platt.  Where  does  it  connect  with  the  Northern  Pacific  t 

Mr.  Hill.  At  a  point  14  miles  east  of  onr  connection  with  the  Ca- 
nadian Pacific. 

The  Chairman.  Is  that  the  road  about  which  there  seems  to  be  some 
considerable  excitement  and  trouble  t 

Mr.  Hill.  Tes,  sir }  about  a  crossing  of  another  line. 

The  Chairman.  My  recollection  is  that  it  was  some  time  before  the 
Canadian  Government  proper  consented  to  allow  the  road  to  be  built 
at  all.    Is  that  not  the  case  t 

Mr.  Hill.  That  is  true.  The  province  had  a  right  to  build  the  road, 
but  they  had  no  right  to  do  so  under  the  charter  of  the  Canadian  Pa- 
cific or  under  the  contract  of  the  Canadian  Pacific  with  the  Canadian 
Government.  The  Canadian  Government  agreed  to  grant  no  charter 
to  any  railroad  within  15  miles  of  the  international  ^undary  line  for 
twenty  years. 

The  Chairman.  I  have  heard  something  of  its  being  100  miles. 

Mr.  Hill.  That  is  not  correct.  The  contract  was  to  grant  no  charter 
for  a  road  within  15  miles  of  the  boundary  line  for  twenty  years,  I 
think.  The  Canadian  Pacific  could  take  care  of  all  the  roads  that  were 
witbia  the  province. 
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The  Chatrman.  Was  that  granted  by  an  act  of  the  Ganadian  Parlia* 
meotf  ' 

Mt,  Hill.  Yes,  sir. 

The  OHAiBMAif .  It  was  to  the  effect  that  there  should  be  no  roads 
bnilty  except  by  the  consent  of  the  Canadian  Pacific,  within  15  miles  of 
the  international  boandary. 

Mr.  Hill.  Yes,  sir. 

The  Ghaibman.  And  that  was  the  ground  of  objection  f 

Mr.  Hill.  -Well,  that  was  the  agreement.  It  may  have  been  waived 
for  a  consideration. 

The  Ghaxbman.  It  was  waived  in  this  case,  was  it  notf 

Mr.  Hill.  Yes,  sir;  for  a  consideration. 

The  Ghaibman.  What  was  the  consideration  f 

Mr.  Hill.  I  think  there  was  a  guaranty  of  $15,000,000.  It  was  a 
very  valuable  franchise  in  the  hands  of  the  Canadian  Pacific. 

The  Ghaibman.  What  competition  have  you  now  for  the  Winnipeg 
business! 

•  Mr.  Hill.  We  have  the  competition  of  the  T^orthern  Pacific  from  the 
United  States,  but  the  Canadian  Pacific  practically  controls  it;  so  that 
the  Northern  Pacific  and  the  St.  Paul,  Minneapolis  and  Manitoba  have 
little  of  that  business. 

Senator  Platt.  The  Canadian  Pacific,  then,  really  runs  down  from 
Winnipeg  to  Glyndon  f 

Mr.  Hill.  It  runs  to  the  boundary  line,  sir.  We  haul  their  passen- 
ger-cars. 

Senator  Platt.  They  control,  that  road  down  to  the  Northern  Pa- 
cific! 

Mr.  Hill.  If  you  will  pardon  me,  no,  sir;  they  do  jiot  control  any- 
thing except  to  the  international  boundary  line. 

Senator  Platt.  And  the  Northern  Pacific  controls  the  road  to  the 
boundary  line  f 

Mr.  Hill.  Yes,  sir ;  and  to  Winnipeg,  over  lines  bonnsed  by  the  Man- 
itoba Provincial  Government. 

THE  "  SOO  ^  LINES. 

The  Ghaibman.  Has  the  Canadian  Pacific  any  roads  in  that  section 
of  the  country  running  into  the  United  States  f 

Mr.  Hill.  There  are  two  roads  in  Michigan  and  Wisconsin  that  are 
supposed  by  a  great  many  to  be  owned  by  the  Canadian  Pacific.  Those 
are  the  '^  Soo  Line  "  and  the  line  south  of  Lake  Superior  called  the  Du- 
luth  and  Lake  Shore  Line.  How  far  those  lines  are  directly  owned  by 
the  Canadian  Pacific  road  I  do  not  know.  I  do  not  think  that  the  Can- 
adian Pacific  owns  the  roads.  I  think  that  parties  who  have  interests  in 
the  Canadian  Pacific  also  own  large  interests  in  these  other  properties. 

The  Ghaibman.  Do  you  know  who  actually  controls  them  t 

Mr.  Hill.  They  are  controlled  by  the  stockholders. 

Senator  Beaoan.  Do  you  understand  that  a  majority  of  the  slock  of 
that  road  from  Sanlt  Ste.  Marie,  to  which  you  have  referred,  is  owned 
by  the  Canadian  Pacific  f 

Mr.  Hill.  I  think  that  an  even  share  of  it  is  owned  by  the  owners  of 
some  of  the  stock  of  the  Canadian  Pacific,  but  not  by  the  Canadian 
Pacific  Railway  proper. 

*  Senator  Beagan.  And  that  same  observation  applies  with  reference 
to  the  road  from  Sault  Ste.  Marie  to  St.  Paul  f 

Mr.  Hill.  Yes,  sir ;  I  understand  it  does. 
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The  Chairman.  Are  those  roads  not  now  sabstantiall j  subject  to  the 
Canadian  Pacific  f 

Mr.  HiLii.  No,  I  think  not. 

The  Chairman.  Bat  they  are  operated  in  connection  with  that  road, 
are  they  not  f 

Mr.  Hill.  To  an  extent,  yes,  sir ;  that  would  have  to  be  bo  ;  that  is, 
they  are  operate  in  connection  with  the  lakes,  and  the  Canaidtan  Pa- 
cific use  their  eastern  connection  because  there  is  no  other  connection 
or  railway  at  the  Sault.  They  also  run  down  to  some  point  on  the  lake 
and  cross  over,  I  think  it  is  from  St.  Ignace,  to  the  peninsula  of  Michi- 
gan, and  there  connect  with  the  Michigan  Central  and  Pennsylvania 
lines. 

The  Chairman.  How  many  miles  of  those  lines  are  in  Canada  f 

Mr.  Hill.  Not  a  foot. 

The  Chairman.  Where  do  they  make  connection  with  the  Canadian 
Pacific  t 

Mr.  Hill.  On  the  international  bridge  or  the  bridge  across  the  Sault 
Biver  which  the  different  lines  own  in  common. 

The  Chairman.  Where  is  this  Sault  bridge  f  Is  it  directly  on  the 
border  line  t 

Mr.  Hill.  The  Sault  Eiver  divides  the  Canadian  territory  from  the 
United  States.  It  is  exactly  at  the  head  of  the  canal,  just  where  the 
Sault  Canal  opens  into  Lake  Superior. 

The  Chairman.  So  that  th6  bridge  is  on  the  line  f 

Mr.  Hill.  Yes,  sir;  it  is  on  the  line. 

Now,  that  road  from  Minneapolis  to  the  Sault  was  built  mainly  by 
the  efforts  of  Minneapolis  people.  It  was  not-  a  Canadian  road.  It 
was  bnilt  by  Minnesota  people  who  were  trsing  to  get  an  eastern  outlet 
on  better  terms,  but  after  they  had  spent  a  large  amount  of  money  the 
load  became  a  heavy  one,  and  in  the  various  ways  of  raising  money-it 
turned  up  that  other  people  were  interested.  When  the  load  became 
too  heavy  they  naturally,  I  suppose,  turned  to  those  who  would  make 
a  connection  beyopd,  and  in  that  way  interested  people  who  would  get 
a  portion  of  their  tonnage  over  eastern  lines  to  put  l^eir  money  in  with 
them  and  complete  the  road.  I  think  that  is  the  way,  substantially, 
in  which  the  road  was  completed. 

The  Chairman.  Is  it  not  your  opinion  that  the  managers  of  the  Ca- 
nadian Pacific  have  been  desirous  of  getting  control  of  those  roads  and 
making  then  feeders  to  their  trunk  lines  f 

Mr.  Hill.  I  should  think  that  all  the  business  which  our  roads  get 
from  there  would  be  valuable  to  the  Canadian  Pacific.  It  would  be 
very  anxious,  I  should  think,  to  secure  it; 

The  Chairman.  In  harmony  with  the  policy  that  has  been  pursued 
by  the  Grand  Trunk  farther  east. 

Mr.  Hill.  Yes,  sir. 

RELATIONS  WITH  THE  CANADIAN  PAOIFIO. 

The  Chairman.  I  see  in  a .  St.  Paul  dispatch  of  the  5th  that  your 
company  has  effected  a  pretty  close  alliance  with  the  Canadian  Pacific. 
Is  that  true  or  not  t 

Mr.  Hill.  It  is  not  true;  not  any  closer  than  there  is  between  the 
New  York  Central  and  the  St.  Paul,  Minneapolis  and  Manitoba  Bail- 
way.  There  are  a  great  many  such  rumors  as  to  different  roads  in  the 
country,  but  I  think  it  is  safe  to  say  that  nine  out  of  ten  of  them  are 
groundless.     The  gentlemen  who  were  very  active  in  the  Canadian 
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Pacific  were  my  old  associates  in  taking  up  the  original  St  Paul  and 
Pacific  and  reorganizing  it,  and  out  of  which  was  made  the  St.  Paul, 
Minneax>olis  and  Manitoba  Eailway,  and  it  was  the  same  party  that 
to  an  extent  took  up  the  Canadian  Pacific. 

Senator  Blaib.  Please  give  the  committee  the  names  of  the  gentle- 
men you  refer  to. 

Mr.  Hill.  Sir  George  Stephen  and  Sir  Donald  Smith. 

Senator  Blaib.  I  thought  there  were  ten  of  them. 

Mr.  Hill.  Sir  George  Stephen  and  Sir  Donald  Smith  were  two  of  the 
original  ten. 

Senator  Blaib.  But  who  were  the  others  t 
.    Mr.  Hill.  I  ean  not  give  you  the  names  of  the  eight  from  memory. 

Senator  Blaib.  I  would  like  to  know  who  built  it.  It  might  be  con- 
sidered an  American  road. 

Mr.  Hill.  No,  I  guess  not }  but  I  will  furnish  them  if  you  desire. 

Senator  Blaib.  I  would  be  pleased  to  have  you  do  so. 

Mr.  Hill.  All  right;  I  will. 

The  names  are  as  follows :  *  • 

Sir  George  StepheD,  Sir  Donald  A.  Smitb,  B.  B.  Angus,  Duncan  Mclntyre,  of  Mon- 
treal; Jobn  S.  Kennedy, William  L.  Scott,  Morton^ Bliss  &.  Co.,  of  New  York;  James 
J.  Hill,  St.  Panl;  Morton,  Rose  &  Co.,  London;  CoUen,  Keinach  &,  Co.,  Paris. 

The  Chairman,  What  are  your  connections  now  with  main  lines  t 

Mr.  Hill.  Our  connection  on  the  west  is  with  the  Union  Pacific's 
Utah  Northern  line  for  Oregon  and  California.  On  the  east  we  con- 
nect with  all  the  lines  running  to  Chicago. 

The  Chairman.  Those  are  American  lines,  are  they  not  ? 

Mr.  Hill.  Yes,  sir ;  there  are  no  other  lines  there. 

At  Lake  Superior  we  connect  with  our  own  steam-boats  and  with  the 
lines  of  any  other  boats  on  the  lake.  I  say  ^^our  own  steamboats;" 
I  mean  steamboats  in  which  we  are  interested  which  run  on  Lake 
Superior,  between  the  head  of  the  lakes  and  Buffalo.  By  that  means 
we  can  keep  our  elevators  clear  and  move  the  crops  with  reasonable 
certainty. 

The  Chairman.  I  have  seen  it  stated  that  you  either  had  been  or 
were  about  to  be  elected  a  director  in  the  Canadian  JPacific.  I  have  no 
•right  to  ask  you  whether  you  are  going  to  be  elected,  but  I  can  ask  you 
whether  you  are  now. 

Mr.  Hill.  I  have  not  had  any  interest  in  that  road  for  a  great  many 
years,  and  I  do  not  know  that  I  ever  will.  I  do  not  know  why  I  should. 
I  have  enough  to  do  to  look  after  what  I  have  on  hand;  and  I  say  that 
as  far  as  a  connection  between  the  two  roads  is  concerned  there  is 
nothing  in  that  whatever.  The  two  gentlemen  named  were  old  friends 
and  associates  in  the  early  Manitoba  enterprise,  and  they  have  always 
held  as  very  large  amount  in  the  investment  with  me  and  have  come 
back  into^bur  board. 

ORaANIZATION  OF  THE  CANADIAN  PACIFIC. 

Senator  Gorman.  It  will  aid  me  very  much  if  you  will  give  the  com- 
mittee a  description  of  your  connection  with  the  organization  of  the 
Canadian  Pacific.  Yon  went  into  it  with  ten  other  gentlemen,  and  I 
take  it  for  granted  that  a  part  of  them  were  Americans,  and  I  should 
like  to  have  a  little  history  of  that  organization.  What  inducement 
was  offered  and  what  did  you  get  at  that  time  from  the  Canadian  Gov- 
emmen^if 
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Mr.  Hill.  It  is  a  matter  of  public  record  to  be  found  in  all  their  re- 
ports. I  would  have  to  speak  from  recollection  mainly.  The  Cana- 
dian Government  agreed  to  build  a  transcontinental  road  when  the 
Canadian  confederation  was  settled  between  the  provinces.  In  follow- 
ing out  that  agreement  they  put  a  large  corps  of  engineers  in  the  field, 
and  they  spent,  I  think,  between  $3,000,000  and  $5,000,000  in  examining 
the  different  lines  between  the  Ottawa  River,  or  between  Ottawa  and 
the  Pacific  coast.  They  let  contracts  to  build  some  very  expensive 
roads  from  the  mouth  of  the  Fraser  River  up  to  the  interior  of  British 
Columbia  to  a  place  called  Kamloops. 

Senator  Gorman.  Whom  do  you  mean  by  they  t 

Mr.  Hill.  The  Canadian  government.  The  government  partly 
built  a  line  from  St.  Vincent  to  connect  with  the  old  St.  Paul  and  Pa- 
cific, and  that  line  was  afterwards  completed  to  connect  with  onr  re- 
organized St  Paul  and  Pacific,  which  is  the  Manitoba.  They  built  from 
Winnipeg  to  Lake  Superior  to  a  place  called  Fort  William,  at  a  point 
near  the  mouth  of  Pigeon  River ;  the  first  a  good  harbor  on  the  coast 
of  Lake  Superior  on  the  north  shore,  in  Canadian  water.  They  built  to 
the  nearest  point  west  on  Canadian  water.  The  exi)ense  of  building 
the  road  seemed  to  increase  to  such  an  extent  that  they  were  anxious 
to  find  a  private  corporation  to  build  it,  taking  a  bonus  of  some  kind. 
Sir  Hugh  Allan  and  his  associates,  the  steam-ship  people  of  Montreal, 
undertook  to  make  some  operation  or  combination  abroad  that  would 
furnish  the  means  to  build  the  road.  I  think  nothing  came  of  it  what- 
ever. The  Canadian  government  then  made  a  proposition  to  some  of 
my  friends  who  were  interested  in  completing  and  pushing  the  Manitoba 
road.  We  were  brought  into  more  intimate  relations  with  them  on  ac- 
count of  the  connection  that  we  were  making  with  their  government 
road  at  St.  Vincent,  and  it  resulted  after  various  conversations  in  their 
asking  us  to  make  a  proposition ;  not  the  Manitoba  Company,  but  some 
of  the  original  parties  who  created  the  Manitoba  Company.  That  re- 
sulted in  Sir  George  Stephen  and  €ir  Donald  Smith,  who  were  the 
principal  men,  both  prominent  citizens  of  Montreal,  Canada,  making  an 
agreement.  It  resulted  in  an  agreement  being  formulated  subject  to 
the  ratification  of  parliament.  This  agreement  was  made  with  the 
ministers  of  the  crown,  and  provided,  if  I  remember  correctly,  for  the 
completion  of  the  road,  the  government  paying  a  bonus  of  $25,000,000  in 
cash  and  25,000,000  acres  of  land  and  the  company's  property  should  be 
free  IVom  taxation  for  twenty  years,  including  the  lands,  and  all  material 
to  be  used  in  the  construction  of  the  road  to  bo  imported  free  of  duty. 
All  the  portions  of  the  road,  about  700  miles  as  I  remember — may  be 
725  miles — theretofore  built  by  the  government,  or  under  contract  to  be 
completed  by  the  government,  was  to  be  completed  according  to  con- 
tract and  added  to  the  cash  and  land  bonus  on  the  completion  of  the 
entire  road. 

Senator  Goeman.  Turned  over  to  your  company! 

Mr.  Hill.  Yes,  sir.  The  cash  and  laud  were  paid  in  10-mile  sections, 
or  due  in  10-miIe  sections,  if  I  remember  rightly ;  may  be  20-mile  sections, 
The  other  was  to  be  held  until  the  entire  line  was  completed,  and  so 
the  road  was  built  under  that  original  contract,  with  some  modifica- 
tions. 

The  Chaibman.  And  the  government  had  something  over  700  miles 
of  it  built! 

Mr.  Hill.  Yes,  sir.  The  entire  road  was  completed  under  that  con- 
tract, it  having  been  ratified  by  the  Canadian  parliament. 

The  Chairman.  What  do  you  mean  by  the  entire  road  ! 
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Mr.  Hill.  Well,  the  road  from  a  point  on  tlie  Ottawa  River  called 
Caledon  to  Port  Moody  on  tbe  Pacific  Cceau. 

The  Chairman.  Making  tbe  entire  extent  of  the  road  how  muebf 
'  Mr.  Hill.  I  think  about  3,000  miles;  but  the  Canadiaii  Pacific  has, 
by  the  authority  of  parliament,  in  various  ways,  acquired  lines  running 
from  Caledon,  north  of  Ottawa,  through  to  Montreal,  another  line  down 
the  north  shore  of  the  St.  Lawrence  to  Quebec,  and  various  other  lines 
in  Canada  running  as  far  west  as  Detroit,  I  think.  1  am  only  speak- 
ing from  general  knowledge,  because  all  this  occurred  since  I  ceased  to 
be  connected  with  it.  I  only  remained  connected  with  the  Pacific  about 
a  year  after  the  formation  of  the  company. 

Senator  Blaib.  Where  were  the  700  miles  of  road  which  were  built 
by  the  Canadian  Government  and  given  to  the  company  located  t 
'Mr.  Hill.  From  Winnipeg  to  Lake  Superior  and  ftom  Winnipeg  to 
Emerson  on  the  international  boundary  between  Manitoba  and  Minne- 
sota, and  from  Port  Moody,  near  tbe  mouth  of  the  Eraser  Biver,t6  Ce# 
tral  British  Columbia,  at  a  place  called  Kamloops. 

Senator .Gk)BMAN.  It  is  stated,  Mr.  Hill,  in  some  of  the  reports  I  have 
seen,  that  the  714  miles  of  road  that  the  government  built  and  trans- 
ferred to  this  company  cost  $35,000,000.  Do  yon  know  anything  about 
that  f 

Mr.  Hill.  It  was  a  very  expensive  road  to  build.  Portions  of  it 
were  very  expensive  and  possibly  included  in  that  $35,000,000  would 
be  the  large  sum  spent  in  surveys,  from  three  and  a  half  to  five  million 
dollars  over  the  entire  line.  I  think  that  amount  would  be  included  iu 
the  cost  of  the  so-called  government  road. 

Senator  Gobman.  I  think  that  statement  is  taken  from  the  reports 
of  the  Dominion  government. 

Mr.  Hill.  I  had  in  my  mind  about  from  forty  to  forty-five  thousand 
dollars  a  mile  for  the  cost  of  the  road,  and  that  with  this  additional 
sum  makes  substantially  the  figures  you  name. 

Senator  Oobhan.  The  land  subsidy,  I  understand  you  to  say,  con- 
sisted of  25,000,000  acres. 

Mr.  Hill.  Yes,  sir.  * 

Senator  Oobman.  At  $1.50  an  acre  ? 

Mr.  Hill.  These  lands  were  not  granted  as  has  been  the  custom  in 
this  country.  Tbey  were  not  alternate  sections  within  certain  limits 
near  the  railroad.  They  were  lauds  granted  within  what  was  known 
as  the  settlement  belt — good  average  quality  of  agricultural  lands  and 
might  be  from  anywhere.    It  was  a  floating  grant. 

Senator  Oobman.  What  did  the  company  realize  from  that  t 

Mr.  Hill.  I  do  not  know. 

Senator  Gobman.  I  saw  a  statement  to  the  effect  that  the  Canadian 
Government  took  back  from  the  company  nearly  7,000,000  acres  at  $1.50 
an  acre,  and  gave  the  company  $10,000,000  in  cash  for  it. 

Mr.  Hill.  All  that  occurred  after  my  connection  with  the  road. 

Senator  Oobman.  What  would  you  consider  the  fair  amount  that 
the  company  realized  on  these  25,000,000  acres  f 

Mr.  Hill.  I  think  that  a  very  large  portion  of  those  lands  are  still 
unsold ;  I  do  not  know,  however.  Twenty-five  millions  of  acres  make  a 
great  deal  of  land  to  sell,  and  the  lands  have  not  been  earned  more  than 
six  years,  so  they  could  not  have  sold  a  great  many  of  them. 
'  Senator  Oobman.  What  of  the  further  statement,  that  the  Canadian 
Government  paid  the  road  $15,000,000  for  tbe  violation  of  the  contract 
in  regard  to  the  extension  of  the  lines  through  Manitoba? 

Mr,  Hill.  That  question  of  disallowance  of  lines  to  tbe  boundary 
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came  np  within  the  last  year  mainly.    I  only  know  as  to  that  from  hear- 
say and  what  I  have  seen  published  in  newspapers. 

Senator  Gorman.  Then  it  appears  in  1884  the  Canadian  Government 
advanced  twenty-two  and  a  half  millions  more  to  expedite  the  road. 

Mr.  Hill.  That  was  after  my  connection  with  it,  and  any  statement 
J  would  make  would  only  be  hearsay  and  without  any  more  knowledge 
than  the  public  understanding.  I  have  no  particular  knowledge  as  to 
what  was  done. 

Senator  Gorman.  Have  you  ever  summed  it  up  so  that  you  could  tell 
us  the  total  amount  of  subsidy  that  they  received  from  the  Dominion 
Government  f 

Mr.  Hill.  I  could  not,  but  1  have  seen  it  in  their  printed  reports,  and 
it  is  very  easy  to  ascertain  the  exact  figures  as  to  that^ 

Senator  Gorman.  Well,  is  it  about  one  hundred  and  sixty  millions f 

Mr.  Hill.  Possibly,  but  the  reports  will  show  accurately. 

Senator  Gorman.  Then  that  was  more  than  sufficient  to  build  the 
entire  line,  was  it  not! 

Mr.  Hill.  There  is  some  very  expensive  work  north  of  Lake  Supe- 
rior. To  say  what  it  cost  to  build  the  entire  line,  the  Canadian  Pacific 
proper,  or  the  portion  for  which  the  companyoriginally  contracted  to 
build,  does  not  cover  the  Canadian  Pacific  Railway  of  to-day.  They 
have  a  number  of  branch  lines,  and  I  do  not  know  what  each  of  these 
branch  lines  or  consolidated  roads  represent  in  their  capital  or  oflScial 
statement. 

Senator  Gorman.  With  your  general  knowledge  of  the  Canadian 
Pacific — eliminating  the  branch  lines  that  they  own  in  the  United  States 
and  taking  the  main  system  through  from  the  St.  Lawrence  to  the 
Sound — how  much  private  capital  do  you  suppose  was  put  in  that  road 
to  construct  and  equip  it,  over  and  above  the  amount  furnished  by  the 
Canadian  Government  f 

Mr.  Hill.  My  actual  knowledge  of  that  is  not  sufficient  to  enable  me 
to  make  a  statement  that  would  be  of  any  use ;  it  would  be  nothing 
more  than  a  guess,  and  I  have  not  enough  information  to  state  closely 
on  that.    However,  their  annual  repdtts  will  show  that. 

Senator  Gorman.  From  the  impression  you  have  from  your  connec- 
tion with  it,  could  you  make  a  rough  estimate  of  itf 

Mr.  Hill.  I  might  make  an  estimate,  but  it  would  be  like  estimating 
the  height  of  a  house  that  I  had  never  seen,  and  the  estimate  would  not 
be  of  any  value. 

Senator  Gorman.  I  understand  that  this  company  you  speak  of  built 
and  completed  the  road. 

Mr.  Hill.  The  original  Canadian  Pacific  Company,  yes. 

Senator  Gorman.  Did  they  not  build  it  with  the  money  and  subsidies 
allowed  by  the  Canadian  Government  f 

Mr.  Hill.  There  are  several  pieces  of  railroad,  several  hundreds  of 
miles  of  railroad  in  the  system,which  were  taken  in  during  the  time  this 
road  was  being  built,  ^ow  what  portion  of  their  capital  represents 
the  lines  which  were  taken  in  and  what  portion  of  their  capital  rep- 
resents the  lines  from  Caledon  to  the  Pacific  Ocean,  is  something  that 
I  could  not  state.  I  have  no  means  of  knowing,  and  you  see  why  it 
would  be  necessary  to  know  that  to  answer  the  other  question.  But 
their  annual  reports,  I  know,  show  it,  and  j^ou  can  get  the  information 
from  them.  I  would  be  very  glad  to  answer  the  question  if  I  had  the 
information,  but  I  do  not  know.  It  has  been  so  long  since  I  was  con- 
nected with  it,  and  a  number  of  these  lines  having  been  taken  up  since, 
that  I  could  not  say. 
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Senator  Gobmak.  I  was  eliminating  all  the  factors  and  all  the  roads 
built  since,  and  con&ning  myself  to  the  contracts  entered  into  by  this 
company,  of  which  yon  were  one,  with  the  Canadian  Government  to 
constmct  the  line  through  to  the  Sound. 

Mr.  Hill.  As  I  understand  the  question,  you  mean  the  bonuses  of 
one  kind  and  another,  given  by  the  Canadian  Government  were  equal 
to  the  cost  of  the  original  road,  but  I  could  not  answer  that  question, 
for  I  do  not  know  what  the  original  road  cost,  and  the  cost  of  the  entire 
property  includes  a  lot  of  lines  that  were  not  included  in  the  bonused 
Unes. 

Senator  Gorman.  The  point  with  reference  to  which  I  am  inquiring 
is  whether,  in  point  of  fact,  according  to  your  original  contract  with  the 
Canadian  Government,  the  government  did  not  furnish  in  cash  subsidies 
and  land  grants  enough  to  enable  you  to  build  the  main  line  without 
putting  in  any  private  capital  t 

Mr.  Hill.  The  original  contract  would  not  build  the  railroad.  I  think 
the  original  contract,  assuming  that  the  land  was  worth,  a  dollar  an 
acre,  would  have  left  about  $15,000  a  mile  to  be  furnished  on  the  por-, 
tion  from  Winnipeg  west.  1  made  figures  on  that  several  times,  and 
had  for  six  or  eight  months  a  good  deal  to  do  with  it,  and  I  think  that 
that  was  about  the  estimate,  that  the  lands  were  15,000  acres  to  the 
mile  and  110,000  in  cash  over  the  prairie  portion,  and  that  would  be 
worth,  say,  $20,000  a  mile.  Several  streams  had  to  be  crossed  and  heavy 
bridge  materials  of  every  kind  had  to  be  taken  from  Canada  through 
the  United  States ;  men  and  supplies  had  to  be  hauled  800  miles,  and 
it  was  an  expensive  line  to  build.  It  was  also  built  in  a  great  hurry, 
which  added  to  the  expense.  I  think  that  if  they  could  have  sold  the 
land  the  bonus  would  be  equal  to  $15,000  or  $20,000  a  mile,  and  I  think 
that  railroad  with  its  equipment  cost  from  $37,000  to  $40,000  a  mile  to 
a  place  calle<l  Galgarry.  Going  over  the  mountains  the  land  bonus  was 
less  and  the  cash  larger  per  mile.  The  cash  was  worth  more  to  the 
railroad  that  the  unsold  lands. 

Senator  Gorman.  Was  the  road  bonded  at  all  f 

Mr.  Hill.  The  land  grant  was  bonded,  but  whether  the  road  was 
bonded  or  not,  I  could  not  say.  I  think  the  road  is  bonded.  I  could 
not  say  positively,  though. 

Senator  Gorman.  Well,  I  gathered  from  your  statement  that  practi- 
cally the  road  was  constructed  with  the  amount  of  money  furnished  by 
the  Canadian  Government;  within  the  amount  that  was  furnished  by 
the  Canadian  Government. 

Mr.  Hill.  There  would  be  the  proceeds  of  the  bonds,  whatever 
amount  that  would  be,  and  whatever  was  paid  for  the  stock  in  addi- 
tion. 

Senator  Gorman.  How  large  an  interest  had  our  American  people 
in  that  enterprise  f 

Mr.  Hill.  I  think  gentlemen  in  New  York  and  myself  had  about  one- 
third. 

Senator  Gorman.  But  that  has  been  disposed  of.  I  understand  you 
to  say  it  has  gone  back  into  the 

Mrr  Hill.  I  think  before  the  road  was  completed  these  gentlemen 
were  all  reasonably  glad  to  sell  out  of  it. 

Senator  Gorman.  The  ownership  now  is  in  whom  practically  t 

Mr.  Hill.  It  is  scattered  throughout  Great  Britain,  some  on  the 
Continent,  and  some  here  in  New  York.  I  see  the  stock  is  sold  here. 
I  have  never  seen  a  list  of  the  stockholders. 
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Senator  Qobman.  Yoa  do  not  know  whether  the  Oanadiau  Govern- 
ment itself  owns  a  controlling  interest  in  the  stock,  do  yoaf 

Mr.  Hill.  I  do  not  know  that  they  own  a  share  of  it,  nor  do  I  know 
that  they  do  not.  I  would  say,  however,  that  I  have  no  idea  that  they 
own  a  share  of  it.  I  think  the  road  is  probably  owned — the  majority 
of  the  stock — in  England. 

The  Chairman.  What  road  are  yoa  now  speaking  off  ^ 

Mr.  Hill.  The  Canadian  Pacific.  -  All  this  is  my  belief.  From  my 
familiarity  with  the  matter  and  my  knowledge  of  it  in  the  beginning, 
I  have  no  doubt  that  all  these  questions  that  you  have  asked.  Senator 
Gorman,  would  be, found  accnrately  in  the  reports  of  the  government 
and  of  the  company. 

Senator  Platt.  Mr.  Hill,  there  is  a  line  of  steamers  running  from 
Port  Arthur,  that  goes  somewhere,  which  is  owned  and  controlled  by 
the  Canadian  Pacific.    Where  do  those  steamers  run  to  f 

Mr.  Hill.  To  Owen  Sound,  I  think,  which  is  on  Georgian  Bay. 

Senator  Platt.  Do  these  steamers  bring  freight  into  the  United 
States  f 

Mr.  Hill.  No,  sir  j  they  do  not.  They  are  passenger  boats.  They 
are  Clyde  built  passenger  boats,  which  were  cut  in  two,  taken  throngh 
the  canals,  and  then  put  together  up  there. 

Senator  Platt.  Then  thc^se  steamers  cut  no  flgnre  in  the  bringing 
of  freight  into  the  United  States  f 

Mr.  HUiL.  No,  sir;  I  do  not  know  that  the  Canadian  Pacific  brings 
much  freight  into  the  United  States.  They  certainly  do  not  bring  much 
into  our  section.    There  are  some  goods  Uiat  go.out  that  way. 

shipments  fbom  ohina  and  japan. 

The  Chairman.  Can  you  give  us  any  information  with  reference  to 
shipments  of  goods  coming  from  China  and  Japan,  and  then  dropping 
.down  into  the  United  States  over  the  Canadian  Pacific  t . 

Mr.  Hill.  Goods  come  from  the  coast  and  from  China  for  merchants 
in  the  United  States  in  that  way. 

The  Chairman.  To  merchants  at  what  points  most  prominently  T 

Mr.  Hill,  At  Chicago  for  one. 

The  Chairman.  And  at  St.  Paul  and  Minneapolis  f 

Mr.  Hill.  Yes,  sir. 

The  Chairman.  And  at  Omaha  f 

Mr.  Hill.  Yes,  sir ;  and  I  do  not  know  but  that  they  get  as  far  as 
New  York. 

The  Chairman.  And  some  of  the  shipments  reach  Kansas  City  T 

Mr.  Hill.  1  know  of  shipments  coming  from  San  Francisco  to  Omaha 
by  way  of  Winnipeg. 

The  Chairman.  How  does  it  happen  that  they  come  around  that 
way  f    Is  not  that  a  long  way  ! 

Mr.  Hill.  Probably  the  parties  are  not  in  a  hurry  for  their  goods* 
Five  or  six  cents  a  hundred  would  be  an  inducement  to  bring  them  that 
way. 

The  Chairman.  How  does  the  Canadian  Pacific  happen  to  make  5  or 
6  cents  reduction  in  rates  over  and  above  American  roads  which  come 
straight  through  ? 

Mr.  Hill.  The  bulk  of  their  tonnage  is  westbound,  or  has  been,  and 
they  have  a  great  many  empty  cars  coming  back  from  the  Pacific  coast. 
I  think  that  they  would  be  glad  to  bring  cars  back  loaded  with  freight 
which  would  pay  at  almost  any  rate  they  could  get. 
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TBAFFIC   OYER  THE  CANADIAN  PACIFIC. 

The  Chairman.  Have  they  any  conDection  with  lines  running  from 
Winnipeg  sooth  by  which  they  could  make  ah  all-rail  shipment,  billed 
tor  instance  at  the  Pacific  coast  down  to  Omaha! 

Mr.  Hill..  Yes,  sir;  they  have  such  an  arrangement 

The  Chaibman.  Do  they  disregard  the  interstate  commerce  act  en- 
tirely f 

JVfr.  HilL.  I  do  not  know. 

The  Chairman.  You  do  not  know  whether  they  publish  their  rates 
or  not,  dp  you  f 

Mr.  Hill.  I  do  not  know  whether  they  file  their  tariffs  with  the  In- 
terstate Commerce  Commission.  Take  our  company  and  the  Chicago, 
>^t.  Paul,  Minneapolis  and  Omaha  Eailroad,  that  would  make  connection 
from  the  Canadian  Pacific  line  down  to  Omaha;  they  file  their  tariffs 
with  the  Interstate  Commerce  Commission. 

The  Chairman.  Does  the  Canadian  Pacific  file  their  tariffs  from 
Winnipeg  with  the  Interstate  Commerce  Commission  f 

Mr.  Hill.  They  do  not  issue  a  tariff  from  Winnipeg  over  our  lines. 
They  issue  a  tariff  over  their  own  lines  simply. 

The  Chairman.  Which  is  southerly  to  the  border  line  f 

Mr.  Hlix.  Yes,  sir. 

The  Chairman.  Do  goods  come  to  any  point  south  by  arrangement 
with  your  line  as  to  a  given  rate? 

Mr.  Hill.  1  think  the  competing  rates  are  all  settled  by  what  is  called 
the  Transcontinental  Association. 

The  Chairman.  What  is  the  Transcontinental  Association  f 

Mr.  Hill.  The  transcontinental  lines  have  an  association  and  their 
through  rates  are  established  by  this  association.  I  think  the  Canadian 
Pncific  is  allowed  a  differential.  They  have  a  passenger  differential, 
anyway.  I  do  not  know  whether  they  have  a  differential  on  freight  or 
not. 

The  Chairman.    What  differential  do  they  receive  on  passengers? 

Mr.  Hill.  I  think  their  differential  is  $5  on  second-class  passengers. 

The  Chairman.  Five  dollars  for  each  passenger! 

Mr.  Hill.  Yes,  sir. 

The  Chairman.  Do  they  receive  that  differential  from  Puget  Sound  f 

Mr.  Hill.  Passengers  can  go  from  Chicago  to  San  *Francisco  by  way 
of  Winnipeg  over  the  Canadian  Pacific  for  $5  less  than  they  can  by 
way  of  the  Union  Pacific  and  the  Central  Pacific. 

Senator  Blair.  What  is  the  difference  in  time  on  the  trip  from 
Chicago  to  San  Francisco  as  between  the  Canadian  Pacific  and  the 
Union  Paeific  and  the  Central  Pacific  f 

Mr.  Hill.  There  should  be,  if  they  have  fair  weather  on  the  Pacific 
coast,  about  five  days'  difference  in  ^me. 

The  Chairman.  It  takes  five  days  more  to  go  around  via  Winnipeg 
by  the  Canadian  Pacific  than  to  go  straight  through  ;  is  that  the  ideaf 

Mr.  Hill.  Exactly. 

Senator  Blair.  Take  a  man  whose  labor  is  worth  a  dollar  a  day, 
and  it  would  be  about  even. 

Mr.  Hill.  You  would  be  surprised  to  see  the  number  of  people  going 
that  way.  I  have  seen  a  great  many— I  do  not  know  how  many^-on 
one  train. 

The  Chairman.  What  is  your  observation  as  to  business  on  the 
Pacific  coast ;  is  the  Canadian  Pacific  diverting  very  much  freight  com- 
ing east  from  the  American  lines  to  their  own  lines? 
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Mr.  Hlll.  You  mean  from  points  in  the  United  States! 

The  Chairman.  I  mean  from  the  Pivciflc  coa^t.  We  have  the  Union 
Pacific  and  theCeniral  Pacific  making  connection  with  San  Francisco 
and  the  Southern  Pacifio^line,  and  so  on. 

Mr.  Hill.  I  do  not  recall  more  than  a  few  instances  where  they  ear- 
ned a  car  load  or  two  of  sugar  from  San  Francisco  in  that  way.  That, 
I  think,  however,  was  about  the  time  the  interstate  commerce  law-  was 
put  into  effect.  Possibly  it  was  a  few  months  later.  A  few  shipments 
came  around  that  way.  There  is  a  good  deal  of  foreign  tntde  coming 
from  Asia  to  the  terminus  of  the  Canadian  Pacific. 

The  Chairman.  Why  is  that  ? 

Mr.  Hill.  They  have  a  line  of  steamers  running  between  China  and 
Japan. 

The  Chairman.  A  subsidized  linet 

Mr.  Hill.  I  do  not  remember  that  the  subsidy  applies  to  the  present 
system.  It  is  enough  to  take  some  of  the  freight  steamers  from  the 
Cnnard  Line  formerly  running  between  America  and  Liverpool  from  the 
trade  between  Canada  and  Europe,  They  are  now  running  between 
the  western  terminus  of  the  Canadian  Pacific  and  China.  I  understand, 
however,  that  some  new  and  faster  boats  ace  being  built  for  that  line. 

The  Chairman.  For  the  Canadian  Pacific  Linef 

Mr.  Hill.  It  is  a  line  that  will  connect  with  the  Canadian  Pacific:  it 
is  an  English  line  connecting  China  and  Japan  with  the  Canadian  Pa- 
cific road  through  to  Halifax,  and  there  with  a  fast  line  of  steamers 
rapning  to  England.  It  is  intended  that  these  steamers  shall  be  so  fast 
that  they  expect,  as  the  manager  or  president  of  the  Canadian  Pacific 
told  me  within  a  few  months,  to  take  passengers  from  London  and  laud 
them  in  St.  Paul  by  way  of  Halifax  and  the  Cauailian  Pacific  as  early 
as  they  can  be  landed  in  New  York  by  the  lines  running  to  New  York. 

The  Chairman.  The  Halifax  steamship  line  is  also  subsidized,  is  it 
not  f 

Mr.  Hill.  I  understand  that  some  very  powerful  and  fast  boats  are 
to  he  put  into  a  line  between  England  and  Halifax. 

The  Chairman.  What  is  your  opinion,  Mr.  Hill,  of  this  t  The  Cana- 
dian Government  or  the  British  Government  has  a  subsidized  line  on 
the  westconnecting  with  the  Canadian  Pacific.  It  then  practically  builds 
the  Canadian  Pacific.  Then  it  gives  a  subsidy  to  a  portion  of  this  luiey 
in  amount  $186,000  a  year,  and  next  it  subsidizes  a  line  from  Liverpool 
to  Halifax.  With  that  sort  of  a  movement  it  gives  that  line,  both  water 
and  inland,  a  very  decided  advantage  over  any  other  road  on  this  con- 
tinent, does  it  notf 

Mr.  Hill.  I  think  that  they  would  have,  as  far  as  that  business  is 
concerned,  very  great  advantages ;  and  I  think  it  is  intended  by  the 
Imperial  Government  that  they  should  have  such  great  advantages. 

The  Chairman.  The  original  purposes  of  the  constrnction  of  the 
Canadian  Pacific  was  political,  wa^  it  notf  Was  not  the  idea  to  bind 
the  different  provinces  together  in  one  political  union  I 

Mr.  Hill.  The  only  lines  of  travel  between  the  eastern  and  far  west- 
ern portions  of  the  Dominion  of  Canada  before  the  construction  of  the 
Canadian  Pacific  Railway  was  by  San  Fraucisco  and  on  American  lines. 
All  tht  British  Columbia  trade  to  and  from  San  Francisco  prior  to  the 
construction  of  the  Canadian  Pacific  was  over  the  American  lines. 

The  Chairman.  The  effect  of  the  subsidizing  of  this  eastern  end  of 
the  Canadian  Pacific  and  that  steam  ship  line  running  to  St.  John  or 
Halifax — the  effect  of  such  a  movement  as  that  would  be  to  draw  away 
from  Portland  and  Boston  a  large  amount  of  their  foreign  trade,  would 
it  Dot  f 
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Mr.  Hill.  I  think  that  the  government  of  Great  Britain,  thi*ough  its 
board  of  trade  and  through  every  other  means  known  to  intelligent 
men,  have  done  everything  in  their  power  to  keep  London  the  commer- 
irial  and  financial  center  of  the  commercial  world.  I  think  it  would  be 
a  mistake  to  suppose  that  they  will  forego  any  opportunity,  snch  as  lies 
apparently  within  their  power,  in  the  Canadian  Pacific,  by  the  granting 
of  a  subsidy  of  a  few  thousand  pounds  necessary  to  make  a  through 
line  that  would  jnmy  we  will  say,  from  New  York  to  Yoitohama  in  two 
weeks.  I  think  that  within  eighteen  months  from  to  day  you  cai  go 
fiom  New  York  to  Yokohama  in  two  weeks'  time. 

Senator  Blaib.  How  long  would  it  take  to  make  that  trip  via  &an 
Francisco  f 

Mr.  Hill.  I  think  the  present  time  is  about  sixteen  days  from  San 
Francisco,  assuming  that  the  rail  time  would  be  the  same.  There 
would  be  a  difference  of  six  or  seven  days. 

The  Ohaibman.  Suppose  this  Canadian  Pacific  road  were  required 
to  go  upon  its  own  soil  to  reach  St.  John  or  Halifax ;  what  eii'cct  would 
that  have  upon  the  advantage  that  you  say  they  now  havef 

Mr.  Bill.  We  are  a  very  intelligent  people  in  this  country.  Rail- 
roads are  cqrporations^  {^nd  the  corporations  are  controlletl  by  the 
shareholders;  and  I  think  you  will  find  that  the  Canadian  Pacific  is 
not  on  American  territory. 

The  Chairman.  Does  no  part  of  the  Canadian  Pacific  road  run  on 
American  territory  ! 

Mr.  Hill.  No,  sir. 

The  Chaibdcan.  But  it  is  constructing  a  line  through  Maine,  is  it  not  f 

Mr.  Hill.  I  think  you  will  find  that  that  is  an  American  road.  It  is 
an  American  road  as  much  as  the  New  York  Central  or  the  Pennsyl- 
vania. 

The  CuAiRMAN.  Suppose  that  the  American  roads  did  not  do  buii^iness 
with  the  Canadian  Pacific  road  and  the  Canadian  Pacific  wanted  to 
extend  its  line  to  Halifax,  how  would  it  do  sof 

Mr.  Hill.  It  would  go  by  the  Intercolonial  Railway. 

The  Chairman.  How  much  would  that  increase  the  length  of  the 
line? 

Mr.  Hill.  Possibly  about  100  miles ;  but  that  is  a  mere  guess.  The 
Railway  Guide  will  give  it  to  you  exactly. 

The  Chairman.  Practically,  then,  it  would  make  no  great  difi'erence 
to  the  Canadian  Pacific  road  whether  they  ran  on  American  soil  or  not  f 

Mr.  Hill.  I  do  not  think  the  difterence  would  be  very  material.  It 
would  not  be  sufficient  to  stop  the  business,  but  on  the  other  hand  it 
would  be  difficult  to  put  up  a  gate  at  the  international  boundsiry. 

The  Chairman.  I  am  not  suggesting  that  we  are  going  to  do  that. 

Mr.  Hill.  I  was  thinking  of  the  difficulty  in  carrying  out  the  details 
of  any  arrangement  of  that  kind. 

Senator  Blaib.  The  gate  would  haveto  swing  both  ways  would  it  not! 

Mr.  Bill.  Those  matters  along  our  very  long  border  will  come  up 
some  day,  and  they  will  be  very  interesting  subjects  for  international 
negotiation.  There  are  some  nice  points  in  the  question.  I  do  not  know 
why  there  should  be  any  great  difficulty  in  settling  them,  but  I  think  it 
would  be  well  to  have  them  settled. 

The  Chairman.  About  as  good  a  way  as  any  to  settle  those  questions 
would  be  by  making  Canada  part  of  the  United  -States. 

Mr.  iliLL.  I  was  born  in  Canada,  and  I  think  the  Canadians  make 
very  good  Americans. 

The  Chairman.  So  do  I — many  of  them. 
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Coming  back  to  your  line  of  road,  Mr.  Hill — not  the  one  running?  up 
to  Winnipeg,  but  the  other  one— is  it  your  exi)ectatiott  to  reach  the 
Pacific  Ocean  finally  with  a  new  line  of  road! 

Mr.  Hill.  We  are  now  within^OO  miles  of  the  coast 

The  Chairman.  I  should  think  that  yon  would  naturally  go  on. 

Mr.  niLL.  We  might. 

The  Chairman.  Where  would  be  your  point  of  destinatiod,  prob- 
ably, if  you  went  to  the  coast  at  all  t 

Sen.itar  Gorman.  Probably  Mr.  Hill  would  not  like  the  balance  of 
the  roads  to  know  what  his. objective  point  is. 

Mr.  Hill.  I  do  not  know  at  present.  I  have  not  had  time  to  go 
West  and  examine  the  harbors. 

THE  LINE  THROUGH  MONTANA. 

The  Chairman.  Your  road  now  runs  through  quite  an  arid  region 
— say  in  Montana,  where  land  is  only  subject  to  cultivation  by  irriga- 
tion! 

Mr.  Hill.  The  road  in  Montana  to  the  Eocky  Mountains  runs  through 
the  valley  of  the  Missouri  and  the  valley  of  the  Milk  River  for  almost 
the  entire  distance,  it  is  the  line,  substantially,  recommended  by  Gov- 
ernor Stevens  in  the  original  Pacific  reports. 

The  Chairman.  Is  that  line  going  to  pay  you  immediately  t 

Mr.  Hill.  Let  ij^e  answer  your  first  question.  You  spoke  about  that 
soil  and  country.  1  think  that  country  will  compare  as  to  soil,  water, 
and  climate  with  the  country  along  any  line  running  from  Chicago  to 
Cmaha  or  Kansas  City. 

The  Chairman.  Your  line  would  be  a  competitor  of  the  Canadian 
Pacific  if  it  got  to  the  Pacific  Ocean  f 

Mr.  Hill.  Please  let  me  finish.  It  was  a  matter  of  great  interest  and 
of  surprise  to  jne  ajhoqt  the  climate.  The  farmers  commenced  putting 
in  their  spring  crops  in  and  about  Fort  Benton  and  Great  Falls  this 
year  on  the  loth  of  February. 

Mr.  Ueagan.  When  did  they  begin  putting  in  their  crops  f 

Mr.  Hill.  About  the  10th  of  February.  That  is  earlier,  I  think,  than 
crops  are  put  in  in  Texas.  It  is  earlier,  I  believe,  than  crops  were  pat 
in  in  any  other  State  of  the  Union. 

The  Chairman.  In  what  latitude  is  that! 

Mr.  IIiLL.  In  latitude  48.  Last  year  at  an  exhibition  at  Minneapolis, 
wheat  raised  out  in  that  northwest  country  took  the  first  premium  as 
the  l>est  qualtity  of  hard  fife  or  No.  1  hard,  which  has  heretofore  been 
considered  the  peculiar  property  of  the  Red  lii ver  Valley.  Cattle,  sheep^ 
and  horses  run  on  the  ranges  the  year  round  there. 

Senator  Keaoan.  How  is  the  climate  along  your  line  east  of  Benton  ? 

Mr.  Hill.  I  think  the  average  would  be  about  the  same  as  northern 
Missouri,  althoughjn  Montana,  in  January,  they  will  have  from  two  to 
Ihrec  weeks  of  very  cold  weather. 

The  Chairman.  Will  you  tell  the  committee  whether  you  would  be 
a  con)|K3titor  with  the  Canadian  Pacific  if  you  went  to  the  Pacific 
coast  t 

Mr.  IliLL.  I  think  if  we  go  to  the  Pacific  coast  we  would  be  rather 
•active  competitors  with  all  the  lines. 

The  Chairman.  Your  line  has  no  expectation  of  becoming  a  part  of 
the  Canadian  Pacific  some  of  these  days,  has  itf 

Mr.  Hill.  No,  sir;  none  whatever. 

Senator  Ueagan.  Have  you  any  information  in  regard  to  the  tem- 
peratare  westward  along  the  boundary  line,  say  from  Assiniboin  f 
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Mr.  Bill.  That  is  a  very  beautifal  coantiy.  That  is  a  conntrj  abund- 
antly supplied  with  water — streams,  mountain  streams.  .  It  is  a  fine 
grazing  country,  ^ 

The  Chairman.  Is  not  this  region  which  yon  talk  about  irrigated, 
and  was  not  that  fine  wheat  of  which  you  speak  raised  by  irrigation  t 

Mr.  Hill.  Not  at  all,  sir. 

Senator  Blaib.  How  about  the  climate  and  the 'passes  through  the 
mountains  to  get  to  the  Pacific  on  the  north  f 

Mr.  Hill.  There  is  a  very  easy  way  to  the  coast.  There  are  two  or 
three  passes  over  the  main  ranges  of  mountains. 

Senator  Blaib.  Within  our  territory  f 

Mr.  Hill.  Yes,  sir ;  within  our  territory.  There  is  a  very  easy  pass 
north  of  the  boundary  line  through  which  the  Canadian  Pacific  desirecl 
to  build  their  road;  but  the  government  would  not  allow  them.  It  is 
too  near  the  boundary. 

OONSTBUOTION  OF  THE  MANITOBA  BOAD. 

Senator  Oobman.  How  far  is  your  road  south  of  the  Canadian  Pacific, 
on  an  average  f 

Mr.  Hill.  We  are  about  150  miles  south  of  the  Canadian  Pacific,  I 
should  say,  on  an  average. 

The  Chaibman.  How  far  north  are  you  of  the  Northern  Pacific  f 

Mr.  Hill.  We  are  from  90  to  150  miles  north  of  the  Northern  Pacific. 

Senator  Oobman.  How  much  of  a  subsidy  did  your  road  receive  fi-ora 
the  Government  from  St.  Paul  to  the  Canadian  line  at  St.  Vincent  f 

Mr.  Hill.  On  that  400  miles,  the  subsidy  we  received  was  under  the 
grant  of  1857,  ten  sections  of  land  to  the  mile. 

Senator  Oobman.  You  received  no  money  at  all,  then  t 

Mr.  Hill.  No,  sir ;  no  money. 

Senator  Oobman.  Now,  then,  the  balance  of  your  road,  leading  clear 
oat  to  Butte,  is  a  line  which  has  been  built  entirely  without  subsidy,  ia 
it  nott 

Mr.  Hill.  Yes,  sir ;  without  any  subsidy  at  all. 

Senator  Oobman.  And  buiit  by  private  enterprise  t 

Mr.  Hill.  Entirely.  Even  the  right  of  way  we  paid  for  to  the  Oov- 
emment. 

Senator  Oobman.  So  that  then  there  is  a  very  slight  portion  of  your 
road  which  has  been  subsidized. 

Mr.  Hill.  Yes,  sir. 

Senator  Oobman.  What  is  a  fair  estimate  on  tbe  aggregate  that  your 
road  would  realize  from  those  lands  f  Taking  the  whole  of  the  grant, 
what  would  be  a  &ir  estimate  f 

Mr.  Hill.  Taking  the  whole  of  the  grant,  I  suppose  that  in  twenty 
years  there  bave  been  sold  $10,000,000  worth  of  lauds;  the  proceeds  of 
these  lands  has  been  used  to  retire  the  bonds  of  tbe  company,  so  that  it 
has  in  this  way  reduced  the  capital.  Tbe  lands  are  t>^edged  in  that 
way.  That  was  the  case  with  the  old  St.  Paul  and  Pacific,  and  that  is 
the  case  with  the  present  company.  The  company  or  the  stockbolders 
get  only  a  benefit  from  the  lands  in  so  much  as  the  bonds  so  redeemed 
are  taken  from  above  their  stock.    The  capital  is  reduced  that  much. 

Senator  Oobman.  So  that  you  bave  practically  2,400  miles  of  road 
ruuning^  liarallel  to  this  Canadian  Pacific  and  tbe  Northern  Pacific  tbat 
were  built  entirely  and  exclusively  by  private  enterprise? 

Mr.  Hill.  We  have  now  about  2,800  miles  of  road  built,  without 
any  bonus  or  anything  else  except  tbe  stock  and  bonds  invested  by 
private  parties. 
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Senator  Gorman.  You  built  that  road  under  very  peculiar  circum- 
8t4inces  and  very  rapidly,  too,  I  believe.  I  am  told  that  the  grading 
and  the  laying  of  the  rails  onyoar  road  wa»  probably  more  expeditious 
than  on  any  other  road  in  this  country  or  in  Canada. 

Mr.  niLL.  I  think  that  for  the  length  of  the  road  we  built  it  more 
rapidly  than  any  road  was  ever  built  l^fore. 

Senator  Gorman.  Is  it  (Single  track  f 

Mr.  Hill.  Yes,  sir. 

Senator  Gorman.  What  is  the  average  cost  per  mile  of  your  road  a*^ 
it  stands  todayf 

Mr.  Hill.  Tlie  entire  Manitoba  system  including  its  land  grant,  in- 
cluding all  its  sleeping  cars,  all  its  equipments,  all  its  shops,  all  its  ter- 
minals, which  are  very  large,  including  a  new  line  of  steel  steamers  on 
the  Lake,  and  several  other  properties,  the  entire  capital  is  equal  to 
about  $26,500  a  mile  in  stock  and  bonds. 

Senator  Gorman.  That  is  moderate. 

Mr.  Hill.  I  think  it  id  lower  than  any  other  road  in  the  country. 
That  amount  represents  the  actual  capital  of  private  iDdividnals  that 
has  been  put  into  the  road. 

CANADIAN  PACIFIC  COMPETITION. 

Senator  Gorman.  Yon  are  about  150  miles  south  of  the  Canadian 
Pacific,  and  you  are  under  the  operation  of  the  interstate-commerce  law 
in  regard  to  the  long  and  short  haul  clause,  are  yon  notf 

Mr.  Hill.  Yes,  sir. 

Senator  Gorman.  You  are  necessarily  competing  for  that  freight  in 
the  northwestern  country  that  you  pass  thrqngh,  and  somewhat  of  a 
competitor  with  respect  to  rates. 

Mr.  Hill.  Yes,  sir. 

Senator  Gorman.  Can  you  compete  with  these  other  roads  on  fair 
terms  to  yourself,  the  interstate-commerce  law  being  in  force  and  being 
observed  by  you  f 

Mr.  Hill.  There  are  a  great  many  times  when  the  interstate-com- 
merce law  would  work  an  apparent  hardship,  and  I  might  say  a  very 
great  hardship,  upon  the  American  lines,  because  the  other  line  is  not 
compelled  to  observe  it.  I  think  if  the  conditions  were  equal,  and  that 
if  we  had  relatively  the  same  conditions  that  prevail  in  Canada,  an 
American  road  could  not  live.  We  have  sixty- five  millions  of  people  in 
this  country  and  a  great  deal  more  money  than  the  people  of  Canada. 
The  various  business  enterprises  carried  on  in  the  United  States  us 
compared  with  Canada  are  enormous  and/umish  business  and  traffic 
and  tonnage  and  persons  traveling,  moving  in  a  way  that  is  not  the 
case  in  the  lower  or  eastern  portions  of  the  Dominion,  and  if  they  bad 
to  depend  upon  themselves  the  same  as  our  roads  do,  they  could  not 
live. 

Senator  Gorman.  But  if  this  traffic  is  to  go  on  and  this  interstate- 
commerce  law  is  to  be  enforced  rigidly  as  against  all  the  American  lines, 
can  yon  compete  successfully  with  the  Canadian  lines  running  to  the 
north  of  you  and  tapping  you  at  all  the  essential  points,  when  they  arc 
not  put  on  the  same  footing  with  yon f 

Mr.  Hill.  They  have  all  the  advantages  that  would  operate  in  their 
favor  and  against  the  American  lines.  The  railroad  is  a  business  en- 
terprise, and  the  object  of  a  business  investment  is  to  pay  something 
back  to  the  people  who  invest  their  money.  Our  capital  for*th€  past 
three  years  has  been  furnished  mainly  by  our  stockholders,  each   man 
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taking  his  proportion  of  any  secnrities  that  the  company  issaed  for  the 
purpose  of  bailding  the  road,  and  it  was  taken  on  the  basis  of  a  low 
rate  of  interest.  If  another  road  competing  with  ns  had  to  pay  less  in- 
terest or  had  any  other  mean's  than  its  revenue  from  the  business  di- 
rectly, they  would  have  the  advantage  of  us  and  sooner  or  later  our  en- 
terprise would  be  a  loss  to  the  people  who  invested  in  it. 
'  Senator  Eeaoan.  Now,  from  this  point  [indicating  on  mapj  of  this 
territory  west,  what  population  have  they,  and  what  competition  can 
there  be  between  your  road  and  this  other  road  at  present,  until  the 
future  settlements  are  made  west  of  there! 

Mr.  Hill.  There  will  never  be  anything  but  cattle  and  wool  to  carry 
from  the  Canadian  side  between  the  international  boundary  line  on  the 
south  and  Old  Wives  Lake  on  the  north,  and  Long  Greek  on  the  east, 
and  the  Cypress  Hills  on  the  west. 

Senator  K£agan.  As  to  the  balance  of  this  country  thei^  is  very 
little  })opulation  or  none  at  present. 

Mr.  Hill.  The  population  is  along  the  line  of  the  railroad. 

Senator  Keagan.  But  I  am  asking  as  to  the  population  along  here 
[indicating  on  map].  There  is  no  population  along  here  that  will  cre- 
ate any  business  for  which  to  compete,  is  there  f 

Mr.  Hill.  There  is  a  very  nice  and  thrifty  population  along  the 
boundary  between  the  Red  River  of  the  North  and  the  western  bound- 
ary of  the  province  of  Manitoba,  lying  south  of  the  Assiniboin  River. 

Senator  Reagan.  My  q^?estion  is  in  reference  to  the  territory  west  of 
the  western  boundary  of  Manitoba  along  the  international  boundary. 
What  is  there  to  compete  for  there  t 

Mr.  Hill.  There  is  nothing  at  present  except  some  cattle  and  wool. 

REGULATION  OF  CANADIAN  LINES. 

Senator  Oobman.  With  those  conditions,  would  it  be  an  unfair  prop- 
osition to  say  to  the  Canadian  Government,  ''You  must  impose  some 
conditions  by  international  arrangement  on  the  Canadian  roads  and 
their  connections,  so  far  as  the  provisions  of  the  interstate-commerce 
law  are  concerned,  so  thatthe  provisions  ofthat  law  shall  be  enforced  in 
Canada  as  well  as  in  the  United  States,  and  in  the  event  of  your  failing 
to  grant  such  concessions  we  will  then  require  the  inspection  of  your 
cars  for  customs  duties  at  the  border  !  "  . 

Mr.  Hill.  The  entire  question  seems  to  be  one  that  could  be  fairly 
arranged.  1  speak  outside  of  our  own  matter,  because  while  at  one 
time  it  was  a  very  important  matter  to  us,  since  the  completion  of  the 
Canadian  Pacific  road  it  is  a  very  unimportant  one.  There  is  very 
little  business  between  the  Province  of  iVIanitoba  and  any  portion  of 
the  Dominion  that  does  not  come  over  the  Canadian  Pacific  road.  I 
think  that  the  regulation  of  the  business  that  may  be  done  by  American 
lines  and  by  Canadian  lines  in  competition  with  American  lines,  and 
particularly  from  points  in  the  United  States  to  ^ther  points  in  the 
United  States  crossing  Canadian  territory — all  those  matters  could  be 
arranged  with  little  trouble,  because  there  are  only  two  Canadian  roads 
to  (leal  with.  The  Canadian  Government  would  only  have  two  roads 
to  deal  with,  the  Grand  Trunk  and  the  Canadian  Pacific. 

Senator  GoBitfAN.  Do  you  think  it  would  be  a  fair  arrangement  to 
require  that  they  should  submit  to  the  same  conditions  exactly  as  the 
American  roads  f 

Mr.  Hill.  1  think  that  if  the  Canadian  roads  were  compelled  to  do 
their  business  throughout  the  Dominion  on  the  condiMoii.s  (liat  the 
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American  roads  are  compelled  tx)  do  their  business  in  Anierica,  that  the 
Canadian  roads,  notwithstanding  the  liberal  bonus,  could  not  live. 

Senator  Gorman.  Why  1 

Mr.  Hill.  I  do  not  think  they  would  get  enough  revenue  from  the 
rates  to  pay  their  bills.  I  think  that  a  careful  investigation  of  the  an- 
nual reports  of  the  Canadian  Commissioner  of  Government  Roads, 
showing  the  amount  of  money,  bonuses,  local  aid  of  one  kind  and  an- 
other that  has  ^one  into,  you  might  say,  almost  the  entire  mileage  of 
t4ie  Canadian  roads,  would  surprise  you,  and  I  think  that  their  condi- 
tions are  such,  excepting  certain  iK)rtions  of  the  Dominion,  say  the 
province  of  Ontario,  which  is  thickly  populated  with  an  industrious 
people,  and  certain  portions  of  the  province  of  Quebec,  that  the  Do- 
minion as  a  whole  has  to  carry  her  railroads.  The  public  have  to  carry 
the  railroads  in  grants  of  one  kind  or  another. 

Senator  Gorman.  What  would  be  your  suggestion,  assuming  that 
this  interstate-commerce  law  is  to  be  enforced  rigidly  1 

Mr.  Hill.  As  to  the  Canadian  Pacific) 

Senator  Gorman.  Yes. 

Mr.  Hill.  The  Canadian  Pacific  would  have  some  advantage.  If 
there  were  a  Chinese  wall  built  along  tlie  boundary  they  would  have 
some  advantages,  and  I  think  the  advantages  possibly  would  be  as 
great  as  the  disadvantages,  but  the  Grand  Trunk  road  in  Canada  would 
be  destroyed,  or  to  a  great  extent  damaged. 

Senator  Gorman.  Then  how  would  you  protect  the  American  roads, 
which  allege  that  notwithstanding  the  law  the  Canadian  roads  continue 
to  give  drawbacks  for  the  purpose  of  drawing  trade  from  the  territory 
along  our  own  roads  f 

Mr.  Hill.  I  think  it  is  a  very  difficult  thing  for  the  oflacers  of  a  rail- 
road to  control  their  own  roads  at  all  times  and.under  all  circumstances. 
I  know  of  no  other  way  that  that  will  ever  be  brought  about  than  by  some 
arrangement  for  a  division  of  business  by  agreement  either  under  the 
law,  and  if  it  can  not  be  done  under  the  law,  outside  of  the  law,  and  if 
it  can  not  be  done  outside  of  the  law,  then  it  will  go  as  it  does  now, 
which  is  on  the  theory  of  the  survival  of  the  fittest,  the  stronger  killing 
the  weaker,  and  the  public  either  having  to  sufier  the  road  l^ing  worn 
out  and  the  use  of  some  of  the  lines  abandoned,  or  paying  a  i*ate  that 
will  support  two  lines  w^here  one  could  do  the  business. 

THE  RESTRICTION  OF  RAILROAD  CONSTRTJOTION. 

Senator  Reagan.  Would  it  not  be  a  wise  policy,  if  a  railroad  has  not 
business  on  which  to  sustain  itself,  to  let  that  road  go  down  rather  than 
to  tax  the  people  on  other  roads  to  keep  it  up  f 

Mr.  Hill.  For  the  general  public  it  certainly  would.  There  are  two 
lines  which  this  question  may  take,  one  which  has  answered  in  some 
cases  and  in  some  of  the  States,  and  that  is  the  restricting  of  the  build- 
ing of  the  roads.  1  think  it  is  much  the  better  way  to  say  to  us,  if  you 
and  I,  for  instance,  want  to  build  a  road  from  A  to  B  and  there  is"  no 
road  there,  that  we  do  so  en  our  own  judgment  and  at  our  own  risk  as 
to  its  paying.  We  should  be  compelled,  I  think,  to  submit  a. profile  of 
the  road  to  intelligent  commissioners.  If  a  reasonable  exi^enditure 
would  get  a  26-foot  grade,  or  what  we  call  a  half  of  1  per  cent.,  or  one 
of  six-tenths  of  1  per  cent,  grade  for  the  length  of  our  road  we  should 
not  be  permitted  to  build  one  with  a  gi-ade  of  IJ  or  67  feet  to  the  mile, 
because  the  road  with  a  grade  of  26  feet  with  the  same  locomotive  will 
haul  nearly  twice  as  many  cars  as  the  road  with  the  grade  of  67  feet. 
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Id  other  words,  when  a  road  is  to  be  built  then  is  the  proper  time  to 
determine  its  altimate  capacity  for  its  business.  Then  when  that  road 
is  built  either  the  inspector  or  commissioner  or  auditor,  or  whoever  he 
n^ay  be,  ought  to  be  given  authority  to  go  through  the  books  and  see 
all  the  accounts,  making  up  the  cost  of  the  road,  and  to  prevent  extor- 
tion it  shall  not  charge  an  unreasonable  rate  under  any  circumstances, 
whether  they  get  a  return  on  their  capital  or  not  They  should  be  in- 
dulged more,  however^  in  a  new  country  than  in  a  place  of  more  devel- 
opment. 

Senator  Gobhan.  But  you  have  the  other  condition  now,  to  build 
anywhere. 

'  Mr.  Hill.  £  say  when  you  have  that  road,  as  the  business  grows  and 
the  tonnage  increases  and  the  country  develops,  compel  it  to  do  its 
business  at  prices  that  will  give  it  a  fair,  and  no  more  than  a  fair  return 
upon  its  fairly  invested  capital.  If  you  do  ^hat  you  will  get  the  work 
that  that  road  is  capable  of  doing,  and  as  such  a  lino  can  do  a  great 
deal  you  will  get  the  work  done  at  a  much  lower  price  than  you  would  if 
you  found  that  road  running  from  here  [indicating]  without  any  restric- 
tion other  than  such  as  may  be  imposed  in  numerous  ways  varying  as 
often  as  the  State  legislatures  meet. 

Now,  as  soon  as  a  road  is  profitable  somebody  conceives  the  idea  of 
paralleling  it,  either  to  compel  the  richer  road  or  better  established 
road  to  buy  them  out  or  to  divide,  and  the  result  is  as  a  rule  that  the 
stronger  controls  the  weaker  and  the  public  have  fo  support  the  two 
roads  where  one  would  dp,  but  there  are  little  towns  springing  up  on 
the  second  road  and  they  can  not  afford  to  do  without  their  railroad  any 
more  than  the  big  ones  can,  and  there  is  where  the  trouble  comes  up. 
I  think  the  rates  in  the  United  States  can  be  reduced  very  materially, 
and  I  think  they  will  be.. 

Senator  Beagan.  Has  not  a  large  proportion  of  the  contention  be- 
tween railroads  grown  out  of  the  fact  of  several  roads  trying  to  en- 
croach on  the  territory  legitimately  belonging  to  other  roads  f 

Mr.  Hill.  That  is  a  source  of  much  trouble.  You  may  say  that  the 
more  conservative  men  when  they  have  a  reasonably  good  property 
lying  in  a  certain  region  of  country  deem  it  their  duty  to  take  care  of 
it.  Somebody  attempts  to  build  into  it  and  they  have  either  to  drive 
them  out  or  frighten  them  off  or  make  reprisals.  That  leads  to  over- 
production of  roads.  In  the  first  place  it  leads  to  an  investment  of 
capital  that  is  of  no  value  to  the  country.  That  capital  might  as  well 
be  carried  to  the  cemetery  and  buried  in  the  grave  of  the  owner ;  it  is 
dead. 

THE  DIVISION  OF  TEAFPIO. 

Senator  Oobman.  Now,  with  the  present  condition  of  things,  I  un- 
derstand you  to  say  that,  in  your  judgment,  the  only  remedy  is  to  per- 
mit pooling,  or  a  division  of  business. 

Mr.  Hill.  Pooling  may  be  an  offensive  name  for  it,  but  it  is  the  same 
as  a  division  of  business  by  agreement.  I  do  not  know  of  any  other 
way. 

The  Ghaikman.  Does  that  involve  the  sending  of  a  man's  goods  over 
a  line  that  he  does  not  want  them  sent  overf 

Mr.  Hill.  It  ought  not  to. 

The  Ghaieman.  Then  you  have  got  to  divide  in  cash  instead  of  di- 
viding in  business,  have  you  uotf 

Mr.  Hill.  I  think  you  can  divide  the  business.  One  might  refrain 
from  taking  business  from  a  certain  district,  saying,  "We  leave  you 
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that ;  yoa  leave  us  this.''  I  do  not  think  they  should  carry  it  as  fiu*  as 
some  pools  have  where  the  weak  roads  have  been  supported  by  a  cash 
subsidy  that  came  out  of  the  people  who  bought  the  transportation  on 
the  other  roads. 

The  Chairman.  It  was  stated  here  yesterday  that  the  Erie  got  a 
million  dollars  for  business  that  it  did  not  do. 

Mr.  Hill.  The  Erie  has  contributed,  I  hav6  no  doubt,  a  great  deal 
to  the  wealth  of  this  country,  and  a  great  deal  to  the  wealth  of  th« 
West.  I  am  not  aware  that  the  people  who  put  their  money  into  the 
Erie  originally  ever  got  a  cent  of  it  back  up  to  this  time  It  seems  to 
be  a  condition  of  things  that  has  prevailed  throughout  the  country  With 
respect  to  many  of  the  railroad  enterprises.  I  think  in  a  good  many 
cases  roads  have  been  overcapitalized. 

Senator  Re AGAjNf .  There  is  no  doubt  that  it  would  remedy  thQ  situation 
if  there  were  a  division  of  the  traffic  to  sustain  the  weaker  and  com- 
peting roads,  but  the  question  comes  up  whether  it  is  a  sound  policy  for 
the  Government  and  the  people  to  sustain  roads  that  are  incapable  of 
sustaining  themselves.  I  see  here  in  article  5,  section  3/and paragraph 
1,  of  these  articles  of  association  of  the  trunk  lines^  the  following : 

♦ 

Tlio  traffic  arrangements  wifch  othor  railroad  or  transportation  oompaDies  herein  re- 
ferred to  are  understood  to  be : 

1.  Tlio  establishment  of  joint  tariffs  and  the  division  of  through  rates  or  fares  upon 
traffic  passing  from  or  coming  to  the  roads  of  the  companies  parties  thereto. 

The  eighth  article  says : 

If  the  maintenance  of  uniform  tariffs  by  all  lines  redaces  the  traffic  of  any  party 
hereto  below  a  fair  proportion  of  the  traffic  in  competition,  the  tariffs  may  be  so 
adjusted  from  time  to  time  as  to  protect  snch  line  from  an  nnjast  depletion  of  traffic ; 
sach  adjustment  to  be  made  under  the  rules  of  this  association, 

I  see  what  the  purpose  of  these  gentlemen  is,  and  possibly  it  may 
be  the  means  of  "accomplishing  the  result  in  view,  but  it  seems  to  mc 
to  be  a  strange  policy  if  we  should  make  solvent  roads  sustain  ro»da 
that  are  insolvent,  or  woukl  be  insolvent  if  the  stronger  roads  did  not 
sustain  them. 

Mr.  Hill.  The  trouble  is,  we  must  take  one  plan  or  the  other.  If  we 
permit  the  promiscuous  building  of  railroads,  then  yon  are  going  to 
have  a  lot  of  these  weak  and  poorly-built  concerns  going  down  every 
year  and  the  public  will  l)ave  to  pay  for  them.  If  a  man's  leg  is  broken 
or  his  shoulder  dislocated  and  a  jury  brings  in  a  verdict  for  $25,000 
damages  the  public  will  have  to  pay  that.  It  is  part  of  the  expense  of 
operating  the  roud,  and  if  there  are  more  miles  of  train  service  fur- 
nished than  is  necessary,  better  service  and  everything  of  the  kind  in 
every  branch  of  the  railway  service  at  prices  lower  than  they  cost,  de- 
pend upon  it,  the  people  who  are  shipping  their  great  tons  over  the 
roads  have  to  pay  it.  The  compensation  has  to  come  from  some  place, 
and  a  portion  of  the  business  must  pay  more  than  its  share  or  else  the 
road  will  go  down. 

If  you  permit  the  indiscriminate  construction  of  roads  you  will  have 
this  condition  of  things.  If  you  say  that  we  will  establish  the  inter- 
state commerce  law  and  enforce  it  rigidly  as  against  everybody — I  fa- 
vor the  interstate  commerce  law  strongly — but  in  order  to  be  consistent 
you  should  also  regulate  the  tjonstruction  of  roads,  and  if  you  regulate 
the  construction  of  roads  you  can  simply  say,  "  You  may  have  that  ter- 
ritory and  occupy  it  at  your  own  risk,  but  you  can  not  get  more  than  a 
•given  income  per  annum.  You  must  keep  your  books  of  account  hon- 
estly, fairly,  and  intelligently,  and  you  can  not  receive  more  than  a  rea.- 
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soDable  return  oa  your  capital/    When  you  do  this  it  will  be  the  best 
way  in  the  world  to  secure  lower  rates. 

The  Chairman.  You  are  aware,  I  suppose,  that  in  this  country  the 
charters  obtained  by  the  railroads  are  given  by  the  States,  and  the 
Kational  GroverDment  has  nothing  to  do  with  the  matter. 

Mr.  Hell.  Yes,  and  that  is  oneof  the  difficulties.  The  interstate  com- 
merce law,  which  I  consider  has  been  wisely  administered  and  possibly 
administered  with  more  moderation  in  or(ler  to  get  the  people  fairly  to 
understand  it  than  was  necessary,  though  I  think  that  all  the  ronds 
feel  that  it  has  been  intelligently  and  well  administered,  coiild  be  better 
administered  if  the  conditions  were  more  favorable.  Tbe  trouble  is  that 
the  theory  of  the  interstate  commerce  law  is  one  that  would  work  bet- 
ter with  the  condition  of  things  where  the  construction  of  railways  u:as 
also  controlled  by  some  intelligent  law,  and  the  mere  authority  of  the 
States  to  grant  these  charters  in  some  way  controlled.  But  if  the  rail- 
roads are  to  go  on  and  be  milled  out  as  fast  as  people  are  found  willing 
for  a  large  commission  on  bonds  to  get  out  an  attractive  prospectus  and 
sell  bonds,  then  good  intelligently  located  roads  may  become  useless 
by  this  overconstruction. 

The  Chaibuan.  lunderstand  you  to  say  that  you  favor  the  authority 
of  the  law  to  allow  the  railroads  to  make  coutracts  with  each  other  sub- 
ject to  the  supervision  of  the  Interstate  Commerce  Commission, 

Mr.  Hill.  Yes,  sir ;  but  it  ought  to  be  under  the  law. 

The  Chairman.  What  effect  would  that  have  on  the  rates  of  trans- 
portation of  freight  from  our  country!  You  live  in  Minnesota  and  1 
live  in  Illinois;  now  will  it  increase  or  lessen  the  cost  of  transporting 
our  grain  and  products  of  all  kinds  to  the  East? 

BATES  nONTBOLLED  BY  WATER  COMPETITION. 

Mr.  HiLii.  I  think  that  the  rate  of  transportation  ft^om  our  agrignltu- 
ral  country  in  the  West  to  the  East  is  controlled  by  the  carriage  of  the 
lakes. 
The  Chairman.  But  how  is  it  when  the  lakes  are  frozen  up  f 
Mr.  Hnx.  They  still  control  it.  You  remember,  as  I  do,  when  Peoria 
was  a  larger  city  than  Chicago  and  when  Galena  had  more  wholesale 
business  than  Chicago,  but  at  this  time  nothing  but  the  low  rates  by 
the  deep-water  ships  coming  to  Chicago  make  the  rates.  They  abso- 
lutely' control  the  rates  out  of  Chicago,  no  matter  whether  the  Lake 
Shore,  or  Michigan  Central,  or  Fort  Wayne  can  afford  to  do  the  business 
over  their  entire  lines  at  the  thiough  rate  or  not.  If  tbey  can  not, 
their  local  patrons  would  have  to  make  good  the  difference  and  the 
people  of  Chicago  get  their  business  done  relatively  for  less  than  the 
merchants  in  Peoria  or  Galena,  and  this  has  resulted  in  e^tablisliing 
Chicago  in  a  position  that  I  think  must  be  permanent. 

Senator  Blair.  Is  this  the  idea,  that  she  has  the  same  water  tonnage 
and  the  same  railroa<l  tonnage  f 

Mr.  Hill.  The  water  tonnage  being  the  cheapest  controls  the  rate. 
Ten  years  of  my  experience  was  on  the  Mississippi  River.  I  do  not 
want  shallow  water  confounded  with  deep  water.  The  Government  ap- 
propriates vast  amounts  of  money  yearly.  1  have  boats  on  a  certain 
river,  and  I  will  sell  all  the  boats  for  the  annual  appropriation  for  that 
river.  Between  St.  Paul  and  Keokuk  the  annual  ai)propri;itions  are 
equal  to  the  value  of  all  the  boats  running  b.'tween  those  points,  and  I 
think  if  the  money  spent  on  improving  the  Mississippi  Eiver  were  spent 
in  a  good  levee- 
Senator  Blair.  You  refer  now  to  the  Upper  Mississippi, do  yovkwot^ 
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Mp.  Hill.  Take  the  Lower  Mississippi  too.  As  I  was  sayings,  if  they 
built  a  good  levee  and  pat  a  doable  trade  upon  it  from  opposite  Cairo 
to  New  Orleans,  on  that  very  low- water  level  grade  they  could  haul 
freight  for  less  than  they  can  float  it  down  and  tow  the  boat  back. 

The  Chairman.  Put  it  on  the  Cairo  side  of  the  river  and  it  will  be  in 
my  State.   fLaughter.] 

Mr.  Hill.  With  respect  to  the  question  of  rates  in  our  western  coun- 
try, I  thick  they  are  established  by  the  Lakes.  I  know  that  at  present 
we  are  carrying  on  our  boats  wlieat  from  Dnluth  to  Buffalo  for  2f  cents 
a  bushel,  and  Nebraska  corn  for  2^  cents  a  bushel,  and  the  distance  is 
about  1,100  miles.  ' 

The  Chairman.  On  what  route  is  this  t 

Mr.  Hill.  From  the  head  of  Lake  Superior  down  to  Buffalo.  We 
carry  it  on  a  freight  line  of  steamers. 

The  Chairman.  You  are  discouraging  the  Mississippi  Biver,  but  ap> 
preciating  very  highly  the  lake. 

Mr.  Hill.  Our  Mississippi  boats,  that  cost  $200  a  day  to  run  them, 
carry  say  300  tons. 

The  Chairman.  Do  you.  not  think  the  river  is  an  important  factor  as 
well  as  the  Lakes  in  fixing  the  railroad  rates  f 

Mr.  Hill.  I  think  the  actual  figures  will  show  that  wherever  a  rail- 
way runs  along  the  shore  of  the  Mississippi  Biver  the  railway  carries  a 
majority  of  the  freight,  and  at  lower  rates  than  it  can  be  carried  on  the 
river. 

The  Chairman.  Still,  if  you  were  to  take  the  river  away,  the  railroad 
would  very  quickly  put  up  the  freight  rate. 

Mr.  Hill.  I  think  you  would  find  in  most  cases  that  the  railroads  on 
the  other  side  of  the  river  would  keep  them  down. 

Senator  Blair.  What  does  it  cost  to  run  such  a  freight  ship  as  you 
speak  of1 

Mr.  Hill.  A  ship  that  will  carry  3,000  tons  will  cost  $160  a  day,  and 
will  make  12  miles  an  hour,  while  the  other,  carrying  300  tons,  would 
make  8  or  9  miles  an  hour  and  cost  $200  a  day. 

Senator  Blair.  That  is  the  comparison  between  shallow  water  navi- 
gation and  deep  water  navigation,  and  the  Mississippi  Biver  navigation 
you  class  as  shallow  water  navigation  1 

Mr.  Hill.  Yes,  sir.  For  the  pur[)oses  of  carrying  logs  and  things  of 
that  kind  which  can  be  tumbled  into  the  river  and  be  floated  down  by 
the  current  it  is  very  useful,  but  for  the  general  uses  of  commerce  I 
think  not 

Senator  Blair.  Well,  take  it  from  New  Orleans  to  the  gulf  t 

Mr.  Hill.  The  water  is  much  deeper  there. 

Senator  Blair.  How  does  the  cost  of  navigation  from  New  Orleans 
to  the  Gulf  compare  with  the  cost  of  transportation  by  railway  f 

Mr.  Hill.  I  would  like  to  see  a  railroad  on  the  bank  of  the  river  from 
Cairo  to  the  Gulf,  with  a  maximum  of  15  feet  grade  to  the  mile.  A  mo- 
gul locomotive  would  haul  1,200  tons  of  paying  freight  and  that  would 
l>e  handled  by  a  single  locomotive  and  five  men.  It  would  be  a  large 
shipload.  It  is  true  that  the  right  of  way  would  not  cost  anything  on 
the  river,  or  the  maintenance  of  harbors,  docks,  and  so  on ;  the  Govern- 
ment does  that  for  marine  transportation ;  but  the  railway,  I  think,  as 
far  as  the  expense  is  concerned,  could  move  it  from  Cairo  to  New  Orleans 
for  less  than  the  river  transportation,  but  there  is  the  interest  on  the 
investment  in  the  one  case,  while  there  is  no  great  interest  as  to  the  river 
transportation.  The  Government  invests  money  in  the  river  in  the 
shape  of  appropriations,  and  diarges  no  interest  account  against  the 
pablic. 
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Senator  Blaib.  That  comes  out  of  the  coantry  however. 

Mr.  EDQiL.  Yes,  sir. 

Senator  Reagan.  I  kne^v  a  gentleman  who  advocated  the  eatabli»h- 
ment  of  a  ireight  road  between  Chicago  and  New  York,  double  tracked, 
to  be  ran  at  the  rate  of  12  miles  an  hour,  and  he  made  a  calculation 
that  showed  that  they  could  carry  freight  nearly  as  low  as  by  water ; 
but  he  did  not  go  as  far  as  you  have  gone  to  day  and  say  that  they 
could  carry  as  low  as  by  water  transportation. 

Mr.  Hill.  I  think  where  you  have  a  current  to  contend  with  you  can 
do  so.  It  is  like  going  up  hill  on  a  railroad.  Where  you  have  a  cur- 
rent it  makes  it  cost  a  good  deal  to  overcome  it,  and  the  high  pressure 
engines  that  are  used  on  the  Mississippi  Eiver  steam-boats  and  found 
to  bo  the  best  are  a  very  expensive  form  of  power.  The  low  pressure 
engine,  or  using  the  steam  tliree  times,  starting  with  high  pressure  and 
ending  with  low  x)ressure  on  the  lakes  is  a  very  economical  wa'y  of  using 
power. 

Senator  Blaib.  Recurriuf  to  the  suggestion  that  it  would  l>e  better  to 
let  the  roads  die  which  do  not  pay,  I  wish  to  ask  you  this:  Take  the  Erie 
road  for  instance.  How  will  this  thiuf:  work  in  actual  experience  f 
The  Erie  road,  which  is  supported  only  by  these  differential  rates,  comes 
within  the  suggestion  made  by  Senator  Eeagan.    Now,  I  suppose  there 

are  a  million  people  living  along  the  line  of  tbat  road,  and 

.  Senator  Reagan.  I  would  not  suggest  the  Erie,  because  there  is 
plenty  of  way-business  along  that  road  to  keep  it  alive. 

Senator  Blaib.  The  oflttcers  of  that  road  said  tbat  they  would  be 
ruined  unless  they  had  this  difterential  rate.  They  said  that  this  diflfer- 
eutial  rate  is  the  only  thing  tbat  enables  them  to  do  the  through  busiuess, 
and  therefore  they  look  upon  the  through  business  as  an  advantage. 
The  suggestion  now  is  that  they  be  confined  wholly  to  their-local  busi- 
ness, because  if  they  would  be  ruined  with  their  through  business  unless 
they  had  this  differential  they  would,  of  course,  be  ruined  without  the 
through  business.  I  ask,  is  it  for  the  public  good  to  extinguish  the 
Erie  road  from  the  commerce  and  capital  of  the  Duited  States! 

Mr.  Hill.  Far  from  it;  and  I  think  if  it  costs  3  cents  a  ton  a  mile  to 
the  local  patrons  of  the  Erie  road  in  order  to  pay  the  bills,  it  is  better 
for  them  to  reduce  the  rates  that  the  local  people  pay  by  doing  the 
through  business  at  any  rate  that  will  pay  some  profit  and  let  that 
profit  go  to  reduce  the  local  rate.  I  think  it  demonstrates  that  it  is 
better  for  the  Erie  road  to  be  allowed  to  move  business  at  ^y^  cent  a 
ton  s»  mile  if  it  will  pay  a  profit  of  .15  cent  out  of  that  .75,  and  the 
local  people  will  get  the  advantage  of  the  .15  cent. 

And  then  again  take  the  enormous  tonnage  coming  from  the  west  to 
the  Erie  road  and  to  all  these  trunk  lines.  They  could  not  give  any- 
thing like  the  service,  or  quality  of  the  service,  or  the  amount  of  service 
they  now  give  if  they  depended  on  their  local  traffic.  This  large  accu- 
mulation of  tonnage  is  brought  in  like  little  streams  forming  the  larger 
ones  auA  making  the  great  river.  They  furnish  the  busiuess,  and  it  is 
done  at  the  lowest  rate,  and  I  think  it  ought  to  be  done  at  the  lowest 
rate,  and  I  think  it  is  for  the  good  of  the  local  patrons  of  that' railroad, 
bearing  in  mind  the  fact  that  a  certain  amount  of  money  is  to  be  con- 
tributed in  order  to  pay  the  bills  of  that  railroad,  in  order  to  keep  that 
road  running  during  the  year.  The  traffic  men  have  the  question  to 
meet, "  how  shall  we  adjust  our  tariff  to  raise  so  many  dollars?"  exactly 
as  you  would  in  assessing  a  township.  They  know  how  much  they 
have  to  raise.  They  know  what  proportion  of  their  gross  earnings  has 
to- go  for  expenses,  and  what  balance  will  be  net,  and  they  know  about 
wheie  to  place  their  rates. 
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Now  the  burden  has  to  be  distributed  on ,  all  the  different  shoulders. 
I  think  it  is  easily  dezuonstrated  that  the  burden  lies  on  the- shoulders 
of  the  local  man.  But  if  you  can  bring  all  the  tons  from  the  west  aud 
only  put  upon  it  what  it  can  bear,  or  just  enough  to  enable  it  to  go  by 
rail  over  the  Erie  road,  rather  than  to  have  it  take  the  slower  canal 
route^  it  makes  the  local  burden  less,  to  the  extent  of  the  profit  thi 
Erie  gets  from  the  heavy  tonnage  that  comes  from  the  ^est. 


STATEMEHT  OF  ERASIVS  WDEAH. 

Mr.  Ebastus  Wiman  appeared. 

The  Ghaieman.  You  know,  Mr.  Wiman,  enough  about  our  miasioa 
here  and  the  work  that  is  before  this  committee,  to  say  what  you  have 
to  state  tvthout  any  examination  on  our  part. 

Mr.  Wiman.  I  suppose  I  might  be  permitted,  Mr.  Chairman,  to  ans- 
wer the  question,  what  the  effect  upon  th*^ whole  country  has  been  of 
the  construction  of  the  Canadian  railways  f  May  I  be  permitted  to 
answer  that  I  * 

The  Chairman.  Yes.    What  do  you  mean  by  the  '*  whole  country  f 

WHAT  THE  CANADIAN  ROADS  HAYE  DONE. 

Mr.  Wfman.  I  mean  the  whole  continent — the  United  States  as  well 
as  Canada.  This  is  what  I  would  si^,  that  there  has  been  no  contiibu- 
tion  to  the  Western  States  quite  so  advantageous  as  the  construction  of 
the  Canadian  railways:  Kext  to  the  construction  of  the  American  rail- 
ways aud  the  provisions  of  nature  in  the  water-ways  which  Mr.  Qill  has 
spoken  of  just  now,  these  Canadian  railroads  have  proved  the  most  ben- 
eficial. I  think  the  Canadian  railways  have  contributed  more  to  the 
facilities  for  the  handling  of  products  going  east  and  the  merchandise 
going  west,  at  rates  lower  than  ever  before  dreamed  of,  than  any  other 
enterprises  that  have  been  inaugurated  in  this  country.  First,  there  is 
the  directness  of  route,  and  second  the  business  has  been  done  at  rates  so 
low  that  they  never  paid  anything  on  the  capital  invested. 

The  Chairman.  You  speak  of  both  lines  t 

Mr.  Wiman.  There  is  no  road  in  Canada  that  has  paid  anything  on 
the  stock  invested  except  the  Canadian  Pacific  paying  from  money  pro- 
vided for  dividends. 

The  Chairman.  The  Canadian  Pacific  has  never  paid  much  o|i  the 
original  construction,  has  it? 

Mr.* Wiman.  No. 

The  Chairman.  If  you  are  acquainted  with  the  facts  will  you  give 
us  exactly  what  the  Dominion  of  Canada  has  done  towards  the  con- 
struction and  maintenance  of  that  road  f 

Mr.  Wiman.  I  think  the  Dominion  gave  to  the  Canadian  Pacific 
about  $100,000,000.  ^ 

The  Chairman.  Has  it  not  given  more  than  that  by  one  means  and 
another  f 

Mr.  Wiman.  I  do  not  think  so.  I  think  they  gave  them  25,000,000 
acres  of  land,  $25,000,000  of  money,  a  railroad  from  Port  Arthur  to  Win- 
nipeg and  from  St.  Vincent  to  Winnipeg,  and  another  road  from  Van- 
couver  to  the  Rocky  Mountains ;  altogether,  about  $100,000,000. 

The  Chairman.  My  information  is,  and  it  is  reliable,  that  by  cash 
subsidy,  land  grants,  and  guarantee  of  credit,  the  Canadian  Pacific  has 
received  about  $220,000,000. 
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Mr.  WiMAN.  You  inclade  in  this  the  guarantee  of  creflit  on  which  they 
borrowed  money,  and  on  which  they  have  to  pay  interest. 

The  Ghaibman.  What  does  that  amount  to  f 

Mr.  WiMAN.  It  begets  them  use  of  money  at  a  very  low  rate  of  inter- 
est. 

The  Chairman.  How  much  of  a  guaranteeof  credit  has  been  given  by 
the  government  Y 

Mr.  WiMAN.  I  am  not  accurately  informed  on  that  point. 

The  Chairman.  Does  this  one  hundred  million  embrace  any  of  that  t 

Mr.  WiMAN.  No,  sir;  this  one  hundred  million  is  an  out  and  out  ^ft, 
and  a  gift  that  was  absolutely  essential  to  the  construction  of  the  road. 
No  person  would  have  undertaken  to  construct  that  railroad  as  they 
have  done  along  the  rocky  shore  of  Lake  Superior,  where  it  cost  at  the 
rate  of  one  hundred  thousand  dolhixs  a  mile,  or  through  the  sterile  coun- 
try between  Port  Arthur  and  Winnipeg,  where  there  could  not  pOssiMy 
be  any  traffic,  without  this  governmental  aid.  They  also  had  to  build  an 
expensive  line  through  the  Rocky  Mountains,  and  they  never  could  have 
done  all  this  unless  they  got  some  compensation. 

The  Chairman.  Now  go  on  with  your  general  statement. 

the  bonding  privixege. 

Mr.  WiMAN.  You  might  want  to  know  what  my  opinion  was  as  to  the 
consequences  that  would  have  occurred  had  there  not  been  a  bonding 
privilege.  I  do  not  think  these  roads  would  have  been  constructed  at  all. 

The  Chairman.  Neither  one  of  them  f 

Mr.  WiMAN.  Neither  one  of  them. 

The  Chairman.  The  Grand  Trunk  has  not  been  assisted  very  much 
by  the  Government,  has  it  f 

Mr.  WiMAN.  No,  sir:  it  has  not  had  any  assistance  of  late  years  that 
I  know  of.  The  Granu  Trunk  spent  large  sums  of  English  capital  for 
which  it  has  brought  meager  return. 

The  Chairman.  That  was  individual  capital  f 

Mr.  WiMAN.  Yes,  sir,  individual  capital.  Of  course,  if  the  bonding 
privilege  were  repealed  now  it  would  be  fatal  for  the  roads,  although  1 
think  the  Canadian  Pacific  would  build  a  line  and  get  around  Maine  to 
St.  John.  I  believe  they  are  building  in  that  direction  now,  and  when 
that  link  is  completed  they  will  have  a  Canadian  through  line  from 
ocean  to  ocean  and  be  somewhat  independent.  As  far  as  the  Grand 
Trunk  is  concerned,  if  it  should  be  shut  up  by  the  repeal  of  the  bonding 
privilege  one  of  the  best  avenues  afibrded  to  the  West  for  the  outlet  of 
its  products  will  be  closed.  And  so  with  regard  to  the  Canadian  Pacific. 
If  the  new  lines  that  are  constructed  from  Sanlt  Ste.  Marie  to  Duluth 
and  also  to  Minneapolis  were  to  be  rendered  valueless  by  the  abolition 
of  the  bonding  system,  not  only  the  system  of  the  Canadian  Pacific  but 
the  whole  northwestern  railway  system  that  has  an  outlet  in  the  direc- 
tion of  Duluth  and  hence  to  Boston  and  the  New  England  States  would 
be  paralyzed,  to  the  great  injury  of  the  West  and  the  East  also. 

You  might  ask  Jie  what  portion  of  Canadian  capital  is  invested  in 
Canadian  railways.  I  do  not  think  that.  10  per  cent,  of  the  capital  in- 
vested in  Canadian  railways  is  Canadian  capital.  Fully  90  per  cent  of 
it  is  English  money. 

The  Chairman.  I  understand  you  to  say  that  neither  of  these  roads 
has  paid  a  cent  of  dividend  since  they  were  built  f 

Mr.  WiMAN.  They  have  not  earned  it.    The  Canadian  Pacific  paid 
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something  out  of  some  money  put  ap  with  the  Gtovernment  as  a  guar* 
antee,  but  that  is  nearly  exhausted  now. 

WHY  THE  CANADIAN  BOABS  WEBE  BUILT. 

The  Chaibman^  Is  it  their  programme  to  run  on  indefinitely  without 
paying  dividends  by  actual  earnings  t 

Mr.  WiMAN.  I  think  they  were  projected  to  make  money  on  tha  cap- 
ital invested  out  of  their  land  grants,  its  development,  and  also  adding 
Asiatic  traffic.  Of  course  it  is  a  dream  of  English  public  men  to  have 
an  alternate  route  to  their  vast  possessions  in  the  East  in  order  that 
they  will  not  be  compelled  to  go  through  foreign  countries  in  case  of 
trouble.  In  case  of  war  there  would  be  a  serious  interruption  of  their 
commerce,  and  it  is  a  subject  of  self-congratulation  to  the  British 
statesmen  to  feel  that  possibly  they  will  have  commnnication  entirely 
through  British  territory  with  their  eastern  possessions  without  being 
exposed  to  tlie  danagers  of  Asiatic  or  European  complications,  and 
hence  the  English  Government  has  encouraged  very  much  the  buiJding 
and  completion  of  this  route. 

The  Chaibman.  This  Canadian  route,  so  far  as  its  construction  was 
concerned,  was  largely  political,  was  it  notf 
.  Mr.  WiMAN.  In  a  broad  sense  it  was  goo<l  policy. 

The  Chaibman.  Was  it  not  built  for  the  purpose  of  binding  the  dif- 
ferent provinces  together  as  a  political  union  f 

Mr.  WiMAN.  Yes,  sir;  it  was  in  pursuance  of  a  national  policy  to 
build  up  a  great  nation  on  the  north  of  this  country.  The  Hudson's 
Bay  territory  alone  contained  two  millions  of  square  miles  of  territory, 
inaccessible  so  far  as  England  and  Canada  were  concerned,  and  this 
large  area  would  have  remained  inaccessible  had  it  not  been  for  the 
construction  of  this  road.  Here  was  a  fertile  country  that  could  only 
be  opened  up  by  the  construction  of  such  a  road.  As  1  said  before  these 
Canadian  roads  are  very  valuable  to  your  western  country  as  well  as  to 
Canada,  particularly  to  the  great  Northwest,  of  Minnesota,  Montana, 
ete.  Equally  so  was  it  essential  to  Manitoba  and  the  vast  Canadian 
northwest  territory.  Any  injury  to  these  Canadian  roads  would  be  an 
injury  inflicted  on  the  rapid' development  of  the  whole  western  portion 
of  this  continent. 

The  Chaibman.  You  think,  therefore,  that  there  should  be  nothing 
done  by  the  United  States  to  interfere  with  those  Canadian  roads  f 

Mr.  WiMAN,  I  think  that  an  arrangement  should  be  reached  between 
the  two  governments.  It  is  a  very  hard  case  that  the  American  roads 
should  be  exposed  to  the  competition  of  the  Canadian  roads  while  the 
American  roads  have  restricted  regulations  to  which  the  Canadian  roads 
are  not  subject. 

The  Chaibman.  Have  you  or  have  you  not  thought  about  the  ques- 
tion whether  we  ought  not  to  require  the  Canadian  Government  to  put 
their  roads  under  the  same  sort  of  regulation  as  our  roads  t 

Mr.  WiMAN.  If  the  two  governments  are  willing  to  make  an  arrange- 
ment by  which  all  such  questions  could  be  adjusted,  I  have  not  the 
slightest  doubt  it  wojild  be  the  very  best  policy  to  pursue.  For  instance, 
if  the  plan  which  I  have  urged  upon  some  Senators  for  an  arrangement 
by  which  the  custom-houses  between  the  two  countries  could  be  entirely 
removed,  I  think  it  would  be  very  advantageous,  and  could  include  aU 
such  questions  as  this,  of  the  regulation  of  transportation. 
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OOMXEBOIAL  UNION. 

The  Ghaibman.  Yoa  are  in  favor  of  commercial  uuiod,  are  yoa  not 
Mr.  Wiman  t 

Mr.  Wiman.  Tea,  sir.  One  of  the  conditions  of  commercial  auiou, 
of  coarse,  would  be  to  agree  that  precisely  the  same  regulations  should 
prevail  in  Canada  regarding  railroads  as  prevail  under  the  interstate 
commerce  law  in  this  country,  and  that  any  violation  of  it  in  the  slight- 
est degree  would  result  in  the  imposition  of  duties  on  the  artides  car- 
ried. 

You  might  ask  me,  if  you  choose,  what  would  be  the  political  eftect  in 
Canada  of  the  repeal  of  the  bonded  privilege  ? 

The  Chairman.  You  may  answer  that. 

Mr.  Wiman.  I  think  the  political  effect  in  Canada  of  the  repeal  of  the 
bonding  privilege  would  be  to  lessen  the  desire  of  the  Canadian  people 
to  have  business  relations  with  this  country.  It  would  be  looked  upon 
as  a  retaliatory  process,  and  as  they  have  never  yielded  to  that  kind  of 
treatment  heretofore  it  is  not  likely  that  they  would  submit  on  this  oc- 
casion. 

If  you  recollect,  the  reciprocity  treaty  ran  from  1854  to  1865,  and 
there  was  an  idea  in  the  United  States  that  if  it  w<as  repealed  Canada 
would  come  into  the  Union  ;  but  ^nch  was  not  the  effect.  The  effect 
was  precisely  the  opposite.  A  condition  of  stubbornness  and  ultra- loy- 
alty developed  which  resulted  in  the  creation  of  the  national  policy  and 
in  the  building  of  the  Canadian  Pacific  road.  The  Canadians  were  seek- 
ing an  outlet  and  development  of  their  own,  and  they  conceived  the 
construction  of  this  railroad  among  other  things.  The  Canadians  are  a 
very  loyal  and  a  very  peculiar  people  in  regard  to  sucli  matters.  The 
tendency  or  the  disposition  toward  an  annexation  movement  was  much 
stronger  in  1849  than  it  has  ever  been  since  tbat  time.  There  is  today 
some  growth  of  annexation  sentiment  in  Canada,  more  or  less  pro- 
nonnc^,  and  possibly  it  may  continue  to  grow,  but  it  is  a  secret  growth, 
and  no  man  who  understands  the  people  there-bat  realizes  that  it  would 
take  twenty -five  years  to  elect  a  Parliament  favorable  to  annexation  or 
to  give  force  and  effect  to  any  such  movement. 

The  Chaibman.  Do  you  mean  that  it  would  require  twenty-five  years 
hence  to  accomplish  such  a  result  I 

Mr.  Wiman.  Yes,  twenty -five  years.  It  would  take  five  Parliaments 
of  five  years  apart  to  give  force  and  effect  to  such  a  movement  for 
union.  It  has  got  to  be  done  by  Parliament^  as  the  only  constitutional 
means,  and  such  an  event  is  at  best  remote,  if  not  impossible,  while  the 
people  are  so  wide  apart. 

The  Chairman.  I  think  you  will  find  many  instances  in  the  world's 
history  of  public  sentiment  changing  suddenly. 

Mr.  Wiman.  If  the  customhouses  were  entirely  abolished  there 
would  be  freer  intercourse.  If  a  uniform  tariff,  regulated  at  Washington, 
extended  around  the  continent  instead  of  athwart  it,  and  if  the  manu- 
facturers of  the  United  States  could  have  free  access  to  that  vast  region 
to  the  north  much  would  be  done  toward  changing  the  sentiment.  If 
the  emigration  that  is  pouring  in  here  and  beginning  to  trouble  you  so 
much  should  go  in  the  direction  of  these  new  regions  and  become  your 
customer,  and  the  United  States  be  enriched  by  the  productive  force  of 
that  region,  the  people  would  bo  brought  into  closer  contact  with 
each  other,  and  the  result  which  you  speak  of  as  to  a  change  of  senti- 
ment might  be  attained.  Of  course  it  is  presumable  that  the  EugUsh 
Government  is  watching  this  question  with  great  interest,  and  the  dav 
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may  come  when  that  Government  may  have  to  decide  the  questiou 
whether  you  will  regulate  at  Washington  the  rate  of  duties  on  goods 
from  one  part  of  the  British  empire  imported  into  another  part  of  the 
British  Empire.  Suppose  yon  wei-e  to  make  an  offer  to  Canada  of  com- 
mercial nnion,  and  suppose  at  the  general  election  two  years  hence  a  Par- 
liament were  returned  favorable  to  the  offer,  as  it  will  be  if  you  make  the 
offer,  and  a  law  would  be  passed  to  abolish  the  custom-houses  between  the 
two  countries,  it  would  make  the  United  States  tariff*  continental  in  ex- 
tent of  application.  It  would  make  trade  with  you  as  freely  as  Illinois 
trades  with  Indiana  or  between  any  two  or  any  dozen  States  in  the 
Union.  The  English  Government  is  asked  to  assent  to  discrimination 
against  English  goods  in  favor  of  American  goods.  '  If  the  English  Gov- 
ernment refused  it  would  be  a  serious  matter  with  respect  to  the  tie  that 
binds  the  Dominion  to  Great  Britain.  It  is  a  matter  that  concerns  bat 
500,000^ manufacturers  in  England  on  the  one  hand  and  5,000,000  people 
in  Canada  on  the  other. 

Senator  Blaib.  Suppose  this  large  fertile  area  that  has  been  referred 
to  were  opened  up  to  settlement  and  it  had  access  to  the  markets  of  the 
world,  what  then  t 

Mr.  WiMAN.  It  would  be  a  second  Oklahoma.  There  is  a  great  deal 
of  rich  country  up  there.  They  have  American  ideas  and  are  a  thrifty 
people,  and  if  the  country  were  settled  up  they  would  not  be  content  to 
remain  in  the  condition  they  are  now,  but  might  become  a  republic  in 
twenty-five  years.  Even  Quebec  alone  is  richer  than  l^exas,  if  the  Sen- 
ators only  knew  the  facts. 
Senator  Beagan.  That  is  saying  a  good  deal  for  it. 
Mr.  WiHAK.  In  fifry  years  under  commercial  union  and  enlarged  de- 
velopment there  might  be  a  great  republic,  and  with  the  same  relative 
progress  it  might  become  as  great  as  this.  That  would  solve  the  prob- 
lems that  now  press  for  solution,  and  form  a  union  between  the  English- 
speaking  races  on  this  continent.  That  would  bo  worth  talking  about. 
There  is  no  question  of  the  extent  and  value  of  the  country  to  the  north, 
and  when  it  has  markets  for  its  products  it  will  grow  just  as  rapidly  as 
the  country  to  the  south  has  grown,  but  that  can  never  be  in  the  pres- 
ent condition  of  things. 

BEGULATION  OF  THE  CANADIAN  ROADS. 

The  CHAiBaiAN.  We  look  at  the  matter  as  it  now  is,  and  we  find  these 
Canadian  roads  tapping  the  business  of  the  roads  of  the  United  States 
all  along  the  line,  and  thereby  weakening  more  or  less  the  American 
railroads ;  ought  we  to  allow  that  to  go  on  just  as  it  is  t 

Mr.  WiMAN.  Doubtless  there  ought  to  be  some  regulation  between 
them.  I  have  no  doubt  that  either  this  (the  present  Canadian)  govern- 
ment or  the  one  to  succeed  it  in  two  years,  or  perhaps  the  railroads 
themselves,  will  soon  take  steps  in  the  direction  of  arriving  at  nome 
mutual  arrangement  by  which  American  roads  may  not  be  at  a  disad- 
vantage as  to  regulations. 

The  Chairman.  Is  there  anything  wrong  in  the  Government  of  the 
United  States  demanding  that  if  these  Canadian  roads  do  business  in 
the  United  States  they  shall  do  it  on  a  basis  that  would  not  be  to  the 
disadvantage  of  the  American  roads;  that  they  shall  do  this  business 
Under  the  same  laws  and  regulation  as  our  own  railroads  dof 

Mr.  WiMAN.  You  can  obtain  all  the  concessions  needed  in  the  shape 
of  regulation  by  threatening  to  abolish  the  bonding  system.    The  Cana- 
dian Government  has  set  you  an  example*    They  have  refused  Jrou 
privilegea  fOv  bonding  fish  from  Halifax,    There  i«  no  rcmoa  vfhy  tb^ 
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Bhoald  Qot  be  treated  in  the  same  'manner  if  the  regulations  you  seek 
are  not  adhered  to.  They  took  off  the  head  of  the  collector  at  Halifax 
the  other  day  for  having  i>ermitted  one  catch  of  fish  to  be  Bent  in  this 
direction.  Of  course  it  is  an  inestimable  privilege  to  Canada  to  have  a 
bonding  privilege  throngh  this  country.  It  seems  to  me  that  in  common 
equity  there  should  be  reciprocity  by  Canada  as  between  all  nations,  and 
that  transportation  should  be  put  on  the  same  fooling.  I  think  the 
railroads  themselves  will  be  disposed  to  do  all  that  can  be  done.  The 
Grand  Trunk,  so  far  as  I  know,  are  anxious  to  conform  in  every  way  to 
this  interstate  arrangement. 

The  Chairman.  Why  is  it  that  these  roads— take  the  Orand  Trunk 
for  instance— are  failing  to  pay  the  dividends,  when  they  seem  to  be 
getting  more  than  their  full  share  of  the  throngh  business  between  the 
East  and  the  West  in  comparison  with  the  other  trank-lines  f 

Mr.  WiKAN.  I  think  one  cause  is  the  excessive  cost  of  construction 
in  localities  that  do  not  afford  sufficient  business.  They  run  lines  in 
.  various  sections  that  do  not  pay  tliem  for  so  doing.  Perhaps  their  rates 
are  too  low.  The  comi>etition  between  the  Canadian  Pacific  and  the 
Orand  Trunk  at  some  points  for  local  business  is  excessive.  There  is 
only  a  certain  amount  of  business  to  be  done,  and  it  has  to  be  divided 
between  the  two,  and  neither  can  make  money. 

The  Chaibman.  The  general  manager  of  the  Grand  Trunk  testified 
before  us  that  his  road  observed  the  interstate-commerce  act  thoroughly 
in  all  business  in  any  way  connected  with  the  United  States. 

Mr.  WiMAN.  Well,  I  have  no  doubt  they  try  to.  Mr.  Hickson  is  a 
man  of  great  policy  and  probity,  and  will  do  as  he  says  for  fear  of  the 
consequences,  even  if  he  does  not  follow  the  plan  from  principle. 

The  Chairman.  This  Canadian  Pacific  has,  as  we  understand  it,  been 
built  largely  by  the  government.  It  has  a  subsidized  line  of  steam- 
ships on  the  Pacific  coiist,  and  the  government  is  now  establishing  a 
line  of  snbuidized  steamers  from  St  John  to  Halifax  to  connect  with 
the  Canadian  Pacific  at  that  end.  The  resnlt  of  that  will  be,  will  it  not, 
to  take  awsiy  from  Portland,  and  Boston,  and  possibly  New  York,  very 
much  of  the  foreign  trade. 

Mr.  WiMAN.  1  think  it  will  create  a  great  trade  peculiar  to  itself. 
•It  may  divert  some  from  the  western  routes,  but  it  will  develop  and 
create  more  perhaps  than  it  will  take  away  from  these  other  i^laces.  Of 
course  the  subsidized  line  on  the  Pacific  coast  is  a  necessity.  It  is  im- 
possible to  run  ships  there  without  a  subsidy.  The  lines  from  San 
Francisco  to  Sidney  are  subsidized  and  it  is  impossible  to  have  them 
run  such  distances  without  the  subsidy. 

The  Chairman.  Do  you  mean  the  Canadian  lines  t 

Mr.  WiMAN.  No,  sirj  they  are  Australian  lines.  The  American 
Government  and  the  Australian  Government  pay  them  a  certain  rate 
for  the  carriage  of  the  mails.  There  are  four  ships  running  between 
San  Francisco  and  Sidney. 

The  Chairman.  What  is  the  subsidy  given  the  line  running  m  con- 
nection with  the  Canadian  Pacific  on  the  Pacific  coast! 

Mr.  WiMAN.  1  think  it  is  $1,500,000  a  year. 

The  Chairman.  Do  you  know  what  the  subsidy  is  on  the  Eastern 
linef 

Mr.  WiMAN.  1  do  not  know. 

The  Chairman.  The  substance  of  your  view  is,  then,  as  the  situation 
is  at  present,  it  is  not  favorable  to  the  United  States  and  ought  not  to 
be  allowed  to  continue. 

Mr.  WiMAN.  If  to-moiTow  the  Canadian  roads  were  to  be  stopped 
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from  carry  ifig  products  it  would  b^the  most  seiious  blow  for  the  west- 
ern States.  If,  however,  3'ou  want  to  enforce  the  regolatious  of  the  in- 
terstate-com2nei*oe  act  and  give  fair  play  to  the  American  roads,  there 
ought  to  be  some  arrangement  made  between  (he  two  Governments. 

The  Chairman.  You  think  that  if  we  stop  the  Canadian  roads  ii 
would  be  a  serious  thing  for  the  couunerce  of  the  West* 

Mr.  WiMAN.  There  could  not  be  anything  more  serious. 

The  Chairman.  I  mean,  to  put  them  under  the  same  regulations  as 
the  American  roads  are  required  to  comply  with. 

Mr.  WiMAN.  I  think  it  would  be  a  good  thing. 

Senator  Gorman.  Why  would  it  npt  be  better  if  we  closed  them  up 
entirely  f 

Mr.  WiMAN.  Because  the  facilities  afforded  by  the  Canadian  roads 
have  done  more,  a-s  I  have  said,  to  develop  the  West  than  anything  else. 
These  roads  have  paid  nothing  to  the  investors,  while  at  the  same  time 
they  have  afforded  enormous  advantages  to  the  West.  The  Yanderbilt 
line,  known  as  the  Canada  Southern,  the  old  Great  Western  line,  and 
the  Grand  Trunk  are  three  great  avenues  running  as  straight  as  a  crow 
flies  across  the  Canadian  pen  insula  from  New  Y(^  to  Michigan.  The 
Canada  Southern  is  the  best  line  toward  the  West.  It  is  perfectly 
straight,  and  can  carry  more  stuff  to  the  train  than  any  other  line.  It 
has  low  grades  and  comparatively  no  curves  at  all.  Then  there  is  the 
Grand  Trunk  running  down  from  Sarnia  to  Toronto,  Montreal,  and 
Boston.  Then  there  is  a  northern  route  that  formerly  carried  enormous 
amounts  of  grain  from  Georgian  Bay  to  Toronto  and  then  reshipped  it 
across  the  lake  into  the  canals.  Then  there  was  a  route  from  Georgian 
^ay>  ^y  I^ort  Hope,  to  Bochester;  then  the  Grand  Trank  line  trom 
Port  Huron  to  Ogdensburgh,  taking  the  river  from  there  and  crossing 
and  joining  the  Vermont  Central  system  and  other  roads  to  New  Eng- 
land. Besides  this  the  Canada  Pacific  will  soon  be  at  Detroit,  and  add 
still  another  link  to  the  ''Great  Soo''  route  as  an  outlet  for  Auiehcaii 
produce.  So  that  it  would  be  impossible  to  have  a  more  complete  sys- 
tem or  means  of  communication  between  the  extreme  East  and  West 
than  these  two  great  roads  afford.  The  development  of  this  Soo  route 
has  cost  millions  of  dollars  of  American  capital,  which  would  be  com- 
pletely lost  if  you  adopted  extreme  measures. 

Senator  Gorman.  Who  controls  that  route  now  f 

Mr.  WiMAN.  I  believe  the  Canadian  Pacific  partly  controls  it.  Origi- 
nally  Mr.  Washburn  and  other  gentlemen  put  up  the  money  and  found 
it  doubtless  a  heavy  load  until  they  were  joined  by  the  Canadian  Pa- 
cific party.  You  might  say  the  English  people  control  the  Illinois  Cen- 
tral ;  they  do.  If  the  farmer  of  the  West  wants  cheap  freight  rates  he 
avails  himself  of  this  Soo  route. 

Senator  Blair.  Would  conformity  to  the  interstate-commerce  act  in 
Canada  afford  my  relief  to  American  railroads  f  Would  not  the  con- 
ditions of  competition  between  them,  even  if  the  interstate  commerce 
act  were  observed  in  both  countries,  be  such  that  the  Canadian  routes 
must  have  the  advantage  f 

Mr.  WiHAN.  That  is  the  result  of  geographical  conditions  that  can 
not  be  changed. 

Senator  Blair.  I  do  not  see  that  this  relief  that  is  suggested,  namely, 
full  compliance  with  the  interstate-commerce  act  on  the  part  of  the  Ca- 
nadian roads,  is  going  to  help  us  in  America. 

Mr.  WiMAN.  You  must  take  the  consequences  of  the  geographical 
situation.  If  you  want  to  make  the  prodnctH  and  the  merchandise  of 
the  West  take  the  longest  routes,  and  make  the  consumers  pay  for  the 
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longer  haal  East,  and  the  longer  hanl  West,  then  the  Canadian  rontes 
shonld  be  obliterated.  If,  on  the  other  hand,  jon  want  to  give  the  best 
means  of  comn>nnication  between  the  East  and  the  West  it  would  be 
well  for  yon  lo  avail  yout'se^Tes  of  the  shortest  route  provided  by  En- 
glish capital  for  the  benefit  of  the  West  and  the  East,  while  the  capital 
ha«  paid  nothing  so  far  to  the  investor. 

Senator  Blaib.  It  seems  tt>  me  it  is  to  the  commercial  advantage  of 
the  people  of  the  United  States  to  have  these  Canadian  raibroads  de- 
veloped, because  they  do  our  business  cheaper  than  our  own  roads. 

Mr.  WiMAN.  Yes,  sir. 

Senator  Blaib.  Do  you  think  that  if  the  interstate  commerce  act 
were  observed  in  Canada  the  Canadian  roads  would  continue  to  do  the 
business  cheaper  than  we  can  Y 

Mr.  WiMAN.  Yes;  most  certainly. 

Senator  Blaib.  Then  the  question  is,  is  it  for  the  interest  of  the 
American  people  to  pursue  such  a  policy  as  will  build  up  an  independ- 
ent nation  north  of  us  Y 

Mr.WiMAN.  Yes,  sir. 

Senator  Blaib.  I  would  like  to  hear  you  on  that  question. 

AN  INDEPENDENT  NATION  NOBTH  OF  UNITED  8TATE& 

Mr.  WiMAN.  I  think  there  is  no  outside  asset  which  this  country  can 
possess  that  has  the  value  that  this  northern  Dominion  and  its  trade 
and  products  can  give  to  it.  There  is  not  the  slightest  difference  in  the 
wants  of  the  two  counthes ;  we  make  what  they  want ;  we  consume 
what  they  produce.  It  does  not  make  any  difference  on  the  score  of  a 
political  division,  so  far  as  politics  are  concerned,  whether  yon  have  a 
great  nation  built  up  on  your  northern  border  or  not,  if  you  have  the 
trade  and  transportation  that  grows  out  of  its  development  that  is  all 
business  men  aqd  railways  require. 

Senator  Blaib.  Do  you  not  lose  sight  of  the  other  side  of  the  ques- 
tion t  There  is  a  question  that  arises  out  of  the  matter  of  trafSc,  as  the 
l)erpetuity  of  our  nation  arose  out  of  the  question  of  slavery.  The 
question  then  was  whether  the  Union  should  be  preserved,  and  we  had 
to  fight  it  out.  Now  the  question  is  would  it  be  good  policy  on  our  part 
to  develop  a  great  nation  north  of  us,  with  at  least  alien  connections  f 
I  do  not  care  a  snap  for  this  matter  of  dollars  and  cents. 

Mr.  WiMAN.  My  theory  is  that  the  continent  is  an  economic  whole. 
The  t  wo  countries  are  united  geographically  together  just  as  Now  York 
and  Pennsylvania  are,  so  far  as  the  possibilities  of  commerce  are  con- 
cerned. I  know  perfectly  well  that  the  future  enormous  traflSc  of  the 
Saskatchewan  Valley,  capable  of  sustaining  30,000,000  of  people,  can 
be  made  to  come  via  the  Lakes  under  a  commercial  union,  bo  handled 
by  American  lines  of  railway  and  shipping  and  to  American  profit.  I 
know  the  maritime  provinces  possess  iron,  coal,  and  chemically  pure 
limestone  side  by  side,  and  New  England  wants  cheap  coal  and  iron 
more  than  any  other  thing,  because  New  England  cannot  compete  with 
the  West  supplied  with  cheap  iron  from  Alabama.  On  the  other  side 
of  the  continent  coal  is  sold  in  San  Francisco  to-day  at  $12  and  $14  a 
ton,  paying  75  cents  a  ton  difference  on  the  supplies  brought  in  from 
British  Columbia,  the  natural  base  of  supply.  Then  you  have  lumber 
and  fish  in  unlimited  supplies  that  could  be  brought  into  San  Francisco 
cheaply  from  the  northern  part  of  the  Pacific  coast,  3,000  miles  in  length, 
all  in  Canadian  territory.  This  country  could  be  enormously  benefited 
by  the  products  coming  in  from  these  regions  on  one  hand  and  on 
tbo  other  hand  the  manufacturers  and  merchants  and  shixipers  of  this 
country  enlarging  their  markets  just  to  the  extent  o?  l\\^  de^^^'Cs^taeoX* 
tboy  Afforded  to  Canada.    There  is  no  denying  that  tiift  "VsteMtoxv^  SlQ^tsl 
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of  the  barriers  between  the  two  countries  will  be  equally  advantageous 
to  both.  As  to  bnildiug  up  a  great  nation  on  the  north  of  the  United 
States  yon  must  take  the  chances.  Canada  is  mach  more  likely  to  be- 
come a  great  nation  if  independent  of  English  rale  than  under  existing 
colonial  conditions.  In  my  opinion  the  people  there  do  not  care  to  join 
this  Eepublic ;  if  independent  they  would  prefer  to  become  an  independ- 
ent republic.  The  tie  that  binds  Canada  to  England  is  stxong,  but  it 
is  not  a  natural  tie;  it  is  a  tie  of  sentiment.  England  does  not  contrib- 
ute a  dollar  to  the  support  of  Canada,  nor  does  Canada  contribute  a 
dollar  to  the  imperial  revenue. 

Senator  Blair.  You  are  an  Englishman^  I  believe  f 

Mr.  WiMAN.  I  am  a  Canadian  and  a  British  subject.  Canada  has  the 
same  tariff  against  English  goods  as  she  has  against  goods  from  the 
United  States.  If  you  will  say  tlie  word  in  the  Senate  she  will  within 
five  years  so  regulate  her  tariff  that  your  goods  can  come  in  free  from 
the  United  States  and  she  will  exact  a  duty  agaipst  English-goods.  I 
do  not  think  you  could  ask  her  to  take  a  step  more  marked  than  this. 
Yet  if  the  repeal  of  this  bonding  privilege  should  be  enforced  the  people 
of  Canada  would  feel  that  it  would  be  the  pressure  of  retaliation  that 
would  not  win  her  trade  and  a  closer  relation  as  readily  as  a  mutuality 
of  interest  created  bv  the  obliteration  of  the  customs  barrier  between 
them  and  you. 

Senator  Blair.  Is  Canada  of  any  special  importance  to  Great 
Britain,  except  that  she  affords  a  transcontinental  route  between  the 
East  and  England  f 

Mr.  WiMAN.  The  State  of  New  York  today  in  a  certain  sense  is  of 
greater  importance  to  England  than  Canada.  New  York  is  affording 
customers  and  means  of  communication  and  place  of  resort  for  English 
and  Irish  people  far  greater  than  Canada. 

DEFENSES  ON  PACIFIC  COAST. 

Senator  Blair.  What  about  the  defenses  erected  on  the  Pacific 
coast  by  Great  Britain  f 

Mr.  WiMAN.  These  defenses  at  Vancouver  are  erected  with  the  idea 
of  checking  Bussia.  They  think  that  a  war  with  Russia  might  induce 
them  to  attack  in  the  direction  of  British  Columbia.  I  do  not  think 
that  England  is  afraid  of  attack  in  that  quarter  from  America.  This 
preparation  as  against  Eussia  is  a  policy  they  have  always  pursued 
against  their  European  enemies,  and  in  the  expenditure  now  being  made 
by  British  army  authorities  they  are  guarding  against  their  European 
enemies  rather  than  against  American  enemies. 

Senator  Blair.  We  have  a  line  in  the  direction  of  Alaska  which  is 
to  be  intercepted  it  seems  by  a  very  formidable  fortification  right  in  the 
center  of  it.  It  will  be  very  easy  to  strike  there  at  American  commerce 
pursuing  its  way  east.  It  seems  now  that  wo  will  all  make  more  money 
in  the  end,  and  Canada  is  as  interested  to  get  rich  as  we  are,  and  as  we 
live  on  the  same  continent,  would  it  not  be  just  as  well  to  think  of  ac- 
commodating ourselves  to  each  other  as  to  other  parta  of  the  world  t 

Mr.  WniAN.  If  it  can  possibly  be  done  by  a  union  of  interests  com- 
mercially. 

Senator  Blair.  You  think  that  must  precede  any  change  of  political 
relations  f 

Mr.  WiMAN.  I  think  it  must.  I  think  a  retaliatory  policy  would  post- 
pone it  indefinitely. 

Senator  Blair,  1  would  not  suggest  that. 

Mr.  WiMAN.  I  refer  to  this  repeal  of  the  bonding  privilege. 

Senator  Blaib.  I  would  not  favor  that. 
Mrs  WiMAN.  There  is  a  great  agitation  jxxat  uo^  ^^a  ^jc^  \Xi^  \^tQ^re88 


THE   UNITED   STATES   AND   CANADA.  199 

of  the  Jesuits  in  Canada  which  may  have  an  important  effect  on  politics, 
and  especially  at  the  next  election.  There  is  one  man  upon  whose  ex- 
istence depends  the  proper  oatcome  of  the  policy  as  to  relations  with 
this  country,  and  that  is  Sir  John  MacDonald.  His  views  as  to  con- 
tinned  discrimination  on  the  canals,  the  harsh  interpretation  of  the  fish- 
ery question,  and  the  denial  of  the  bonding  privilege  on  fish,  all  indi- 
cate his  belief  in  a  vigorous  policy  against  closer  relations  with  the 
United  States. 

Senator  Blaib.  Well,  let  them  keep  their  fish. 

Mr.  WiMAN.  I  think  they  are  doing  themselves  a  great  injustice. 

Senator  Blaib.  Wo  can' get  our  ships  down  by  way  of  the  Atlantic 
Ocean,  and  it  seems  to  me  thut  there  is  not  much  to  settle  on  that  score. 

Mr.  WiMAN.  In  the  mean  time  it  is  plain  that  there  must  be  an  ad- 
justment of  these  pending  and  threatening  difficulties.  I  might  say  in 
behalf  of  parties  who  have  taken  up  in  candor  the  advocacy  of  unre- 
stricted reciprocity,  that  if  an  agreement  could  be  reached  upon  the  main 
question  as  to  the  tariff  between  the  two  countries  there  would  be  no 
difficulty  in  having  such  an  enforcement  of  the  interstate  commerce 
regulations  in  Canada  as  will  satisfy  you. 

Senator  Blaib.  Will  they  give  us  some  guarantee  that  this  power 
north  of  us  will  be  our  ally  as  against  any  foreign  power  t 

Mr.  WiMAN.  I  can  not  say  as  to  that. 

The  CnAiBMAN.  It  would  seem  from  the  movements  of  the  Canadian 
people  that  their  purpose  is  to  put  that  country,  by  their  railroad  facil- 
ities, into  such  a  condition  as  to  trade  with  each  other  and  depend  upon 
themselves  entirely  in  contradistinction  to  depending  upon  the  United 
States  in  any  way. 

Mr.  WiMAN.  I  think  they  have  tried  to  do  that,  but  the  physical  and 
climatic  difficulties  are  so*^  great  that  only  partial  success  has  been 
achieved.  Tou  can  not  haul  produce  and  merchandise  from  Montpeal  to 
Winnipeg,  and  vice  versa,  to  any  advantage,  because  the  haul  is  too 
great  and  the  expense  is  too  great.  They  could  not  sell  agricultural  im- 
plements in  the  Northwest  as  cheaply  as  they  can  be  sent  np  from  Minne- 
sota, ^or  can' they  haul  coal  as  cheaply  from  Nova  Scotia  as  they  will 
get  it  from  Pennsylvania  by  way  of  the  Lakes. 

The  Chaibman.  So  you  think  they  could  not  get  along  as  prosper- . 
ously  as  they  do  without  the  advantages  they  secure  by  trading  with 
the  United  States! 

Mr.  WiMAN.  They  have  five  million  of  people,  and  they  absorb  about 
♦50,000,000  worth  of  United  States  goods.  The  southern  republics 
have  sixty  million  of  people  and  only  buy  $60,000,000  worth  of  goods. 
So  that  every  Canadian  is  worth  to  the  United  States  ten  times  as  much 
as  any  inhabitant,  of  South  America. 

The  Chaibman.  What  do  we  buy  of  Canada! 

Mr.  WniAN.  About  the  same,  and  we  levy  $5,600,000  of  tax  on  the 
produce  which  they  send  us,  and  they  pay  tlie  duty ;  that  is,  they  pay 
the  tax  into  the  United  States  Treasury  for  the  privilege  of  trading 
with  us.  They  bring  in  a  horse  and  have  to  pay  $20  to  $50  for  bring- 
ing him  in,  and  get  no  more  for  it  than  the  American,  who  is' just  so 
much  better  off. 

The  Chaibman.  What  is  the  character  of  the  goods  purchased  by 
the  people  of  the  United  States  from  Canada! 

Mr.  WiMAN.  Almost  altogether  natural  products  of  the  forest,  and 
the  farm,  and  the  sea  in  the  shape  of  fish  ibod,  and  the  products  of 
mines. 

The  Chaibman.  And  what  is  their  trade  with  us  ! 
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Mr.  WiMAN.  Very  largely  manufactures.  They  are  very  heavy  cus- 
tomers in  many  lines  of  manufactures,  and  they  would  buy  four  tioies 
as  much  if  the  country  were  developed  and  the  duty  obliterated. 

The  Ohaibhan.  Whatever  they  gained  in  people  we  would  lose, 
would  we  not  t  ' 

Mr.  WiMAN.  Not-  necessarily.  There  would  be  a  large  English  emi- 
gration into  Canada  if  it  could  be  more  fully  developed  and  a  greater 
prospect  opened  up  for  it.  I  think  it  would  stimulate  emigration  from 
all  parts  of  Europe  to  a  greater  extent,  and  thus  create  an  enlarged  mar- 
ket for  American  manufactures  if  the  obstacles  set  up  by  the  customs 
line  were  removed.  You  would  get  all  of  those  as  customers.  You  are 
making  boots  and  shoes  for  100,000,000  of  people  and  you  have  a  popu- 
lation of  only  60,000,000.  Everything  else  is  over-produced.  There  are 
6,000  makers  of  thread  in  Newark ;  of  these  2,000  are  idle.  C'anada 
would  be  an  open  and  growing  market  for  over-production  hero. 

JESUIT  AGITATION. 

Senator  Blair.  You  spoke  of  an  agitation  in  regard  to  the  Jesuits. 
Did  you  speak  of  it  with  any  reference  to  the  relations  between  this 
country  and  Canada  t 

Mr.  WiMAN.  Yes, 

Senator  Blair.  Please  explain  it. 

Mr.  WiMAN.  The  supposed  encroachments  of  the  Jesuits  take  the 
form  of  an  act,  passed  in  the  Quebec  legislature,  and  in  a  certain  sense 
confirmed  by  the  Dominion  Parliament,  or  rather  the  disinclination  of 
parliament  to  interfere  with  it  has  been  shown.  The«subject  is  being 
agitated,  and  we  fear  that  French  domination  is  threatened.  I  spoke 
of  this  Jesuit  agitation  as  an  influence  that  might  upset  the  existing 
control  by  the  party  in  power,  and  so  change  matters  that  one  more 
favorable  to  commercial  union  should  come  into  possession  of  the- gov- 
ernment. The  French  lioman  Catholics  fear  annexation,  as  they  think 
it  would  lessen  the  power. of  the  church  and  interfere  with  education. 
But  the  Jesuit  question  is  equally  balanced  in  its  influence  on  the  re- 
lations between  the  two  countries.  In  a  certain  sense  it  is  hurtful  to  a 
growth  of  annexation  sentiment,  and  promotes  the  desire  for  commer- 
cial union,  and  on  the  other  hand  it  promotes  the  growth  of  annex- 
ation sentiment  in  a  way  that  is  not  hurtful  to  a  commercial  relation. 

Senator  Blair.  Do  you  not  think  it  better  for  the  Catholic  Church 
for  all  to  be  under  one  political  sovereignty  in  this  countiyf 

Mr.  WiMAN.  The  Catholics  there  do  not  think  so. 

Senator  Blair.  Some  do. 

Mr.  WiMAN.  The  priests  and  ecclesiastical  authorities  of  Lower  Can- 
ada would  look  forward  with  apprehension  to  political  union. 

Senator  Blair.  A  great  many  of  the  Catholics  in  this  country  desire 
it.    A  great  many  Catholics  here  of  Canadian  birth  favor  it. 

Mr.  WiMAN.  There  are  a  million  of  Canadians  in  the  United  States. 
They  have  had  the  utmost  liberality  of  treatment,  and  naturally  grow 
broad  in  their  views  when  they  come  here,  but  those  at  home  remain  op- 
posed to  annexation.  There  is  another  element  that  is  likely  to  grow 
in  Canada  in  consequence  of  this  Catholic  agitation,  and  that  is  the 
Orangemen.  It  is  a  secret  order  formed  for  the  purpose  of  resisting 
the  encroachment  of  the  Catholic  Church.  The  Orangemen,  however, 
will  unite  with  the  Catholic  Church  in  one  regard,  and  that  is  to  pre- 
vent annexation.  The  principal  oath  they  take  is  to  support  British  su- 
premacy, and  there  area  great  many  of  them  whp  would  join  the  Cath- 
olics in  a  movement  in  opposition  to  annexation.  The  trade  between 
the  two  countries  in  natural  products,  after  the  repeal  of  the  reciprocity 
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treaty,  dropped  to  one-balf  what  it  formerly  was.  There  was  not  a 
former  in  Canada  who  was  not  helped  hf  the  reciprocity  treaty,  yet  at 
its  repeal  there  was  not  a  whimper  of  disloyalty.  The  farmer  would 
be  an  immense  gainer  by  annexation,  and  yet  if  I  should  go  there  to- 
day and  propose  an  annexation  meeting  I  would  be  stoned  out  of  almost 
any  town,  as  well  as  I  am  known,  and  as  respected  as  I  am  by  a,  largo 
majority  of  the  people.  If  a  commercial  union  could  be  accomplished 
it  is  the  better  way  of  solving  the  problem.  The  farmers,  miners,  and 
lumbermen  would  be  onorroously  benefited,  as  well  as  the  fishermen. 
The  farmers,  miners,  lumbermen,  and  fisheflmen  are  three  to  one  of  any 
other  class.  They  want  commercial  union,  because  they  would  get 
cheaper  goods  from  *tlie  United  States,  and  at  the  same  time  have  a 
market  for  their  product.  Sugar  in  Canada,  for  instance,  is  dearer  than 
anywhere  else  in  the  world,  and  the  breaking  down  of  the  barrier  will 
make  that  and  many  other  things  cheaper.  Commercial  union  is  re- 
garded by  some  as  a  short  cut  to  annexation;  to  others  it  indefinitely 
postpones  it.  If  you  have  faith  in  the  strength  of  the  attractiveness  of 
tbe  institutions  of  this  country  you  will  establish  commercial  union 
with  Canada  and  immediately  get  the  benefits  that  flow  therefrom, 
trusting  to  the  future  for  a  political  union.  If.  on  the  contrary,  this 
proves  to  be  a  government  of  the  boss,  and  by  the  boss,  and  for  the 
boss,  you  might  not  attract  the  Canadian  ten  years  hence.  The  future 
yon  perhaps  can  afford  to  let  take  care  of  itself  if  you  establish  com- 
mereial  union. 

Senator  Oobman.  I  understood  you  to  say  that  the  repeal  of  the  act 
*  of  1866,  which  permitted  cars  'to  pass  to  and  from  this  country  freely, 
with  the  goods  sealed,  would  obstruct  all  this  movement  in  the  direc- 
tion of  opening  and  improving  our  trade  between  the  two  countries. 

.Mr.  WiMAN.  I  say  that  the  repeal  of  the  bonding  system  would  be  a 
very  serious  matter,  not  only  for  Canada,  but  for  the  United  States. 
Its  repeal  would  indefinitely  postpone  closer  relations. 

Senator  Gorman.  I^  it,  in  your  judgment,  an  unfair  proposition  to 
say  to  the  Canadian  i)eopIe  and  ihe  Canadian  Government  that  '^  as  we, 
the  American  Government,  permit  you  to  come  to  Chicago  or  any  other 
port  on  the  Lakes  and  take  our  grain  and  carry  it  over  to  your  Canadian 
rosLdB  and  then  carry  it  through  Canada,  and  back  through  Maine  in  this 
country,  and  out  through  Halifax  or  St.  John,  in  consideration  of  that 
great  privilege  what  we  want  of  you  is  that  you  subject  your  roads  to 
the  same  conditions  and  restrictions  precisely  as  we  impose  on  ours, 
and,  in  addition,  that  you  will  permit  our  American  vessels  to  touch  at 
Halifax  without  charge  and  take  on  products  for  delivery  in  the  United 
States  t "    Now,  would  that  be  an  unreasonable  proposition  f 

Mr.  WiMAN.  It  is  a  very  reasonable  proposition,  in  my  view.  I  think 
there  is  no  justification  for  the  Canadian  position  in  regard  to  fit«h. 
Looking  at  your  proposition  as  a  business  man,  I  say  it  is  an  entirely 
reasonable  proposition  and  one  that  ought  to  be  accepted  by  Canada 
without  hesitation. 

Senator  Gobhan.  I  thought  you  said  that  the  mere  repeal  of  the  law 
would  do  much  to  decrease  this  good  feeling  between  the  two  coun- 
tries. 

Mr.  WiMAN.  It  would. 

Senator  Gorman.  Would  it  have  that  tendency  if  we  stated  the 
broad  proposition  that  we  would  give  them  these  privileges  if  they 
granted  like  privileges  to  usf  How  would  thaf  operate  to  decrease 
this  good  feeling! 

Mr.  WiHAN.  I  do  not  think  it  would.    The  railroads  would  be  the 
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first  to  respond.  It  is  reasonable  to  do  so.  Tbey  are  not  pirates.  Mr. 
Hickaou  is  not  a  pirate,  and  lie  is  not  one  who  would  do  anything  that 
is  not  right.    Policy,  if  not  equity,  would  impel  them  to  meet  you. 

The  Chairman.  All  that  could  be  brought  about  by  the  two  Govern- 
ments t 

Mr.  WiMAN.  Yes,  sir.  I  think  if  Sir  Charles  Tupper,  who  is  a  fair- 
minded  man  and  who  is  in  this  country  to-day,  were  brought  in  and 
asked  to  arbitrate  with  reference  to  this  matter  he  would  help  toward 
such  an  adjustment. 

Senator  Gorman.  What  proportion  of  the  capital  invested  in  the 
Canadian  Pacific  and  the  Grand  Trunk  is  English  capital,  as  dis- 
tinguished from  the  Canadian  investment  t 

Mr.  WiMAN.  Ninety  per  cent,  or  ninety-five  per  cent,  is  English  cap- 
ital. There  is  no  Canadian  money  in  Canadian  roads  worth  naming. 
It  is  all  English  money. 

Senator  Gorman.  Were  these  subsidies  paid  by  the  English  Govern- 
ment! 

Mr.  WiMAN.  Noy  they  were  borrowed  from  England.  The  whole  pub- 
lic debt  of  Canada  is  in  England.  There  are  about  six  hundred  and 
fifty  millions  of  Englisii  money  in  Canada. 

Senator  Gorman.  So  that,  as.  a  fact,  we  are  dealing  with  an  English 
enterprise! 

"Mr.  WiMAN.  That  is  so. 

At  5  o'clock  and  20  minutes  p.  m.  the  ooi)N(iittee  adjourned  until  to- 
morrow at  10  o'clock  a.  m. 


Few  York,  3lay  9, 1889. 
The  committee  met  at  10  o'clock  a.  m.  pursuant  to  adjonrWient. 
Senator  Barbour  appeared  and  took  his  seat.  v, 

STATEMEFT  OF  GEORGE  B.  BOBEBTS. 

Mr.  George  B.  Boberts,  president  of  the  Pennsylvania  Bailr< 
appeared. 

The  Chairman.  Mr.  Roberts,  will  you  please  state  the  business  in 
which  you  are  now  engaged  ! 

Mr.  Roberts.  I  have  been  engaged  as  manager  of  railroads  for  the 
last  thirty-eight  years,  and  at  present  am  president  of  the  Pennsylvania 
Railroad. 

The  Chairman.  Will  you  give  the  termini  of  your  trunk  line  and  its 
branches  and  connections  ! 

Mr.  Roberts.  It  commences  in  Kew  York  and  extends  to  Chicago  in 
the  northwest,  and  to  Cincinnati,  Louisville,  and  St.  Louis. 

The  Chairman.  What  do  you  call  the  trunk  line! 

Mr.  Roberts.  The  trunk  line  is  from  New  York  to  Pittsburgh. 

The  Chairman.  And  then  you  have  connections  to  these  several 
places  mentioned  ! 

Mr.  Roberts.  Yes,  sir;  what  is  known  in  our  railway  reports  as  the 
Pennsylvania  railroad  system  is  built  up  around  the  Pennsylvania  Rail- 
road charter,  whicli^was  for  a  line  from  Philadelphia,  or  rather  from 
Harrisburg  to  Pittsburgh.  The  other  lines  comprising  the  system  are 
either  leased,  or  the  parent  company  owns  a  large  interest  in  the  capitaL 
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The  Ohaibman.  Bo  that  th^  Pennsylvania  Railroad  absolutely  controls 
all  tliese  other  roads  which  you  have  mentioned  t 

Mr.  KoBBBTS.  The  Pennsylvania  Railroad  to  a  certain  extent  tndi^ 
cates  their  policy.  We  hardly  admit  that  the  Pennsylvania  Railroad 
controls  them  in  a  legal  view,  as  there  are  quite  a  number  of  lines  iu 
the  Pennsylvania  system  which  have  absolute  and  independent  organ- 
izations, and  their  officers,  though  officers  in  many  instanc<>s  of  the 
Pennsylvania  Railroad  Company,  are  absolutely  independent,  so  far  as 
exercising  their  judgment  as  to  what  is  best  for  the  welfare  of  all  the 
shareholders  in  the  respective  corporations  is  concerned.  The  Penn- 
sylvania system  is  very  careful  to  avoid  any  question  of  imposition 
upon  the  minority  shareholding  interest. 

The  Ghaibman.  But  they  all  operate  together  f 

Mr.  EoBEBTS.  Yes,  sir. 

The  Chaibkan.  The  Pennsylvania  line  practically  dictates  the  policy 
of  the  whole  system,  does  it  nott 

Mr.  RoBEBTS.  Yes,  sir. 

The  Ghaibman.  Have  you  any  business  relations  with  the  Grand 
Trunk  road  of  Ganada  t 

Mr.  RoBEBTS.  No,  sir;  we  have  no  business  rdations,  I  believe,  with 
the  Grand  Trunk.  We  have  no  railway  connections  with  any  of  the 
lines  in  Ganada.  Our  system  reaches  Lake  Ontario  at  Sodus  Point,  iu 
New  York. 

The  Ghaibman.  Is  that  on  Lake  Ontario-! 

Mr.  RoBEBTS.  Yes,  sir. 

The  Ghaibman.  In  the  United  States  t 

Mr.  EoBEBTS.  Yq3,  sir. 

The  Ghaibman.  So  that  practically  you  have  no  business  relations 
with  any  Ganadian  roads  t 

Mr.  RoBEBTS.  No,  sir;  we  have  not 

THE  situation  AS  TO  THE  CANADIAN  BOADS. 

The  Ghaibman.  You  have  seen  the  resolution  under  which  this  com- 
mittee is  operating  and  carrying  on  this  investigation,  and  know  the 
character  and  scope  of  it.  What  have  you  to  say  with  reference  to 
the  situation  existing  as  between  the  American  roads  and  the  Ganadian 
roads  t 

Mt.  Robebts.  Since  the  l^tional  Government  has  undertaken  to 
regulate  by  special  enactments  the  methods  of  transportation  upon  the 
American  lines  of  railway,  I  can  not  but  feel  that  they  have  placed  the 
American  corporations  at  a  disadvantage  with  the  Ganadian  lines,  which 
are  not  iinder  such  laws.  These  laws,  in  many  instances,  are  quite  re- 
strictive, and  do  not  permit  the  same  freedom  that  has  existed  heretofore 
in  the  management  of  railroad  properties. 

The^GHAiBMAN.  Do  you  see  that  your  road  has  in  any  degree  suffered 
from  the  fact  that  the  Grand  Trunk  operates  in  Ghicago  and  from  Ghi- 
cago  east  t 

Mr.  RoBEBTS."Not  directly  so,  but  we  have  felt  with  the  other  roads 
the  effect  of  the  Grand  Trunk  Railway  being  independent  in  its  action 
of  the  rules  or  laws  governing  the  railways  of  the  United  States.  It  is 
not  necessary  for  me  to  state  to  you  that  the  rates  that  are  charged  npon 
the  various  lines  which  are  known  generally  as  the  trunk  line  system 
of  the  country  must  be  nearly  uniform.  The  rates  are  higher  on  some 
roads  than  they  are  on  others,  but  any  severe  depression  of  rates  on  any 
one  of  the  lines  afiects  indirectly  the  revenues  or  rates  of  the  others. 
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It  must  be  quite  apparent  to  yoa  that  the  Graod  Trunk,  for  instance, 
or  the  Canadian  Pacific  Railway,  which  draws  its  traffic  largely  from 
the  States,  does  not  come  under  any  control  of  the  laws  of  this  country. 
The  rates  on  that  traffic,  or  its  system  of  carriage,  are  not  under  such 
control,  and  while  those  corporations  may  observe  the  law,  so  far  as 
their  connecting  Hues  in  the  States  are  concerned,  the  raoraent  that 
the  traffic  leaves  the  States  and  passes  into  the  foreign  country  it  is 
without  such  restrictioij  and  they  may  treat  it  in  any  manner  they  see 
fit  and  proper.  I  do  not  claim  that  they  are  now  operating  their  lines 
in  Canada  so  as  to  seriously  interfere  with  our  rates,  but  they  have 
done  so  in  the  past,  and  caused  very  serious  Complications  with  the 
roads  in  the  United  States. 

The  Chairman.  When  you  say  "in  the  past,''  how  fiir  in  the  past  do 
you  mean  f 

Mr.  Roberts.  I  mean  two  or  three  years  past. 

The  Chairman.  You  say  that  so  far  as  you  know  they  observe  the 
Interstate  commerce  act  in  all  their  transactions  which  take  place  in 
the  United  States  or  in  any  way  connected  with  the  United  States 
roads  t 

Mr.  Roberts.  You  misunderstood  me.  They  may  observe  the  inter- 
state commerce  act;  I  do  not  know  whether  they  do  or  not. 

The  Chairman.  It  has  been  testified  here  by  Mr.  Hickson,  for  in- 
stance, that  his  road  has  scrupulously  observed  the  interstate  commerce 
act  for  the  last  two  or  three  months,  the  publication  of  rates,  and  ad- 
hering to  them,  in  all  business  going  out  of  or  coming  into  the  United 
States. 

Mr.  Roberts.  I  understiind  he  did. 

The  Chairman.  So  far,  then,  you  do  not  realize  that  the  Canadian 
roads  are  doing  any  particular  damage  to  the  roads  in  this  country  t 

Mr.  Roberts.  !N*o,  sir;  I  do  not  know  that  they  are  now  doing  any 
serious  injury  to  the  railway  interests  of  this  country  or  to  the  country, 
but  1  submit  that  it  is  entirely  within  their  power  to  do  so.  They 
have  a  very  great  advantage  over  the  railways  in  the  United  States  in 
their  independence  of  our  legal  restrictions. 

The  Chairman.  What  is  the  length  of  your  trunk  line  between  New 
York  and  Chicago! 

Mr.  Roberts.  I  think  it  is  about  910  miles  to  Chicago. 

The  Chairman.  What  is  the  length  of  the  Grand  Trunk  road  from 
Boston  or  Portland  to  Chicago ;  do  you  know  f  They  have  no  road  to 
New  York. 

Mr.  Roberts.  No,  sir ;  1  do  not.  They  connect  with  the  roads  in 
the  States  so  far  as  to  form  a  new  New  York  and  Chicago  line. 

The  Chairman.  What  is  the  length  of  the  road  so  formed  t 

Mr.  Roberts.  I  can  not  state  exactly.  I  think  it  is  about  100  miles 
longer  tban  i)ur  line.  I  think  our  line  is  about  80  miles  shorter  than 
the  New  York  Central,  and  the  New  York  Central  is  materially  shorter 
than  the  Grand  Trunk. 

The  Chairman.  Yours  is  the  shortest  line  between  New  York  and 
Chicago,  is  it  not! 

Mr.  Roberts.  1  think  it  is.  My  impression  is  that  our  line  is  about 
80  miles  shorter  than  the  New  York  Central  road,  and  I  should  judge 
that  the  Grand  Trunk  line  via  Buffalo  is  materially  longer  than  the 
New  York  Central  road. 

Senator  Gorman.  You  mean  to  Portland! 

Mr.  Roberts.  No,  from  New  York  to  Chicago,  via  Buffi»lo. 

The  Chairman.  Is  there  any  reason  in  the  economies  of  things  why 
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you  can  not  compete  with  an;  other  line  in  existence  through  Canada  or 
in  the  United  States  in  year  business  between  Chicago  and  New  York 
and  Kew  York  and  Chicago  f 

Mr.  BoBERTs.  No,  sir;  so  far  as  the  economy  of  moviug  traffic  is 
concerned  we  feel  that  we  ought  to  be  able  to  compete  with  any  route 
as  between  Chicago  and  New  York,  or  Chicago  and  eastern  points ;  but 
we  would  naturally  feel  that  in  the  case  of  the  Canadian  roads,  the 
roads  in  the  States  are  working  at  a  disadvantage,  as  some  of  the 
Canadian  roads  have  been  largely  subsidized  by  the  Canadian  govern- 
ment. 

ADYANTAaSS  POSSESSED  BT  THE  CANADIAN  LINES. 

The  Chaibman.  State  all  the  advantages,  if  there  are  any,  that  the 
Canadian  lines  have  over  the  American  lines. 

Mr.  KoBEBTS.  I  think  they  have  been  subsidized  by  the  Canadian 
government  to  a  very  large  extent.  They  are  built  purely,  as  I  under- 
stand it,  for  the  development  of  the  country  through  which  they  run, 
and  to  advance  the  interests  of  a  foreign  nation,  and  the  capital  invested 
in  our  State  roads  thus  finds  itself  competing  with  the  credit  of  the  Do- 
minion of  Canada.  The  Canadian  roads  may  run  their  lines  without 
any  returns.  I  understood  that  it  was  stated  yesterday  that  the  Cana- 
dian roads  had  not  paid  anything  on  their  investment.  I  presume  that 
capital  Invested  in  railroad  properties  is  entitled  to  some  return  as  well 
as  capital  invested  in  aoy  other  business;  and  that  money  invested 
in  our  roads  should  be  placed  in  direct  competition  with  roads  running 
through  a  foreign  country  which  are  subsidized  by  a  foreign  government 
is  harsh  if  not  absolutely  unjust. 

The  CHAntMAN.  Do  you  know  of  any  direct  subsidy  that  the  Orand 
Trunk  has  received  ? 

Mr.  BoBERTS.  No,  sir.  The  Canadian  Pacific,  which  is  now  becom- 
ing a  parallel  line  to  the  Grand  Trunk,  has  been  largely  subsidized  by 
the  Canadian  government,  I  believe. 

The  Chairman.  Is  there  any  other  advantage  that  the  Canadian 
Pacific  and  the  Grand  Trunk  road,  or  either  of  them,  have  over  Ameri- 
can lines  outside  of  the  question  of  aid  received  from  the  Dominion 
govern  mentt 

Mr.  Roberts.  I  believe  they  have  an  incidental  advantage  in  obtain- 
ing their  supplies  largely  from  the  mother  country  free  of  duty.  They 
have  also  a  further  advantage,  which  is  that  the  capital  that  they  draw 
from  in  England  is  generally  obtained  at  a  lower  rate  of  interest  than 
capital  obtained  for  railway  purposes  in  this  country;  so  that  we  find 
in  the  management  of  our  railroads,  in  their  improvements,  betterments 
etc.,  we  are'placed  at  a  serious  disadvantage. 

The  Chairman.  Is  there  any  difibrence  in  the  cost  of  running  a  road 
in  the  United  States  and  one  in  Canada  on  the  score  of  labor  or  other- 
wise t 

Mr.  BoBERTS.  I  am  not  prepared  to  answer  with  certainty.  1  do  not 
know  whether  the  wages  on  the  Canadian  roads  are  higher  than  they 
are  on  the  United  States  roads.  They  have  some  disadvantages  on 
accoont  of  the  severe  climate;  but  at  the  same  time  there  is  quite  a 
diversity  of  opinion  among  engineers  as  to  whether  it  is  more  difficult 
to  maintain  a  road  in  a  cold  climate  than  in  a  milder  one. 

The  Chairman.  It  has  been  said  here  that  latterly  the  Grand  Trunk 
has  been  gaining  largely  in  its  proportion  of  traffic  in  comparison  with 
the  other  trunk  lines. 
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Senator  Oorman.  That  the  Grand  Trunk  has  been  gaining  largely  in 
its  proportion  of  dead  freight  in  comparison  with  the  other  trank  lines. 

The  Chairman.  Yes,  of  dead. freight  Is  that  so,  Mr.  Roberts^  and. 
If  so,  what  is  the  explanation  of  it  t 

Mr.  Roberts.  I  was  not  aware  that  it  was  so ;  but,  as  I  stated  before, 
the  Canadian  roads  have  every  opportunity  to  do  so.  They  are  only 
regulated  in  their  rates  now  from  the  fact  of  their  being  members  of  the 
Trunk  Line  Association,  which  is  an  association  founded  entirely  ui)on 
the  good  faith  of  the  parties  to  it,  and  it  is  held  together  only  uimn 
such  faith,  and  what  the  parties  conceive  to  be  their  direct  interest. 
The  railroads  are  not  bound  in  any  way  by  a  money  iorfeitto  keep  their 
traffic  agreements,  as  they  were  in  the  case  of  pool  obligations. 

THE  TRUNK  LINE  ASSOCIATION. 

The  Chairman.  The  Grand  Trunk  is  in  this  sort  of  combination 
which  exists  becween  the  trunk  lines,  as  one  of  the  members  of  the  as- 
sociation, is  it  not! 

Mr.  Roberts.  As  I  am  president  of  that  association,  I  would  rather 
not  call  it  a  ^^  combination.''  It  is  an  association  for  the  purpose  of 
managing  rates.    I  believe  its  minutes  are  printed. 

The  Chairman.  Is  it  not  a  sort  of  substitute  for  pooling  intended  to 
be  within  the  purview  of  the  interstate  commerce  act  t 

Mr.  Roberts.  It  is  an  association  which  takes  the  place  of  the  old 
pooling  association,  which  was  rendered  illegal  by  the  interstate  com- 
merce act. 

The  Chairman.  This  Grand  Trunk  road  is  in  that  association,  is  it 
not? 

Mr.  Roberts.  Tes,  sir. 

The  Chairman.  Is  the  Canadian  Pacific  also  a  member  of  that  asso- 
ciation t 

Mr.  Roberts.  The  Canadian  Pacific  would  not  necessarily  be  a 
member  of  that  association,  as  Pacific  lines  are  not.  The  association 
covers  local  territory. 

The  Chairman.  There  has  been  a  good  deal  of  talk  here  about  differ- 
entials between  different  roads  in  t^at  association.  What  is  the  fact 
with  reference  to  the  Grand  Trunk  f 

Mr.  Roberts.  The  Grand  Trunk  line  has  generally  claimed  that  they 
must  charge  a  lower  rate  for  transportation  than  what  is  charged  upon 
the  lines  within  the  States,  or  at  least  some  of  the  lines  within  the 
States,  or  they  would  not  be  able  to  secure  the  carrying  of  any  traffic 
from  points  in  the  States. 

The  Chairman.  What  reasons  are  assigned  for  granting  differentials 
to  the  Grand  Trunk  t 

Mr.  Roberts.  Some  of  the  reasons  are  these :  There  is  the  great 
length  of  the  road.  The  route  is  not  as  good  geographically  as  some 
of  the  others.  The  facilities  afforded  are  not  equal  to  the  facilities 
afforded  by  the  New  York  Central,  the  Pennsylvania,  or  the  Brie  Bail- 
road. 

The  Chairman.  Have  you  personally  been  over  the  Grand  Trunk 
line  t 

Mr.  Roberts.  No,  sir. 

The  Chairman.  You  do  not  know  what  its  condition  is  so  fie^r  as  set- 
tlement along  its  line  is  concerned,  do  yont 

Mr.  Roberts.  No,  sir. 
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The  Chairman.  1  supi>080  as  a  matter  of  fact  that  their  local  traffic 
19  not  as  great  as  that  of  your  road,  for  instancel 

Mr.  Roberts.  No,  sir;  I  am  sure  it. is  not. 

The  Chairman.  What  diflTerential  do  you  pay  the  Grand  Trunk,  or 
rather  what  differential  do  you  allow  them,  for  their  adhei-ence  to  tlie 
published  rates  t 

BIr.  Roberts.  J  can  not  say  what  their  differential  is  now ;  it  varies 
from  time  to  time.  The  general  understanding  about  tbe  rates  of  the 
roads  in  the  Trunk  Line  Association  is  that  they  shall  be  made  by  each 
company  upon  consultation  with  the  other  members,  and  at  about  such 
rates  as  will  give  each  company  a  reasonable  share  of  the  business. 
Any  serious  depression  of  rates  upon  the  part  of  one  line  or  advance 
npon  the  part  of  another  tends,  of  course,  to  increase  or  diminish  the 
volume  of  traffic  on  such  line. 

The  Chairman.  Do  you  deem  it  necessary  that  that  sort  of  associa- 
tion shall  be  continued  t 

Mr.  Roberts.  Do  you  refer  to  the  Trunk  Line  Association  f 

The  Chairman.  Yes,  sir. 

Mr.  Roberts.  I  think  it  is  to  the  advantage  of  the  public  and  the 
railroads  that  such  an  association  should  exist. 

The  Chairman.  What  are  the  advantages  to  the  public  that  you 
speak  off 

Mr.  Roberts.  It  insures  a  greater  uniformity  of  rates  to  the  ship- 
pers, and  greater  publicity  of  rates.  Whatever  is  to  the  advantage  of  tbe 
]>ub]ic  is  directly  to  the  advantage  of  the  railways. 

The  Chairman.  What  is' your  judgment  about  the  rates  now;  are 
tbey  about  right,  or  too  low  or  too  high  f 

Mr.  Roberts.  The  rates  now  in  many  instances,  I  think,  are  rather 
below  what  is  a  fair  remuneration  for  the  railroads.    1  think  they  are 
lower  than  what  is  to  the  advantage  of  the  public  they  should  be. 
-    The  Chairman.  Why  so! 

Mr.  Roberts.  My  reason  for  saying  so  is  that  when  the  rates  are  ex;- 
tremely  low,  the  revenues  of  the  railroads  fall,  and  their  ability  to  im- 
prove their  properties,  with  better  stations,  better  service,  better  rolling 
stock  and  to  offer  advantages  in  many  ways  to  the  shipper,  is  curtailed. 
£k;onomies  have  to  be  made  in  all  departments,  and  such  economies  are 
generally  to  the  disadvantage  of  the  public,  in  the  form  I  have  stated. 

The  Chairman.  Suppose  this  Trunk  Line  Association  did  not  exist; 
do  you  think  that  rate  wars  wonld  ensue? 

Mr.  Roberts.  I  think  that  the  tendency  to  such  wars  would  be  very 
much  increased.  As  I  before  stated,  the  object  of  the  association  is  to 
maintain  uniform  and  steady  rates.  Competition  between  the  numer- 
ous lines  is  quite  sufficient  to  keep  rates  down  to  the  lowest  possible 
figure,  and  mther  below  what  is  proper. 

TBiE  INTERSTATE    OOMMEROE  LAW. 

The  Chairman.  What  is  your  judgment  as  to  the  situation  t  With 
this  association  that  you  are  president  of  permissible  under  the  law, 
and  the  interstate  commerce  act  in  force,  is  or  is  not  the  condition  of 
affairs  improved  above  what  it  was  before  the  law  was  passed  and  un- 
der your  pooling  system  t 

Mr.  Roberts.  I  think  it  is.  I  think  an  improvement  has  resulted  from 
the  passage  of  the  interstate  commerce  law^  in  the  honesty  of  the  manage- 
Ojent  of  the  railways^  if  I  may  use  so  strong  a  term.  I  do  not  wish  to  say 
that  people  engaged  in  the  administration  of  railways  are  any  moredi*' 
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honest  than  any  other  class  of  officers.  I  believe  those  engaged  in  the 
administration  of  railway  affairs  throughout  the  country  are  certaijily 
above  the  average  in  intelligence,  honesty,  and  capacity.  They  must 
be.  They  are  engaged  in  such  enterprises  as  would  naturally  develop 
such  ability. 

The  Ohaibman.  Judging  from  the  statements  of  their  shrewdness  in 
violations  of  the  interstate  commerce  act,  theyc  ertainly  have  greater 
capacity  than  other  people.    [Laughter.] 

Mr.  KoBEBTS.  While  the  interstate  commerce  act  is  not  strictly  ob- 
served by  all  the  railroads,  there  is  an.  effort  on  the  part  of  many  of 
them  to  bring  themselves  into  line  with  the  law  and  to  operate  under 
it.  I  do  not  think  that  the  railroads  are  to  be  blamed  for  the  condi- 
tion of  affairs  that  obtained  at  the  time  that  law  was  passed  or  the 
condition  of  affairs  that  obtains  at  the  present  time.  The  railroads 
were  allowed  to  grow  up  without  any  regulations.  Disjointed  lines 
were  constructed  throughout  the  entire  country,  and  were  left  without 
any  proper  system  of  laws  to  govern  them.  The  National  Government, 
after  permitting  this  system  to  grow  up,  injects  into  it  a  law  which  is 
intended  to  upset  all  the  rules  which  were  formulated  by  the  managers 
of  the  various  railroad  companies. 

It  seems  to  me  that  it  was  the  duty  of  the  Kational  Grovernment  and 
the  people  who  are  fond  of  criticising  the  management  of  railroads  to 
have  enacted  some  proper  law  years  ago,  and  in  such  way  as  not  to 
have  required  the  sudden  and  entire  transformation  that  has  been 
caused  by  this  law. 

The  Ohaibman.  Do  you  not  think  it  is  better  late  than  never  t 

Mr.  Egberts.  I  have  no  hesitation  in  saying  that  the  time  had  fully 
arrived  for  the  national  Government  to  pass  some  law  to  govern  the 
transportation  interests  of  the  country  and  the  public  in  their  relations 
to  each  other. 

The  Ohaibman.  By  the  recent  amendments  to  the  interstate  com- 
merce act  we  have  undertaken  to  regulate  somewhat  the  public  who  do 
business  with  the  railroads. 

Mr.  i^OBEBTS.  I  am  very  glad  to  say  that  I  have  recently  heard  of 
one  or  two  instances  in  which,  the  amendment  has  had  a  most  salutary 
effect  upon  the  shippers  as  well  as  upon  the  railroads. 

BEaULATION  OF  CANADIAN  BOADS. 

The  Ohaibman.  G;oing  back  to  the  direct  and  important  question  as 
between  American  interests  and  Oanadian  interests,  what  remedy  have 
you  to  suggest,  if  any,  or  what  amendment  to  the  interstate  commerce 
act  or  any  other  governmental  action  that  would  place  the  American 
roads  and  the  Oanadian  roads  upon  an  exact  equality  t 

Mr.  RoBBBTS.  I  think  it  is  due  to  the  American  roads  that  any  for- 
eign corporation  permitted  to  carry  traffic  out  of  this  country  into  a 
foreign  country  and  back  into  this  country,  should  come  under  the 
same  laws  that  govern  our  own  domestic  lines. 

The  Ohaibman.  Not  only  in  that  particular  business,  but  in  all  its 
business,  whatever  it  is,  in  its  own  territory. 

Mr.  EoBEBTS.  No,  sir ;  of  course  we  can  not  make  laws  here,  I  take 
it,  to  govern  the  action  of  a  foreign  corporation  within  its  own  territory ; 
but  if  the  Oanadian  roads  are  permitted  to  carry  traffic  out  of  the  United 
States  through  their  own  territory  and  back  into  the  United  States  iu 
competition  with  roads  that  are  wholly  within  the  United  States,  I  am 
very  clear  in  my  own  mind  that  they  should  be  brought  under  precisely 
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the  same  provisions  of  law  as  the  roads  in  the  United  States,  or  else 
they  should  not  be  permitted  to  do  sach  business.  I  am  not  clear  in  my 
own  mind  that  it  is  right  and  proper  that  they  should  be  permitted  to 
do  such  business  at  all.  , 

Senator  Harris.  I  want  to  ask  you  this  question  in  that  connection: 
If  that  commerce  which  begins  in  the  United  States  and  passes  through 
Canada  to  another  point  in  the  United  States;  the  commerce  which  be- 
gins in  the  United  States  and  ends  in  Canada ;  the  commerce  which  be- 
gins in  Canada  and  ends  in  the  United  States;  the  commerce  which 
begins  in  the  United  States  and  passes  through  Canada  to  a  foreign 
market;  the  commerce  which  begins  in  Canada  and  passes  through  the 
United  States  to  a  foreign  market ;  now,  if  these  classes  of  commerce 
were  all  subjected  to  the  interstate  commerce  act,  would  there  be  any 
just  cause  of  complaint  upon  the  part  of  the  American  roads  of  an  un- 
equal or  an  unfair  competition  with  Canadian  roads  ? 

Mr.  BoBERTS.  As  a  citizen  of  the  United  States  I  should  say  no.  At 
the  same  time  I  can  not  quite  understand  why  a  foreign  railroad  should 
be  permitted  to  engage  in  the  transportation  of  traffic  that  you  have 
just  indicated  (with  the  exception  of  traffic  from  a  point  in  the  United 
States  to  a  point  in  Canada),  and  foreign  vessels  not  be  permitted  to 
engage  in  carrying  coastwise  traffic. 

If  we  get  on  a  foreign  steamboat  on  Lake  Ontario,  which  stops  at  an 
American  port,  it  dare  not  stop  at  another  American  port  until  it  has 
stopped  at  a  Canadian  port.  Now,  why  make  any  difference  between 
a  foreign  boat  and  the  Grand  Trunk  Railroad.  I  do  not  speak  of  the 
wisdom  of  a  law  which  i>revent8  foreign  vessels  engaging  in  coastwise 
traffic ;  but  it  does  seem  to  me  that  if  it  is  a  good  law  it  should  be  made 
applicable  to  the  railroads. 

The  Chairman.  On  both  sides  of  the  country  t 

Mr.  BoBERTS.  Yes,  sir. 

Senator  Harris.  Do  yon  not  think  that  there  are  advantages  to  both 
countries  in  the  present  system  of  interchange  of  commerce  from  this 
country  to  Canada  and  through  Canada,  and  from  Canada  into  this 
country  and  through  this  country  t 

Mr.  BOBERTS.  Yes,  sir;  great  advantages.  I  would  have  no  hesita- 
tion in  saying  that  reciprocity  between  this  country  and  Canada  would 
advance  largely  the  interests  of  this  country.  No  person  can  cross  into 
Canada  out  of  the  activity  of  New  York  State  and  see  the  condition  of 
that  country  without  at  once  reaching  the  coBclnsion  that  if  the  barrier 
were  taken  away  and  there  were  a  free  interchange  of  traffic  between 
the  two  countries  it  would  be  largely  to  the  advantage  of  both,  but  more 
so  to  our  own  country  than  to  Canada. 

The  Chairman.  Why  so  t 

Mr.  BoBERTS.  Probably  a  little  incident  which  occurred  to  me  re- 
cently would  show  you  why. 

I  went  over  to  a  little  town — I  think  it  was  Bockville — in  Canada  on 
a  Saturday  afternoon  from  the  New  York  side.  The  wagons  and  plows 
that  I  saw  there  I  think  were  brought  over  at  the  time  the  French  first 
came  into  Canada.  There  was  hardly  a  Yankee  implement  to  be  seen, 
while  on  the  New  York  side  the  agricultural  implements  were  all  new; 
they  were  Yankee  implements. 

The  Chairman.  Breaking  down  the  line,  then,  would  help  Canada 
more  than  us,  would  it  not? 

Mr.  BoBERTS.  I  take  it  the  Yankee  is  quite  able  to  get  the  value  of 
his  article  when  he  trades  with  the  Canadian.    I  am  warmly  in  favor  of 
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Todprocitiy  as  between  the  two  oonntries,  and  that  little  incident  strongly 
impressed  me. 

The  GhaibmJlN.  So  far  as  this  immediate  question  is  concerned,  you 
say,  I  believe,  that  if  the  Canadian  roads  were  placed  npon  an  exact 
equality  with  the  roads  in  the  United  States  under  the  law,  you  could 
successfully  compete  with  them  t 

Mr.  BoBEBTS.  So  far  as  representing  the  Pennsylvania  Railroail  I 
may  say,  yes.  So  far  as  a  citizen  of  the  United  States  and  giving  my 
views  of  the  raUway  interests  of  the  United  States,  I  would  say  no. 
As  I  stated  before,  I  can  not  believe  that  it  is  right  and  proper  that 
the  individual  capital  of  this  country  should  be  obliged  to  compete  with 
the  subsidized  railways  of  Oanada,  backed  by  the  Dominion  of  Canada. 
I  believe  that  the  capital  invested  in  the  railways  of  this  country  is 
quite  as  much  entitled  to  protection  against  competition  carried  on  in 
that  way  as  the  capital  invested  in  any  other  enterprise  in  this  country. 

Senator  Blaib.  That  seems  to  be  the  vital  point,  really,  of  the  whole 
thing.  To  avoid  that  competition,  what  practical  method  or  measure 
occurs  to  your  mind  ? 

Mr.  Roberts.  I  would  approach  the  remedy  gradually.  I  would 
bring  all  Canadian  lines  that  desire  to  do  business  in  the  manner  in- 
dicated by  the  Senator  under  the  same  law  as  our  domestic  lines  and  try 
that.  If  we  find  that  that  is  not  going  to  protect  us,  that  the  capital' 
invested  in  Canadian  roads  is  going  to  be  used  for  the  purpose  of  ac- 
quiring lines  in  the  United  States,  this  capital  having  been  furnished 
directly  or  indirectly  through  the  Canadian  government — and  the 
trafiGic  of  our  country  carried  out  through  those  lines  for  the  purpose  of 
fostering  the  transportation  interests  of  Canada,  I  would  go  further 
and  apply  the  same  law  to  the  railways  as  is  applied  to  the  coastwise 
vessels. 

Senator  Blaib.  That  would  mean  that  all  American  transportation 
should  be  on  American  roads,  all  transportation  within  the  lines  of  the 
United  States  should  be  carried  on  by  American  agencies. 

Mr.  Bobebts.  Yes ;  there  are  no  points  in  the  United  States  where  I 
have  ever  been  that  are  not  quite  well  served  by  American  enteri>riBe 
and  transportation  interests. 

Senator  Gobman.  If  you  exclude  the  Canadian  roads  what  effect 
would  it  have  on  the  freight  charges  to  our  people  t  In  other  words, 
would  the  American  lines  be  equal  to  the  demands  of  the  carrying  trade 
to-day,  or  would  there  be  an  increased  charge  t 

Mr.  Bobebts.  I  do  not  think  it  would  increase  the  charges  of  the 
American  roads  to  any  appreciable  extent,  if  at  all. 

Senator  Oqbkan.  You  think  not. 

Mr.  Bobebts.  I  think  not.  The  competition  of  our  railways  and 
other  industries  of  this  country  is  so  great  that  I  do  not  think  the  pub- 
lic has  any  reasons  to  object  to  the  prices  charged. 

Senator  Oobhan.  I  asked  you  that  question  in  view  of  an  intimation 
made  by  one  of  the  gentlemen  who  have  been  before  us,  I  think  Mr. 
Wiman.  He  intimated,  I  think,  that  if  we  repealed  the  act  of  1866, 
which  permits  cars  to  pass  to  and  from  this  country  sealed,  the  result 
would  be  an  increased  charge  to  the  producers  or  consumers  of  this  coun- 
try, because  of  the  want  of  facilities  on  the  part  of  our  roads ;  in  othfsr 
words,  that  it  would  enhance  the  cost  of  transportation. 

Mr.  Bobebts.  I  do  not  share  in  that  view  for  a  moment. 

Senator  Gobman.  Do  you  think  the  existing  lines  have  the  facilities 
to  move  all  the  tonnage  east  and  west  without  regard  to  the  Canadian 
lines  t 
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Hr.  BoBEBTS.  They  have  both  the  facilities  and  the  ability  to  do  it. 

Senator  Beagan.  Can  not  our  lines  carry  from  Chicago  to  the  east- 
ern sea-board  cheaper  than  the  Grand  Trunk  road  f 

Mr,  Egberts.  Yes. 

Senator  Beagan.  Because,  first,  for  the  reason  of  the  longer  route  by 
the  Grand  Trunk. 

Mr.  BoBEBTS.  Yes. 

Senator  Beagan.  And,  again,  because  of  the  sparsely  settled  terri- 
tory in  Canada,  and  consequently  a  less  volume  of  business. 

Mr.  BoBEBTS.  Yes. 

Senator  Beagan.  And  the  Canadian  roads  are  not  so  well  supplied 
with^good  rolling  stock  t 

Mr.  BOBEBTS.  I  imagine  some  of  the  equipment  of  the  Canadian 
roads  is  quite  up  to  our  own. 

Senator  Beagan.  Then  the  crossing  of  the  St  Lawrence  by  boats, 
or  across  to  Port  Huron,  makes  some  disadvantages,  and  the  re-cross- 
ing at  Buffalo  and  elsewhere  would  make  it  in  favor  of  our  roads,  would 
it  not  t 

Mr.  BoBEBTS.  Yes,  sir ;  our  roads  are  quite  able  to  carry  the  traffic 
cheaper  than  the  lines  through  Canada,  and  remunerate  the  capital  in- 
vested in  them. 

Senator  Beagan.  And  that  is  why  the  other  xoads  feel  that  they 
must  allow  a  differential  to  those  roads  t 

Mr.  BoBEBTS.  Yes,  sir. 

Senator  Beagan.  Allow  the  differential  because  our  roads  can  carry 
cheaper  t 

Mr.  BoBEBTS.  Yes;  the  allowing  of  a  differential  to  a  line,  that  is, 
allowing  a  line  to  charge  a  less  rate  where  it  costs  more  to  transport 
the  traffic,  for  the  purpose  of  enabling  it  to  ecurn  money,  would  seem  to 
be  rather  an  absurdity. 

Senator  Beagan.  If  that  is  not  the  reason  for  it,  what  is  the  reason 
for  the  differential? 

Mr.  BoBEBTS.  It  is  simply  from  the  fact  that  if  a  line  of  that  char- 
acter does  not  carry  at  a  lower  rate  it  will  not  secure  any  traffic.  Bail- 
way  enterprises  are  different  from  manufacturing  industries,  and  such 
TOSMis  can  not  live  without  carrying  traffic. 

Senator  Beagan.  The  point  that  I  was  trying  to  get  at  was  this,  to 
inquire  of  you  whether  because  of  a  road  not  having  a  traffic  which 
would  sustain  it,  you  allow  it  a  differential  t 

Mr.  BoBEBTS.  I  think  I  would  say  this,  that  those  lines  insist  upon 
carrying  traffic,  and  if  they  can  not  get  the  traffic  at  one  price  they  will 
take  it  at  another. 

Senator  Beagan.  Is  it  not  true  that  they  can  not  get  it  because  of 
the  reasons  I  have  suggested! 

Mr.  BoBEBTS.  Yes,  sir. 

Senator  Babboub.  Is  there  not  another  element  that  enters  into  the 
question,  and  that  is  that  these  people  run  their  lines  anywhere  without 
regard  to  business  locally,  and  what  they  may  get  in  the  way  of  through 
business  is  that  much  clear  profit? 

Mr.  Bobebts.  To  a  certain  extent;  yes. 

OONTBOL  OP  TBAFPIC  IN  CANADA. 

Senator  Beagan.  In  speaking  of  the  efi'ect  of  the  interstate-com- 
merce act,  as  connected  with  the  Canadian  commerce,  I  believe  I  under- 
stood you  to  suggest  that  within  our  territory  they  had  operated  their 
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roads  in  conformity  to  law,  bat  after  the  freight  passed  oat  of  our  ter- 
ritory  they  did  not  act  in  conformity  to  the  law. 

Mr.  BoBEBTS.  I  do  not  know  whether  they  operated  ander  the  law  or 
not. 

Senator  Bragan.  I  snppose  yon  are  aware  that  the  law  reqaires  the 
Canadian  lines  operating  in  this  country,  as  to  freight  originating  in  the 
United  States  and  passing  through  the  United  States  into  Canada  and 
returning  again  to  the  United  States,  to  furnish  their  schedules  of  rates 
up  to  the  point  where  the  freight  leaves  the  territory  of  the  United 
States,  and  the  scbedules  of  their  through  rates  to  the  final  terminus 
of  the  road. 

Mr.  BoBEBTS.  Tes,  sir. 

Senator  Beagan.  Id  order  to  secure  the  enforcement  of  that,  the  act 
provides  that  if  they  fail  to  furnish  this  schedule,  the  goods  on  being  re- 
turned to  our  territory  are  subject  to  duties  as  any  other  foreign  mer- 
'  ohaudise.  Are  you  aware  that  the  interstate-commerce  act  provides 
that  the  Canadian  roads  doing  business  in  this  country  must  subject 
themselves  to  the  provisions  of  that  act  or  make  themselves  liable  to 
have  their  trade  cut  off! 

Mr.  BoBEBTS.  I  can  not  say  that  the  act  contains  the  provision  that 
vyou  have  just  referred  to,  but  even  if  it  did  I  do  not  see  how  you  could 
in  anywise  control  a  line  within  the  Canadian  territory. 

Senator  Beagan.  Have  you  seen  a  decision  recently  made  by  the 
Interstate  Conimerce  Commission  in  relation  to  the  transportation  of 
coal  across  the  Niagara  frontier,  and  read  the  principles  that  are  laid 
down  in  that  decision  ? 

Mr.  BoBEBTS.  No,  sir;  I  have  not. 

Senator  Beagan.  It  is  a  decision  made  perhaps  within  the  last  two 
or  three  weeks*  in  which  the  Intvcrstate  Commerce  Commission  affirm 
that  under  the  provisions  of  the  interstate-commerce  act  Canadian  roads 
doing  business  in  the  United  States,  must,  as  to  that  business,  be  gov- 
erned by  the  provisions  of  that  act«  and  that  they  can<not  be  permitted 
to  enjoy  the  commerce  of  this  country  without  being  placed  under  the 
same  restrictions  as  are  our  own  roads.  I  call  your  attention  to  that 
because  I  think  it  was  overlooked  in  your  statement  of  the  case. 

Mr.  BoBEBTS.  Assuming  that  to  be  the  case  I  do  not  see  yet  why 
they  have  not  the  full  facility  of  handling  that  traffic  on  lines  idcorpo^ 
rated  in  Canada  just  as  they  like.  The  traffic  may  be  brodght  to  them 
at  the  Canadian  frontier.  After  the  traffic  passes  out  of  the  States  it 
becomes  wholly  their  traffic,  and  they  may  carry  it  for  nothing  if  they 
see  proper. 

Senator  Beagan.  I  call  your  attention  to  the  fuct  that  the  law  pro- 
vides that  any  change  of  cars — any  stoppage  in  transit — shall  not  de- 
feat the  operation  of  the  law  between  the  point  of  shipment  and  point 
of  destination,  and  besides  the  law  contains  the  provision  that  there 
shall  be  no  advance  of  rates  without  ten  days'  notice  or  reduction  with- 
out three  days'  notice. 

Mr.  BoBEBTS.  I  remember  all  those  provisions,  but  still  it  does  not 
seem  to  prevent  independent  action  of  the  Canadian  roads  on  traffic 
after  it  gets  on  their  lines.  If  they  bill  goods  from  New  York  to  a  point 
in  the  Dominion  on  a  through  manifest,  then  we  may  assume  that  the 
Federal  Government  through  its  law  has  some  control  of  that  t»*affic 
But  if  that  traffic  is  billed  to  the  International  Bridge,  or  even  if  it  is 
billed  to  its  destination  on  the  Canadian  road,  after  it  reaches  its  desti- 
nation if  the  Canadian  road  sees  fit  to  make  a  rebate  to  the  shipper  how 
are  you  going  to  prevent  it  t 
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Senator  Beagan.  If  the  Commission  is  right  in  its  statement  that  the 
Canadian  roads  doing  business  in  this  country  come  under  the  restric- 
tions of  the  law  the  same  as  our  roads  do,  then  I  assume,  Mr.  Roberts, 
that  your  conclusions  are  not  correct,  because  they  could  not  avoid  the 
provisions  of  the  act  by  anything  that  was  intended. to  defeat  its  opera- 
tion, such  as  billing  a  part  of  the  way  and  then  rebilHug.  They  can 
not  do  it  by  change  of  cars  or  by  any  other  arrangement  that  is  de- 
signed to  defeat  the  operation  of  the  act. 

The  Chaibman.  Or  by  handing  over  a  check  after  the  goods  are  de- 
livered t 

Mr.  Bobebts.  Suppose  they  do,  however,  what  are  you  going  to  do 
with  them  t 

Senator  Bbagan.  The  Commission  ^ays  the  remedy  would  be  to  stop 
them  from  dealing  in  our  commerce. 

Mr.  Bobebts.  I  want  to  know  how,  under  the  present  law,  yon  are 
going  to  reach  them  t  You  can  not  prevent  a  road  irom  carrying  goods 
from  here  to  the  Canadian  frontier.  After  it  gets  to  tlie  Cauadiaii  fron- 
tier the  Canadian  road  may  do  with  it  what  it  likes.  It  may  carry  it  or 
not.  Ton  may  remonstrate  as  much  as  you  like,  but  how  are  you  go- 
ing to  control  themt  Now,  understand  me,  I  do  not  assume  that  any 
of  the  Canadian  roads  are  doing  so,  but  until  some  laws  are  passed  that 
will  get  a  more  thorough  grasp  upon  this  character  of  business  than 
anything  existing  at  the  present  time  you  are  powerless  to  control  any 
action  that  the  Canadian  roads  desire  to  take  in  reference  to  traffic 
passing  over  their  lines.  You  are,  I  think,  in  the  same  condition  in 
reference  to  lines  wholly  within  our  commonwealth — roads  in  this  State, 
for  instance,  that  do  not  reach  beyond  the  border  of  the  State.  This  is 
gradually  correcting  itself,  because  we  are  one  people,  and  what  is  to 
the  interest  of  one  State  is  to  the  interest  of  all,  and  I  think  the  States 
will  gradually  conform  to  the  National  Government  in  their  laws,  so 
that  the  conflicts  we  now  have  with  reference  to  national  rights  and 
States  rights  in  transportation  will  gradually  fade  out. 

Senator  Beagan.  There  is  no  disagreement  of  opinion  upon  the  fact 
that  traffic  originating  in  Canada  and  terminating  in  Canada  is  exclu- 
sively under  the  control  of  the  Canadian  Government,  so  that  the  whole 
question  for  us  to  consider  is  the  condition  of  commerce  that  passes 
from  the  Uniced  States  into  Canada  and  from  Canada  back  into  the 
United  States,  and  from  Canada  into  the  United  States  and  from  the 
United  States  back  into  Canada.  As  to  commerce  that  originates  and 
terminates  in  Canada  all  agree  that  it  is  under  the  control  of  the  Cana- 
dian Government.  The  question  before  us  is  that  of  international 
traffic. 

Mr.  Bobebts.  What  control  have  you  over  traffic  that  starts  from 
Chicago  and  goes  to  Montreal  and  there  takes  the  steamer  for  Liver- 
pool t 

Senator  Beagan.  It  is  interstate  commerce  and  goes  partly  through 
our  territory,  and  according  to  the  interstate  law  and  the  decision  of  the 
Interstate  Commerce  Commission  it  comes  distinctively  under  the  in- 
fluence of  our  legislation. 

Mr.  Bobebts.  Suppose  that  for  any  good  reason  a  railroad  wholly 
within  the  Dominion  of  Canada  made  an  arrangement  from  Montreal  to 
Liverpool  by  which  it  subsidized  the  steam-ship  line,  what  would  you 
do  with  it  t 

Senator  Beagan.  We  do  not  assume  to  regulate  rates  for  any  road. 
The  law  does  not  assume  that    But  under  the  law  there  is  this  check 
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upon  them,  that  they  are  compelled  by  itfi  provisions  to  give  notice  of 
their  rates,  so  that  the  other  roads  may  know  what  their  rates  are. 

Mr.  KoBKBTS.  Ou  that  i)ortion  of  the  h'ne  that  is  within  the  United 
States  ranuing  to  the  line.  But  after  they  get  the  traffic  into  Canada 
it  is  wholly  theirs.  .They  can  allow  what  car  mileage  they  like.  They 
can  make  what  arrangement  they  like  in  reference  to  loading  steamers. 
They  can  do  anything  they  desire. 

Senator  Gorman.  Notwithstanding  the  decision  which  Senator  Eea- 
gan  refers  to,  it  has  been  stated  here  that  the  Grand  Trunk  Bailway 
within  the  last  two  months  has  suddenly  increased  its  dead-freight  traffic 
from  20  to  39  pcgr  cent.,  nearly  double,  l^ow,  as  an  expert  in  railroad 
matters,  I  ask  you  if  that  occurred  to  any  of  your  trunk  lines  would  it 
not  seem  to  you  positive  evidence  that  some  advantage  or  drawback  had 
been  given  the  shipper  to  obtain  that  traffic  t 

Mr.  EoBERTS.  Yes,  that  is  generally  the  conclusion  reached.  If  it 
were  one  of  our  roads  we  would  say  that  it  had  been  allowing  some  draw- 
back and  doing  something  that  we  do  not  know  about.  We  would  say 
to  them,  ''The  shippers  will  not  leave  our  line  and  go  to  yours  unless 
you  offer  them  some  inducement." 

Senator  Gorman.  It  has  been  intimated  that  that  is  precisely  what 
has  occurred  on  the  Grand  Trunk  Line ;  that  by  giving  a  drawback  or 
some  inducement  to  the  shippers  they  have  obtained  the  traffic.  Have 
you  any  information  on  that  subject  Y 

Mr.  BoBERTS.  I  have  not.  *  I  do  not  want  anything  that  I  have  said 
here  to  be  taken  in  any  way  as  a  reflection  upon  the  management  of  the 
Grand  Trunk,  because  I  have  the  highest  respect  for  the  managers  of 
that  road.  But  I  want  to  state  clearly  that  the  United  States  Govern- 
ment has  no  possible  control  over  the  ability  of  the  Canadian  roads  to 
regulate  rates  on  foreign  traffic  in  any  manner  they  may  see  fit.  They 
can  subsidize  their  steamers.  They  can  subsidize  a  line  of  steamers  from 
Portland,  and  I  do  not  see  how  you  are  going  to  put  yuur  finger  on 
them ;  you  can  not  get  any  service  on  them. 

Senator  GORMAN,  Would  it  be  a  fair  proposition  to  say  to  the  Cana- 
dian Government  that  ''so  long  as  we  give  your  lines  the  right  to 
transport  goods  within  our  territory,  tiie  cars  to  come  and  go  freely, 
you  must,  by  your  own  legislation,  or  by  an  international  arrangement, 
subject  your  roads  to  the  long  and  short  haul  provisions  and  all  the  con- 
ditions of  the  interstate  commerce  act,  and  give  the  Interstate  Com- 
merce Commission  the  right  to  ascertain  the  facts  with  respect  to  your 
railroads  in  Canada  and  your  steam-ship  lines  just  as  they  have  the 
right  to  ascertain  the  facts  in  the  United  States,  or  else  we  will  exclude 
you  from  participating  in  our  traffic!" 

Mr.  EoBERTS.  And  after  passing  the  laws  that  they  will  enforce 
them  as  rigidly  as  the  Interstate  Commerce  Commission  is  trying  to  en- 
force them  in  the  States  f 

Senator  Gorman.  Yes.    Kow,  is  that  an  unfair  proposition  t 

Mr.  KoBERTS.  I  can  not  say  it  is.  It  tends  to  the  general  reciprocity 
between  the  two  countries,  which  must,  in  my  judgment,  tend  to  the  ad- 
vancement  of  the  interest  of  both  countries. 

Senator  Gorman.  And  it  is  your  opinion  that  it  is  the  only  way  in 
which  you  can  put  the  two  systems  on  an  equality  t 

Mr.  Roberts.  Yes,  because  I  have  failed  to  see  in  my  own  mind  bow 
you  can  control  a  Canadian  line  by  any  legislation  that  you  pass  in  this 
country.  You  can  do  it  to  a  certain  extent.  You  can  do  it  in  reference 
to  through  bills  of  lading,  provided  the  commerce  started  in  this  coun- 
try; not  otherwise.    You  may  probably  control  it  if  the  conuneroe 
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started  in  Liverpool  and  is  carried  under  bond  to  Chicago.  When  it 
gets  into  the  States  yon  canputyoar  finger  on  the  traffic  and  hold  it  for 
violation  of  law,  and  before  it  gets  oat  of  the  State  yon  can  hold  it. 
Bat  oatside  of  that,  if  the  traffic  starts  here  and  crosses  the  boundary 
line  and  gets  on  the  Canadian  line,  the  moment  it  passes  over  that  line 
they  can  do  with  it  what  they  like. 

Senator  Gobhan.  If  it  be  trae,  as  alleged,  that  they  have  steamers 
subsidized  to  the  extent  of  a  half  million  dollars  a  year  from  Halifax 
or  St.  John  to  the  English  ports,  how  much  advant£^^e  would  that  give 
them  in  the  ordinary  course  of  busyiess  over  our  American  lines  in  the 
rates  of  freight  t 

Mr.  BoBEBTS.  It  would  be  a  very  considerable  advantage.  The  abil- 
ity of  railroad  companies  to  control  subsidized  foreign  steam-ship  lines 
and  make  such  arrangements  with  them  as  they  please  would,  if  they 
desired  it,  give  them  the  ability  to  control  the  through  business. 

Senator  Gobman.  This  is  a  subsidy  by  the  English  or  Canadian  Otor- 
emment  that  I  refer  to. 

Mr.  BoBEBTS.  That  would  give  them  full  ability  to  control  the  traffic. 

Senator  Gobmam.  Now,  how  are  we  to  meet  it  from  our  Atlantic 
portsf 

Mr.  RoBEBTS.  As  I  stated  previously,  I  think  it  is  unfair  to  permit 
those  Canadian  lines  to  be  engaged  in  commerce  of  that  character  unless 
they  are  willing  to  bring  themselves  under  the  laws  in  the  manner  you 
indicate ;  either  laws  made  by  their  own  government,  or  the  laws  that 
govern  our  own  railroads,  or  else  that  we  put  our  hands  upon  their 
property  when  in  the  States  if  they  do  not. 

Senator  Gobman.  But  taking  the  trade  from  the  Asiatic  ports;  they 
having  a  line  of  steamers  on  the  Pacific  coast  that  is  about  to  be  inaugu- 
rated and  subsidized  at  the  rate  of  a  million  and  a- half  a  year  to  connect 
with  the  Canadian  Pacific,  which  was  practically  built  by  public  money, 
and  capable  of  reaching  the  tide  on  the  Atlantic  coast  without  touching 
any  American  territory  whatever,  what  in  your  opinion,  then,  will  be 
our  condition  with  respect  to  the  control  of  that  through  trade  from 
China  and  Japan  t 

Mr.  BoBSBTS.  Under  those  arrangements  they  have  the  first  call  on 
that  traffic.    It  could  not  be  otherwise. 

Senator  Gobman.  And  necessarily  would  divert  the  greater  portion 
of  that  trade. 

Mr.  BoBEBTS.  I  would  not  say  divert  the  greater  portion,  but  it  gives 
them  the  first  call  and  control  of  the  traffic.  You  will  notice  by  an 
examination  of  the  map  that  a  portion  of  their  route  passes  through  the 
State  of  Maine  to  reach  a  suitable  Atlantic  port,  and  we  ought  in  some 
way  to  protect  our  railway  interest  in  this  country,  by  holding  a  control 
over  that  traffic  when  it  passes  through  our  States. 

Senator  Gobmax.  In  other  words,  I  understand  you  to  say  that  un- 
less some  general  arrangement  embracing  all  trade  originating  in  the 
United  States  as  well  as  that  coming  through  the  United  States  could 
be  made,  you  would  require  an  adjustment  of  all  those  interests  or  else 
cut  off  their  American  feeders. 

Mr.  BoBEBXS.  I  would.  I  think  it  is  due  to  the  people  in  this  coun- 
try who  have  their  money  invested  in  our  railroads  that  they  should 
not  be  brought  into  such  competition  with  lines  that  are  subsidized  in 
that  manner  by  a  foreign  government.  If  the  American  roads  are  to 
be  brought  into  competition  with  subsidized  Canadian  lines,  then  it  is 
the  duty  of  the  United  States  to  protect  the  American  lines  also.  I 
think  our  citizens  are  entitled  to  just  as  much  aid  from  their  Govern- 
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ment  in  the  pursuit  of  their  avocations  as  the  people  of  Canada,  when 
Congress  insists  on  regalating  one  and  docs  not  regulate  the  other. 

LEaALIZING  POOLINa. 

Senator  Oobman*  Fow,  Mr.  Boberts,  referring  to  yonr  association, 
which  is  an  arrangement, practically^  to  take  the  place,  so  far  as  it  can 
legally,  of  the  pool,  by  adjusting  the  business  between  the  different 
lines,  I  think  Mr.  Depew  and  Mr.  King  and  other  gentlemen  connected 
with  corporations  who  have  given  ^heir  statements  are  of  one  opinion, 
and  that  is  that  it  would  be  to  the  interest  of  tbe  producers  and  con- 
sumers of  the  country  as  well  as  of  the  railroads  if  what  are  known  as 
pools  were  legalized.  I  think  it  was  Mr.  Depew  who  went  so  far  as  to  say 
that  he  was  almost  prepared  to  say  that  if  pools  were  legalized  he  would 
be  willing  to  have  the  rates  which  might  be  agreed  upon  by  the  rail- 
roads approved  by  the  Interstate  Commerce  Commission  before  the  pool 
was  permitted  to  go  into  operation.  What  do  you  say  upon  that  sug- 
gestion f 

Mr.  EoBEBTS.  Our  company  had  reached  the  conclusion  before  the'pas- 
sage  of  the  interstate  commerce  act  that  pools  were  not  exactly  the  best 
thing  for  the  interest  of  our  railways  and  our  company.  We  paid  a  very 
large  sum  of  money  under  the  pools,  but  they  did  not  result  in  what  was 
expected.  We  always  felt  as  if  the  pools  tended  to  suppress  activity  and 
development.  Again,  I  believe  the  tendency  of  pools  was  to  increase 
the  coubtruction  of  competitive  lines.  The  new  lines  that  were  built 
prior  to  the  enactment  of  the  interstate  commerce  law  started  out  gen- 
erally to  cut  rates  until  they  got  a  very  large  percentage  of  the  traffic. 
Then  they  would  come  into  the  pool,  and  would  say,  "  We  have  carried 
10,  or  16,  or  20  per  cent,  of  the  traffic ;  we  must  have  that  or  we  will  go 
out  of  the  pool  and  destroy  all  railroad  property  that  is  in  competition 
with  us."  I  believe  that  our  railroads  in  this  country,  if  the  National 
Government  protects  them  by  proper  legislation  and  the  different 
States  will  treat  them  fairly  in  their  local  legislation  and  the  banking 
interests  of  this  country  will  not  furnish  capital  for  the  promotion  of 
unnecessary  enterprises,  and  none  of  these  matters  are  beyond  what  wo 
might  reasonably  expect,  I  believe  that  our  railroads  will  all  get  into  a 
fairly  prosperous  condition;  but  they  never  can  reach  it  unless  tbe 
country  prospers. 

Senator  Gorma^n.  Now,  by  the  articles  of  association  of  the  trunk 
lines,  approved  February  20, 1889,  with  which  you  are  perfectly  famil- 
iar, did  not  the  railroads  which  signed  that  agreement  practically  enter 
into  a  pool  for  the  division  of  traffic  f  Is  not  that  really  the  object  of 
the  association,  stripped  of  all  verbiage  f 

Wr.  EoBBBTS.  No,  sir ;  it  is  not.  The  object  of  that  association  was 
to  prevent  any  one  company  doing  any  aet  that  would  in  anywise  in- 
jure the  property  of  another  company  without  consultation  with  that 
company,  and  if  they  could  not  agree,  that  they  should  leave  their  dif- 
ferences to  arbitration  before  going  into  a  war  to  destroy  eaoh  other's 
property  ;  that  for  the  purpose  of  protecting  themselves  they  should 
combine  as  a  unit  in  an  effort  to  have  the  interstate  commerce  law 
strictly  enforced  by  all  the  railroads.  There  is  nothing  in  the  articles 
of  agreement  of  the  association  that  in  anywise  says  that  one  road  shall 
carry  20  per  cent,  of  a  certain  amount  of  traffic  and  another  carry  10 
percent.,  and  if  it  does  not  carry  the  20  per.  cent  that  it  will  be  paid 
the  revenue  thereof;  but  the  agreement  does  provide  that  no  road  shall 
make  or  alter  their  rates  or  do  anything  that  will  in  anywise  interfere 
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with  the  interests  of  any  other  line  in  that  direction  without  consulta- 
tion. 

Senator  Gorman.  But  you  go  one  step  beyond  that  so  as  to  insure  to 
the  Brie  road  their  fair  proportion  of  the  trade.  You  give  them  a  dif- 
ferential of  5  or  10  cents  in  order  to  do  that. 

Mr.  Roberts.  We  believe  that  under  that  administration  the  Erie 
road  will  get  a  fair  proportion  of  the  traffic. 

Senator  Gorman.  By  permitting  them  to  have  the  aid  of  a  diflferen- 
tial  of  5  or  10  cents  a  hundred  on  west  bound  freight  f 

Mr.  BoBERTS.  In  reference  to  that,  the  differential  is  the  subject,  as 
well  as  the  rates  themselves,  of  a  full  and  thorough  discussion,  and  it  is 
arrived  at  so  as  to  give  each  line  no  particular  proportion  of  the  traffic, 
but  simply  a  fair  share  of  the  trade  that  is  moving. 

Senator  Gorman.  I  understand  that.  The  suggestion  was  made  by 
these  gentlemen  that  it  would  be  to  the  advantage  of  everybody — to 
the  advantage  of  all  sides — if  practically  such  an  arrangement  were  per- 
mitted by  law,  and  when  approved  by  the  Interstate  Commerce  Commis- 
sioners, could  be  enforced  as  a  part  of  the  act. 

Mr.  BoBERTS.  It  might  be  wise  if  an  organization  of  that  kind  could 
be  legalized  so  that  it  could  be  enforceable  by  one  party  against  the 
other. 

Senator  Gorman.  I  know  the  word  *'  pool "  is  used  a  little  offensively 
and  is  really  misunderstood  by  the  country.  I  meant  to  ask  you  whether, 
in  your  opinion,  it  would  be  advantageous  to  permit  the  railroads  under 
the  law  to  enter  into  a  proper  business  arrangement  as  to  rates,  and 
after  a  contract  was  made  between  the  roads,  wh^n  approved  by  the 
Commissiou,  it  should  be  enforced  by  the  law  f 

Mr.  Boberts.  I  should  not  take  exception  to  a  provision  that  any 
contract  or  traffic  agreement  which  might  be  right  and  proper  between 
railroad  companies  should,  when  approved  by  the  Commission,  become 
enforceable. 

Senator  Gorman.  What  would  be  the  effect  of  such  an  arrangement 
to  the  public  f 

Mr.  BoBKRTS.  I-  do  not  think  it  would  be  bad  5  but  I  am  not  at  all 
prepared  to  admit  that  the  ability  to  pool  the  traffic  of  the  country  at 
competitive  points  and  to  make  those  pools  clearly  enforceable  by  law 
is  a  wise  thing  at  present.  It  may  be  further  on.  We  have  worked 
under  the  pooling  arrangement  for  a  good  while.  Kow  we  are  working 
under  something  else.  I  would  like  to  see  that  given  a  fair  trial.  Let 
the  present  law  be  enforced  gradually.  We  will  soon  discover  the 
weak  points  in  the  law  and  they  can  be  corrected. 

Senator  Blair.  Is  not  the  principle  of  the  pool  that  of  combination ; 
whereas  the  principle  on  which  you  would  operate  a  railroad  is  that  of 
competition! 

Mr.  BoBERTS.  Yes,  sir. 

Senator  Blair.  So  that  the  adoption  of  the  pool  and  legalizing  it 
would  be  legalizing  the  principle  of  the  consolidation  of  railroad  man- 
agement and  the  abandonment  of  competition  among  railroads,  would 
it  not  t 

Mr.  BoBERTS.  Yes,  to  a  certain  extent,  it  would.  Probably  you  are 
stating  it  very  strongly,  though. 

Senator  Blair.  If  I  have  stated  it  too  strongly,  will  you  not  give  us 
your  views  in  regard  to  it  ? 

^  Mr.  Boberts.  I  would  say  that  before  the  passage  of  the  interstate 
commerce  law,  when  we  believed  that  pools  were  legal  and  they  were 
made  as  strong  as  they  could  be,  they  did  not  succeed  in  combining  the 
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t 

railroad  interests  of  the  conntry  in  such  a  manner  ns  to  prodace  what 
is  the  lu^tnral  result  of  combination.  The  hatural  result  of  combination 
IS  the  advancement  of  the  cost  of  the  commodity  to  the  public  who  re- 
quire it. 

Now,  singularly  enough,  the  effect  of  these  pools  seemed  to  be  almost 
in  the  opposite  direction,  and  that  is  one  of  the  serious  difficulties  of 
the  question  of  pooling.  Some  of  the  roads  found  themselves  continu- 
ally paying  money  into  the  pool  with  the  hope  that  the  rates  would  be 
remunerative,  but  found  that  the  rates  were  continually  depressed. 

Senator  Blair.  Was  not  the  reasons  of  these  depressions  of  which 
you  speak  the  fact  that  the  pool  was  broken,  and  not  because  it  was 
kept! 

Mr.  Egberts.  The  pool  was  kept.  The  percentages  were  adjusted 
and  paid  up  to  the  5th  day  of  April,  when  the  law  went  into  effect,  and 
the  accounts  were  closed.  We  find  now  that  the  demoralization  under 
those  pools  was  even  greater  than  it  has  been  since. 

Senator  Blair.  How  do  you  account  for  that  if  the  agreement  that 
was  entered  into  was  kept  by  ail  parties  in  good  faith  f 

Mr.  Roberts.  That  is  one  of  the  questions  that  I  can  not  answer, 
but  none  the  less  the  fact  clearly  exists  that  the  percentages  agreed 
upon  were  paid  by  the  parties.  I  think  the  Pennsylvania  Railroad  paid 
from  $1,500,000  to  $2,000,000' into  the  pool  with  the  hope  that  they 
would  get  iair,  uniform,  and  equitable  rates. 

Senator  Blair.  Is  it  not  a  part  of  the  agreement  in  a  pool  that  there 
shall  be  uniformity  of  rates  f  Were  not  certain  rates  agreed  upon  by 
the  pool  t 

Mr.  Roberts.  Yes,  sir. 

Senator  Blair.  And  ought  not  stability  in  the  observation  of  that 
part  of  the  agreement  to  have  gone  in  equal  step  with  the  payment  of 
the  balances  f 

Mr.  Roberts.  It  should  have. 

Senator  Blair.  Then,  if  there  was  unsteadiness  in  the  tariffs,  is  it 
not  an  admission  in  that  regard  that  the  pool  was  broken  t 

Mr.  Roberts.  Yes,  sir. 

Senator  Blair.  You  perhaps  confound  my  question  as  relating  only 
to  that  portion  of  tlie  pool  which  regards  the  payment  of  what  roads 
like  your  own  had  agreed  to.  The  pool,  as  I  understand  it,  embraced 
not  only  that  stipulation,  but  had  as  the  foundation  of  it  that  certain 
tariffs  should  be  observed  by  all  the  parties.  Now,  when  that  part  of 
the  agreement  is  abandoned  the  pool  is  abandoned  and  the  effect  de- 
stroyed, is  it  not! 

Mr.  Roberts.  Practically  no.    The  pool  held  together. 

Senator  Blair.  You  mean,  I  suppose,  that  those  who  paid  balances 
held  to  their  part  of  the  agreement  f 

Mr.  Roberts.  Yes. 

Senator  Blair.  Then  the  pool  was  gone,  was  it  not  f 

Mr.  Roberts.  It  was  gone  as  far  as  reaching  the  result  desired  was 
concerned,  but  it  was  not  gone  so  far  as  reaching  the  other  result  of 
paying  money  by  the  stronger  lines,  like  the  Pennsylvania,  into  the 
X)ool. 

Senator  Blair.  What  is  a  pool,  as  you  understand  it,  Mr.  Roberts  f 

Mr.  Roberts.  It  is  an  association  of  railroad  companies  for  the  pur- 
pose of  a  proper  division  of  the  traffic  at  competitive  points,  and  thjs 
maintenance  of  equitable  rates  that  may  be  agreed  upon. 

Senator  Blair.  Now  as  long  as  they  did  that  in  good  faith  was  not 
the  effect  beneficial  f 

Mr.  BoBERTQ.  It  should  have  been. 
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Senator  Blaib.  Then  the  violation  of  that  agreement  by  somebody 
in  some  way  produced  a  harmfal  effect! 

Mr.  BoBEBTS.  Yes,  sir. 

Senator  Blaib.  Then  does  it  not  follow  that  if  the  pi-inciple  of  the 
pool  is  combination  and  the  pool  is  kept,  that  combination  is  the  true 
principle  to  do  bosiness  upon  rather  than  competition  among  roadM  f 

Mr.  ROBEBTS.  No,  sir;  it  is  not.  There  is  too  mach  logic  in  your 
qnestions  for  me  to  agree  with  your  deductions. 

Senator  Blaib.  If  the  situation  will  not  admit  of  logic,  perhaps  there 
may  be  some  other  explanation*  Yon  are  opposed  to  i>ools,  and  yet  you 
say  that  when  the  pool  was  observed  it  had  good  results. 

Mr.  BoBEBTS.  When  all  its  parts  were  observed  it  had  good  results. 

Senator  Blaib.  It  is  not  a  pool  when  it  is  broken  in  part,  then  f 

Mr.  BoBEBTS.  Yes,  sir.  A  cpntract  may  be  observed  in  part  and 
still  be  broken  in  part. 

Senator  Blaib.  It  was  a  pool,  then,  which  was  broken  in  part  f 

Mr.  BoJBEBTS.  It  was  kept  in  that  way,  a  contract  with  some  provision 
violated. 

Senator  Blaib.  Is  it  not  apparent,  Mr.  Boberts,  that  a  contract  vio- 
lated by  one  or  more  parties  to  it,  ])ersisteutly  and  continually,  ceases 
to  be  a  contract  for  its  natural  and  anticipated  operation  f 

Mr.  BoBERTS.  It  is.  But  you  can  conceive  of  a  contract  which  has 
various  clauses,  and  which  is  broken  in  some  one  part,  so  that  some  of 
the  parties  to  it  could  say,  ^<  We  will  not  observe  the  contract  thus 
broken,"  but  yet  might  not  think  it  wise  to  do  so. 

Senator  Blaib.  I  am  speaking  of  the  actual  condition  of  the  old  pool 
after  any  of  its  members  violated  part  of  its  provisions.  I  am  speak- 
ing of  a  theory  of  doing  business  which  you  embodied  in  the  old  pool 
with  good  results  until  parties  to  the  pool  violated  it.  Others  of  course 
may  have  kept  their  agreement  and  waived  the  violation  on  the  part 
of  their  associates,  for  ^ar  it  might  become  still  worse;  and  you  did  so, 
as  I  understand.  But  to  get  at  the  true  theory  of  railroad  management 
is  the  real  question.  Now,  I  understand  that  those  pool  arrangements, 
taking  the  railroad  system  of  the  country  as  it  is,  when  they  were  kept, 
operated  to  the  advantage  of  all ;  and  it  was  only  when  they  were 
violated  that  the  injury  came.    Now,  I  understood  you  to  say 

Mr.  BOBEBTS.  1  would  hardly  subscribe  to  the  statement  that  when 
the  pools  were  kept  they  operated  to  the  advantage  of  all.  I  believe 
they  operated  to  the  advantage  of  producing  more  money  for  the  time 
being;  but  they  tended  to  suppress  the  proper  development  of  the  in- 
dustries of  the  line.  It  did  not  require  much  effort,  on  the  part  of  our 
company,  to  get  its  allotted  percentage  of  the  traffic ;  and  it  would  thus 
tend  to  prevent  the  development  of  the  traffic  of  the  corporation  to 
be  restricted  to  any  fixed  amount.  That  is  one  of  the  difficulties  and 
one  of  the  points  that  was  in  my  mind  as  against  the  theory  of  pools. 

Senator  Blaib.  So  that  you  would  not  be  willing  to  adopt  as  the 
general  principle  of  railroad  management  that  of  combination  rather 
than  of  competition  among  the  roads  t 

Mr.  BOBBBTS.  No,  sir ;  I  prefer  well  regulated  competition  under  clear 
and  proper  laws  governing  both  the  transportation  interests  and  the 
shipper;  I  believe  that  is  preferable  to  any  pooling  system  for  the  de- 
velopment of  the  country  and  the  stability  of  rates. 

Senator  Blaib.  Then  I  suppose  that  we  might  assume  that  it  is  your 
opinion  as  representing  the  greatest  railroad  in  the  world,  probably, 
that  the  pooling  system  is  on  the  whole  a  bad  system,  and  that  there  is 
a  better  one  1 
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Mr.  Egberts.  I  believe  under  well-regulated  laws  that  the  trans- 
portation Interests  could  be  governed  better. 

Senator  Blair.  I  would  like  to  ask  you  a  question  in  regard  to  the  rela- 
tion between  local  traffic  and  the  through  traffic.  Which  is  of  the  greater 
consequence  to  the  leading  railroads  of  the  country,  their  local  tiuffic  or 
their  through  traffic! 

Mr.  Roberts.  The  local  traffic  is  of  greater  consequence  to  the  rail- 
roads. It  is  greater  in  volume ;  but  I  am  not  prepared  to  believe  that 
the  profits  on  the  local  traffic  are  as  great  as  the  profits  upon  the  through 
traffic. 

Senator  Blair.  Could  you  give^us  an  idea — of  course  not  very  accu- 
rately, but  still  an  idea — of  the  relative  importance  of  the  local  traffic  of 
your  road,  for  instance,  as  compared  with  the  through  trafflcf 

Mr.  KoBERTS.  What  we  define  as  local  traffic  upon  our  system  of 
lines  is  about  90  per  cent,  of  the  entire  traffic  carried. 

Senator  Harris.  Do  you  mean  in  volume  f 

Mr.  EoRERTS.  In  tons. 

Senator  Blair.  And  how  as  to  net  income  to  the  treasury  of  the  road  t 
.  Mr.  Roberts.  I  do  not  think  we  keep  our  accounts  in  that  way.  I 
do  not  remember. 

Senatx)r  Blair.  Of  course  the  net  income  must  be  very  large  if  your 
local  traffic  is  nine-tenths  of  the  whole  traffic  in  volume.  li^ow,  yon 
were  speaking  as  to  your  belief  that  if  the  railroad  system  of  Ganada 
and  that  of  the  United  States  were  placed  under  the  same  general  laws 
and  regulations,  our  railroads  could  compete  successfully  with  those  of 
Ganada,  and  you  spoke  as  though  we  might  then  be  obliged  to  rely 
upon  our  superior  capacity  in  doing  the  business  to  secure  the  traffic 
That  being  so,  what  is  the  prospect  of  continuing  that  competition  ad- 
vantageously with  the  Ganadian  railroads  if  we  go  on  and  develop  a 
local  traffic  for  those  Ganadian  railroads  in  the  future,  of  which  they 
are  now  practically  destitute  f  Suppose,  for  instance,  the  Ganadian 
Pacific  Railroad  is  now  so  situated  that  you  regard  a  change  in  condi- 
tions and  the  equalizing  of  conditions  necessary  in  order  to  live  in  com- 
petition, and  by  introducing  those  conditions  we  proceed  to  give  them 
nine  times  as  much  local  traffic  as  they  now  have,  and  the  rates  are 
upon  an  equality  with  reference  to  their  local  system,  would  there  be 
any  prospect  that  we  could  then  continue  to  compete  with  those  roads  T 

Mr.  Roberts.  Yes,  sir,  under  proper  regulations  and  laws,  without 
the  interference  of  governmental  assistance  such  as  the  Ganadian  Pa- 
cific has  been  given  by  the  Ganadian  Government. 

Senator  Blair.  But  take  the  existing  Ganadian  roads.  They  have 
been  subsidized  to  such  an  extent  by  the  Ganadian  Government  that 
it  is  impossible  for  a  road  with  private  capital  to  compete  with  them, 
even  if  the  Ganadian  roads  are  placed  under  the  same  restrictions  and 
regulations  as  the  American  roads. 

Mr.  Roberts.  Yes,  sir;  but  that  is  to  be  guarded  against. 

Senator  Blair.  How  can  that  be  guarded  against  f 

Mr.  Roberts.  Well,  as  I  said  before,  I  think  that  it  is:  a  matter  to 
be  approached  gradually ;  it  is  a  little  farther  ahead.  The  development 
of  the  local  business  and  the  prosperity  of  the  Ganadian  roads  have  not 
become  so  great  as  yet  for  us  to  have  any  serious  feeling  as  to  the  effect 
of  their  competition,  but  probably  it  would  come  in  a  very  reasonable 
period  of  time.  I  take  it  that  the  increase  of  local  prosperity  upon  oor 
own  lines  will  be  very  much  greater  than  upon  the  Ganadian  roads.  I 
do  not  believe  the  Ganadian  roads  will  ever  catch  up  to  us.    Therefore^ 
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if  you  will  remember,  I  said  I  did  not  think  it  woald  be  wise  to  take 
radical  steps  as  yet. 

Senator  Blair.  Now,  upon  another  point,  Mr.  Boberts.  Allnsion  is 
made  to  the  traffie  in  given  States  as  exempt  from  the  operation  of  the 
interstate  commerce  law.  Are  you  able  to  regulate  the  tarifis  of  fares 
and  freights  within  the  State  of  Pennsylvania  without  relation  to  tar- 
iffs of  fares  and  freights  within  amd  without,  or  in  other  words,  without 
relation  to  the  interstate  charges  of  transportation  f 

Mr.  KoBBBTS.  No,  sir ;  we  are  peculiarly  affected.*  In  the  State  of 
Pennsylvania  a  law  of  the  Commonwealth  enacted  the  long  and  short 
haul  clause,  in  our  case,  as  it  is  popularly  known. 

The  Ghaibican.  That  was  a  good  while  ago. 

Mr.  BoBEBTS.  Yes,  sir. 

The  Ghaibman.  Suppose  that  not  to  have  been  the  case — and  I  sup- 
pose it  is  not  the  case  in  New  York,  unless  it  is  the  law  here  limiting 
the  maximum  of  charge  to  passengers,  and  that  it  is  similar  to  the  con- 
dition in  the  country,  generally  speaking,  with  respect  to  traffic  within 
tiie  States — are  not  the  interdependencies  of  the  traffic  such  in  the 
country,  as  a  whole,  that  the  charges  upon  interstate  traffic  involve  the 
charges  upon  State  traffic f 

Mr.  BoBEBTS.  Yes,  sir;  thenational  law,  through  its  ramifications,  so 
affects  the  various  properties  that  the  independence  of  auy  particular 
piece  of  property  lying  wholly  within  a  Gommonwealth  is  almost  de- 
stroyed. It  has  little  opportunity  of  asserting  its  absolute  independence, 
and  if  it  does  so  it  is  generally  met  by  the  interstate  law,  saying  ^<  you 
are  independent  of  us  in  that  matter  but  not  upon  this,"  and  couse- 
quently  the  national  law  brings  the  Pennsylvania  system  under  its  con- 
trol. 

The  Ghaibman.  And  generally  the  railroad  systems  of  the  country 
come  under  the  operation  of  this  law. 

Mr,  BoBEBTS.  Very  largely. 

The  Ghaibman.  I  would  like  you  to  furnish  the  committee  hereafter 
with  a  statement  of  the  rates  of  freight  over  your  road  between  Ghicago 
and  New  York  for  the  last  ten  years. 

Mr.  BoBEBTS.  I  will  do  so.    The  statement  is  as  follows: 

StaUment  of  rate  per  ion  per  mile  from  Chicago  to  New  York  over  the  Pennsylvania  Bail- 

road. 


C«nt8. 

1S79 6.73 

1880 8.94 

1881 6.79 

1888 7.56 

1883 8.98 


Centa. 
1884 7.90 

1885 6.28 

1886 a  90 

1887 8.00 

1888 6.57 
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The  following  statement  shows  for  each  year  since  1865  the  number 
of  tons  of  freight  moved  one  mile,  the  rate  per  ton  per  mile,  and  the 
amount  of  redaction  in  any  given  year,  compated  on  the  difference 
between  the  rate  in  that  year  and  that  which  was  charged  in  1865,  over 
the  Pennsylvania  Kailroad  Division,  between  Philadelphia  and  Pitts- 
burgh: 


1865 

1866 

1867 

1868 

I860 

1870 

1871 

1872 

1873 

1874 

1875 

1876 

1877, 

1878 

1870 

1880 

1881 

1882 

1883 

1884 

1885 

1886 

1887 

1888 


Total  reduction  for  twenty-thiwe  jean. 


Total  tons  one 
mile. 


420. 
613, 
665, 
676, 
762, 
825, 
1,011, 
1,18U, 

1,384, 
1,373, 

1,47». 
1,620, 
1,4W. 
1.732, 
2,136. 
2,208, 
2.656, 
2,870. 
2,006. 
3,082, 
3, 318, 
3, 389, 
3,067, 
4,364, 


060,260 
102,181 
657,813 
775,660 
711, 312 
070,602 
802,207 
144,036 
831,070 
666,076 
414,466 
742,021 
708,108 
003. 131 
708,887 
917,823 
438,764 
6i2,701 
802,667 
400,066 
466,263 
760,683 
601,512 
407,278 


A.rpt%g» 

rate  per  md 

per  mile. 


2.666 
2.282 

2.002 
L006 
1.718 
1.540 
1.380 
1.416 
1.416 
1.256 
1.058 
0.882 
0.080 
0.018 
0.706 
0.880 
0.700 
0.817 
0.810 
0.740 
0.627 
0.605 
0.670 
0.634 


Amount  of  redno- 
tlon  each  year, 
com  pa  ted  on 
rate  of  1886. 


$1,066, 
3,241, 
6,120, 
7,128, 
9,217, 
12,011, 
U.8M, 
17.286, 
10,363, 
23,774, 
28.805. 
26.187, 
30,258, 
:{0,036, 
41, 024, 
40,550, 
63. 2l3r 
66,322, 
60,338. 
67,630, 
66,776, 
78,064, 
88,641, 


181.35 
210.27 
136.60 
176.12 
033.36 
744.66 
800.01 
66L31 
104.36 
180.47 
326.03 
840.64 
004.70 
088.01 
064.22 
487.34 
040.11 
636.79 

124.  ra 

842.44 

460.79 
160.17 
112.82 


700,600,313.00 


Decrease  of  over  76  per  cent,  in  rate  per  ton  per  mUe^  twenty>tliree  yeara. 

STATEMENT  OP  WILLIAM  C.  VAN  HOBNE. 

Mr.  William  O.  Van  Hobne,  president  of  the  Canadian  Pacific  Rail- 
way Company,  appeared. 

The  Chairman.  You  are  the  president  at  this  time,  I  believe,  of  the 
Canadian  Pacific  Railway  Company,  are  yon  not  t 

Mr.  Van  Horne.  Yes,  sir. 

The  Chairman.  Where  do  yon  reside  f 

Mr.  Van  Horne.  In  Montreal. 

The  Chairman.  Have  you  become  a  citizen  of  that  Dominion  t 

Mr.  Van  Horne.  Yes ;  but  becoming  a  citizen  of  Canada  is  a  very 
different  thing  from  becoming  a  citizen  of  the  United  States.  You  are 
not  required  there  to  forswear  your  allegiance  to  your  native  country. 
If  1  returned  to  the  United  States  I  would  owe,  of  course,  no  further 
allegiance  to  Canada. 


THE  CANADIAN  PACIFIC  LINES. 

Tlie  Chairman.  Will  you  ple^^e  describe  to  the  committee  the  vari- 
ous lines  of  your  railroad,  the  termini  and  connections,  water  and  rail  T 

Mr.  Van  Horne.  The  main  line  extends  from  Quebec,  by  way  of 
Montreal,  Ottawa,  Winnipeg,  to  Vancouver  on  the  Pacific  coast,  a  dis- 
tance of  2,905  miles. 

The  Chairman.  That  is  what  you  call  the  main  line  t 
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Mr.  Van  Hobns.  Yes,  sir.  In  addition  to  that  we  have  a  line  ex-, 
tending  from  Montreal,  by  way  of  Toronto,  to  St.  Thomas  and  London, 
in  Ontario,  which  line  is  being  at  present  extended  from  London  to  the 
Detroit  Eiver  tp  make  a  connection  there  with  the  Wabash  Railway. 
We  have  a  leased  line  from  Montreal  across  the  State  of  Maine  to  Mat- 
•  tawamkeag,  in  that  State.  Mattawamkeag  is  56  miles  from  the  eastern 
boundary  of  Maine.  That  line  is  practically  continued  to  a  connection 
with  the  railway  system  of  New  Brunswick,  and  by  a  trackage  arrange* 
ment  we  are  a  joint  user  of  the  Maine  Central  Kail  way.  That  affords 
a  short  line  between  the  maritime  provinces  and  Montreal.  That  line 
is  not  yet  in  operalion,  but  will  be  in  two  or  three  weeks. 

The  Qhaibman.  Where  will  be  the  final  terminus  of  that  line  t 

Mr.  Van  Hobne.  It  is  practically  completed  now.  The  real  termi- 
nus of  the  railway  leased  by  the  company  is  Mattawamkeag.  We  go 
56  miles  farther  over  the  Maine  Central. 

The  Chaibmak.  Where  does  that  New  Brunswick  system  carry  you  f 

Mr.  Van  Hoenb.  -That  carries  us  to  St.  John  and  Halifax. 

The  Chairman.  So  that  when  those  links  are  filled  in  you  will  have 
a  line  from  Puget  Sound  to  ^t.  John  or  Halifax. 

Mr.  Van  Hoene,  Yes^  it  is  practically  a  line  to  Halifax,  although 
we  have  to  depend  upon  other  lines  from  Maine  eastward.  We  have  a 
branch  line  from  Sudbury  Junction  to  Sault  Ste.  Marie,  connecting  with 
the  American  railway  system  at  that  point.  We  have  quite  a  number 
of  local  branch  lines  of  various  descriptions. 

The  Chairman.  Where  are  they  f 

Mr.  Van  Hoene.  Do  you  want  all  the  branches,  however  short  f 

The  Chairman.  Yes ;  if  they  are  branches  in  the  United  States. 

Mr.  Van  Horne.  Ko  ;  these  are  local  Canadian  lines.  The  only  line 
we  have  in  the  United  States  is  this  leased  line  that  I  speak  of,  running 
part  way  across  the  State  of  Maine. 

The  Chairman.  Making  a  part  of  yonr  main  line  1 

Mr.  Van  Hobne.  Yes,  sir. 

the  "  SCO  "  LINES. 

The  Chairman.  Have  you  or  not  a  branch  line  or  a  feeder  from  Min- 
DeajM)lis  to  the  Sault  Ste.  Marie  f 

Mr.  Van  Horne.  No,  sir.  There  are  two  independent  railway  lines 
connecting  with  us  at  the  Sault  Ste.  Marie;  one  leading  to  Minneapolis 
and  the  other  to  St.  Paul,  in  which  some  of  the  friends  of  the  Canadian 
Pacific  Company  had  to  take  an  interest,  in  one  case  at  least,  to  help  to 
complete  the  railroad. 

The  Ohaibican.  Is  it  not  true  that  the  Canadian  Pacific  controls  that 
road  now  t  * 

Mr.  Van  Hobne.  Not  the  Canadian  Pacific  Railway  Company.  I 
presume  the  iriends  of  the  Canadian  Pacific  Railway  Company  hold  a 
majority  of  the  common  stock. 

Senator  Reagan.  In  both  roads  f 

Mr.  Van  Hobne.  In  both  roads. 

The  Chaibman.  Who  owns  the  bridge  there  at  the  Sault  Y 

Mr.  Van  Hobne.  The  Sault  Ste.  Marie  Bridge  Company,  an  Ameri- 
can company,  nominally.  It  is  owned  one-half  by  the  Canadian  Pacific 
Railway  Company.  One-fourth  is  owned  by  the  Minneapolis,  St.  Paul 
and  Sault  Ste.  Marie  Railroad  Company,  and  one-fourth  by  the  Duluth, 
South  Shore  and  Atlantic  Railway  Company, 

The  Chaibman.  Who  owns  that  road! 
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Mr.  Van  Hobne.  It  is  the  old  Marquette,  Hoaghton  and  Ontonogau 
Eailroad  witli  some  extensions  and  additions.  It  is  a  line  ranning  from 
the  Sanlt  Ste.  Marie  to  Dolnth.  The  friends  of  the  Canadian  Pacific, 
hold  quite  a  large  interest  in  its  common  stock,  probably  a  little  more 
than  one-half. 

TDb  Chairman.  So  that  in  fact  the  Canadian  Pacific  controls  the 
bridge  through  its  control  of  other  roads,  and  controls  those  two  lines 
of  railroad. 

Mr.  Van  Hobne.  The  Canadian  Pacific  does  not  control  the  two 
lines  of  railroad.    It  controls  or  owns  a  half  interest  in  the  bridge. 

The  CHAiBMAijr.  You  say  this  other  road  is  practically  controlled  by 
the  Canadian  Pacific,  and  they  own  a  one-fourth  interest  in  the^bridge  t 

Mr.  Van  Hobne.  it  is  controlled  by  parties  interested  in  the  Cana- 
dian Pacific.  In  one  case  they  were  assisted  temporarily  by  the  Cana- 
dian Pacific. 

The  Chaibman.  Is  it  not  now,  for  all  practical  purposes,  substantially 
under  the  control  of  the  Canadian  Pacific  Eailroad  t 

Mr.  Van  Hobne.  It  is  not. 

The  Chaibman.  Well,  what  are  your  relations  to  itt 

Mr.  Van  Hobne.  They  are  friendly  connections.  Their  interests  are 
directly  with  us.  As  far  as  the  South  Shore  line  is  concerned  there  is 
another  connection.  It  connects  with  the  Michigan  Central  and  with 
the  Pennsylvania  system,  and  it  works  freely  with  any  connections.  I 
may  make  the  situation  a  little  clearer  by  explaining  that  the  action  of 
the  friends  of  the  Canadian  Pacific  in  respect  of  these  two  lines  was 
first  brought  about  by  the  necessity  of  having  to  assist  the  Minneapolis 
people  in  completing  their  line.  They  ran  out  of  money.  The  CansMdian 
Pacific  had  built  a  line  nearly  200  miles  in  length  for  the  purpose  of 
making  this  connection,  and  it  would  havo  been  a  very  serious  matter  for 
us  to  have  the  work  on  this  Minneapolis  line  stopped  for  want  of  money. 
Therefore  some  of  the  friends  of  the  (^anadiaii  Pacific  Company  came  to 
their  assistance,  and  in  the  case  of  the  Duluth,  South  Shore  and  Atlan- 
tic Company  they  were  actuated  partly  by  the  desire  to  protect  the 
money  tbey  had  put  in  the  Minneapolis  line  and  partly  by  a  desire  to 
head  off  the  Grand  Trunk  road,  and  prevent  it  from  building  to  Sault 
Ste.  Marie. 

The  Chaibman.  Then,  the  relation  of  the  Canadian  Pacific  to  those 
two  railroads  is  different  from  its  relation  toother  roads  in  which  it  has 
no  capital  invested,  is  it  not  t 

Mr.  Van  Hobne.  I  do  not  know  to  what  extent  we  could  control  it. 
I  have  no  doubt  that  in  matters  affecting  the  interest  of  the  Canadian 
Pacific  the  friends  of  that  company  who  have  an  interest  in  these  other 
companies  would  naturally  work  with  the  Canadian  Pacific.  We  have 
never  had  any  occasion  to  use  afiy  control  or  to  attempt  to  exercise  any 
control. 

The  Chaibman.  So  that  they  are  entirely  free  and  independent  cor- 
porations f 

Mr.  Van  Hobne.  Yes,  sir;  except  when  they  are  hard  up  and  want 
some  of  our  people  to  lend  them  some  money. 

The  Chaibman.  Who  are  the  directors  of  these  two  roads,  if  you  can 
name  them  f 

Mr.  Van  Hobne.  I  can  not  name  them.  In  a  general  way  I  think  I 
might  name  them.  I  do  not  think  any  of  them  are  in  the  Canadian 
Pacific.  In  the  case  of  the  Duluth,  South  Shore  and  Atlantic  I  think 
Sir  Donald  Smith,  Sir  George  Stephen,  and  myself  are  on  the  board, 
and  likewise  on  the  Canadian  Pacific  board. 
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Tho  Chairman.  Aud  ou  each  of  the  other  boards  t 

Mr.  Van  Hobne.  No;  this  is  ou  the  Dalath,  Soath  Shore  and  At- 
lantic. I  do  not  think  any  of  our  people  are  on  the  board  of  the  Min- 
neapolis, St.  Puul  and  Sault  Ste.  JUarie.  > 

The  Chairman.  Are  any  of  your  stockholders  f 

Mr.  Van  Borne.  I  do  not  think  auy  of  our  stockholders  ^re  oi  the 
board  of  the  Minneapolis,  St.  Paul  and  Sault  Ste.  Marie. 

The  Chairman.  Who  is  the  president  of  the  Minneapolis,  St.  Paul 
and  Sault  Ste.  Marie  f 

Mr.  Van  Hobne.  General  Washburn. 

The  Chairman.  And  who  is  president  of  the  other  road  t 

Mr.  Van  Horne.  Mr,  McMillan.  They  are  both  United  States  Sena- 
tors, I  believe. 

The  Chairman.  So  you  say  you  do  not  undertake  to  control  them 
nor  they  you. 

Mr.  Van  Horne.  No,  sir ;  we  have  never  had  any  case  of  that  kind. 
No  cases  have  ever  come'up,  so  far,  where  our  interests  have  conflicted. 

THE  TRAFFIC  OF  THE  CANADIAN  PACIFIC. 

The  Chairman.  I  will  ask  you  to  describe  your  traffic  in  general 
terms — Canadian,  United  States,  and  foreign. 

Mr.  Van  Horne.  The  chief  traffic  of  the  Canadian  Pacific  Railway 
is  the  local  Canadian  traffic,  strictly  Canadian  traffic,  probably  amount- 
ing to  90  per  cent,  of  the  whole. 

Senator  Harris.  In  tonnage  or  revenue  f 

Mr.  Van  Horne.  Both. 

The  Chairman.  The  chief  traffic,  you  say,  is  the  local  traffic  in  your 
country  t 

Mr.  Van  Horne.  Yes ;  I  include  in  that  such  traffic  as  cotton  goods 
from  Canadian  points  to  China — freight  originating  in  Canada  and  car- 
ried over  the  Canadian  Pacific,  not  in  any  way  relating  to  the  United 
States.  We  have  very  little  State  to  State  business  passing  by  way  of 
the  Detroit  frontier  or  crossing  the  Detroit  or  St.  Clair  Eivers.  We 
have  some  States'  traffic  connected  with  the  two  lines  west  of  the  Sault 
Ste.  Marie.    It  is  not  a  paying  traffic,  and  we  have  not  sought  it. 

The  Chairman.  Where  does  it  go  when  you  carry  itt 

Mr.  Van  Horne.  We  carry  it  by  way  of  Montreal  to  Newport,  Vt., 
and  there  we  hand  it  over  to  the  Boston  and  Lowell.  I  will  say,  in 
connection  with  the  Canadian  lines,  that  the  company  has  a  controlling 
influence  in  the  line  extending  from  the  St.  Lawrence  River  to  Newport, 
in  Vermont.  That  railway  runs  a  short  distance  into  Vermont  and  out 
again  into  Canada  and  then  back  again  into  Vermont.  Its  construc- 
tion was  forced  that  way  by  the  topography  of  the  country'.  This  new 
England  business  that  is  got  from  Minneapolis  and  St.  Paul  aud  that 
district  partly  goes  by  way  of  Newport  to  Boston  over  the  Boston  and 
Lowell  Railway,  aud  is  partly  delivere<l  to  the  Canada  Atlantic  Rail- 
way, in  Canada,  and  St.  Polycari>,  and  reaches  New  England  points  by 
way  of  the  Central  Vermont. 

Senator  Blair.  That  is  Minneapolis  business  f 

Mr.  Van  Horne.  Yes ;  Minneapolis  business.  We  practically  do  no 
business  to  Dulnth. 

Senator  Blair.  By  what  lines  does  it  proceed  from  Newport,  Vt., 
to  Boston  t 

Mr.  Van  Horne.  By  the  Boston  and  Lowell.    Some  business  goes 
by  way  of  the  White  Mountain  notch,  over  the  Portland  and  Ogdeus- 
burg  Railroad.    Some  of  that  business  goes  by  the  line  I  spoke  of  in 
the  State  of  Maine.    For  iustance,  the  Sangor  busings  goes  that  wa7t« 
6543 16 
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We  have  a  little  State  to  State  traffic  over  some  of  the  eastern  districta 
and  some  from  the  Mississippi  Valley  and  some  from  Seattle,  and  a 
very  small  amount  to  and  from  San  Francisco.  That  amounts  to  but 
little.    We^lo  not  seek  the  business. 

The  Chairman.  Is  that  done  by  steamer  t 

Mr.  Van  Hobne.  That  goes  by  steamer.  We  have  no  rail  connec- 
tion on  the  Pacific  coast. 

The  Chairman.  That  goes  under  an  arrangement  for  bonding. 

Mr.  Van  Horne.  It  is  bonded.  The  steam-ship  line  rnuning  from 
Vancouver  to  San  Francisco  is  an  American  line. 

The  Chairman.  What  proportion  of  your  traffic  is  taken  from  the 
United  States,  at  any  place  f 

.  Mr.  Van  Horne.  And  destined  to  United  States  points  again  T    Do 
you  mean  State  to  State  traffic  f 

The  Chairman.  How  much  tonnage  do  you  get  that  originate  in  the 
United  States  f 

Mr.  Van  Horne.  Excluding  coal  it  is  very  small.  I  intended  to 
have  had  the  figures  for  that,  showing  the  exact  business,  but  oor  ac- 
counts, I  find,  are  not  kept  with  a  view  to  showing  it.  It  is,  however,  a 
very  inconsiderable  proportion. 

The  Chairman.  Can  you  furnish  thatt 

Mr.  Van  Horne.  Yes,  sir. 

The  Chairman.  At  the  same  time  can  you  furnish  the  amount  of  traf- 
fic that  you  bring  into  the  United  States,  showing  where  it  comes  from  ? 

Mr.  Van  Horne.  Yes,  sir;  that  is  mainly  lumber.  The  statement  is 
as  follows  : 

FREIGHT  STATISTICS,  1888. 

Founds. 

Enropean  freight  via  United  States  to  Canadian  points 14,740,320 

United  States  freight  to  Canadian  points 359,i;32,990 

Canadian  freight  to  Europe  via  United  States 17,714,860 

Canadian  freight  to  United  States 583,036,618 

COMPETITION  WITH  AMERICAN  LINES. 

The  Chairman.  For  what  traffic  do  you  compete  with  the  American 
lines  f 

Mr.  Van  Korne.  We  compete  with  the  American  lines  for  ail  this 
traffic  I  have  described,  and  we  also  compete  with  them  for  our  own 
Ganadiau  traffic,  that  is,  traffic  passing  from  Ontario  to  Manitoba,  or 
possibly  it  might  be  more  accurate  to  say  that  they  compete  with  us 
there.    They  keep  our  rates  very  low. 

Senator  Platt.  You  think  they  do  not  get  much  of  it,  do  you  I 

Mr.  Van  Horne.  They  keep  our  rates  pretty  well  down. 

The  Chairman.  Do  you  have  any  part  with  American  roads  in  deal- 
ing in  differentials  f 

Mr.  Van  Horne.  I  think  there  is  some  dealing  in  differentials  with 
regard  to  the  passenger  traffic  on  the  Pacific  coast. 

The  Chairman,  Do  you  on  Oregon  traffic,  for  instance  T 

Mr.  Van  Horne.  I  think  at  Portland,  Oregon,  but  not  Puget  Sound 
points. 

The  Chairman.  Do  you  get  the  benefit  of  it  t 

Mr.  Van  Horne.  Yes,  sir. 

The  Chairman.  What  is  it,  if  you  know  t 

Mr.  Van  Horne.  I  do  not  remember  what  it  is. 

The  Chairman.  You  have  a  differential  also  on  your  San  Francisco 
traffic,  have  you  not? 

Mr.  Van  nouNE.  Yes ;  I  do  not  know  whether  that  applies  to  freight 
or  not,  but  it  does  not  count  for  much  anyway,  because  we  do  not  do 
mnob  freight  business  there. 
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The  Ohairiian.  Does  it  apply  to  passeogers  f 

Mr.  Yan  Hobnb.  I  think  it  applies  to  passengers,  and  probably  to 
freight. 

The  Ghaibman.  You  do  not  know  what  that  is  ! 

Mr.  Van  Hobnb.  I  think  it  is  the  same  differential  as  to  Portland.  I 
am  nnder  the  impression  that  it  is  $10  for  first-class  passengers  and  $5 
for  second  class. 

The  Ohaibman.  Why  is  it  so  large  ! 

Mr.  Van  Hobnb.  For  that  distance  it  is  not  a  large  differential.  It 
is  not  as  mach  relatively  as  the  differentials  existing  between  the  Amer- 
ican lines. 

The  Ghaibman.  To  where  is  the  freight  that  you  get  at  Ban  Fran- 
cisco and  Portland  defined  f    ' 

Mr.  Van  Hobnb.  It  is  mostly  for  Boston. 

The  Ohaibman.  What  is  the  character  of  it ! 

Mr.  Van  Hobnb.  Wool  and  hides.  We  carried  a  little  sugar  at  one 
time  for  Mississippi  Valley  points,  but  that  was  carried  for  some  spe- 
ciiJ  reason.  I  do  not  now  remember  what  it  was.  It  was,  however, 
only  a  small  amount,  and  carried  for  a  short  time. 

HISTOBY  OP  THE  CANADIAN  PACIFIC. 

The  Ohaibman.  Will  you  please  to  inform  the  committee  as  to  the 
origin  of  your  company,  the  purposes  for  which  it  was  projected,  and 
briefly  the  leading  facts  of  a  historic  nature  touching  the  transfer  of  the 
work  from  the  hands  of  the  Government  to  the  corporation  over  which 
you  preside  f 

Mr.  Van  Hobne.  The  building  of  the  Oanadian  Pacific  Bailway  was 
first  nndertaken  by  the  Dominion  Government  for  the  purpose  of  car- 
rying out  an  agreement  with  the  Province  of  British  Oolumbia,  one  of 
the  terms  under  which  British  Oolumbia  came  into  the  confederation 
being  that  this  road  should  be  constructed.  The  work  went  on  very 
slowly,  and,  as  government  railway  work  usually  is,  it  was  very  expen- 
sive. The  country  became  tired  of  it.  A  very  large  amount  of  money 
had  been  expended  and  very  little  had  been  accomplished.  After  a 
good  many  years  only  a  few  miles  of  line  were  completed  and  they  were 
only  at  work  on  that  section  between  Lake  Superior  and  Bed  River, 
and  a  section  in  British  Oolumbia,  some  200  miles  east  from  the  Pacific 
coast. '  Public  sentiment  eventually  demanded  that  the  work  should 
be  turned  over  to  a  private  company,  and  after  several  unsuccessful 
attempts  to  find  a  party  able  and  willing  to  undertake  it,  an  arrange- 
ment was  made  with  the  present  Oanadian  Pacific  Eailway  Company, 
under  which  the  Government  agreed  to  surrender  the  work  it  had  in 
hand,  to  complete  the  sections  then  under  construction,  but  without 
rolling  stock  or  equipment,  to  complete  both  of  these  pieces  of  work 
through  a  country  not  furnishing  any  local  traffic.  Of  the  main  line 
there  were  six  hundred  and  some  odd  miles  built  and  a  branch  to  con- 
nect with  the  Minnesota  lines  at  Emerson. 

Senator  Gorman.  What  was  the  total  mileage  t 

Mr.  Van  Hobi^.  I  think  the  total  mileage  surrendered  by  the  Gov- 
ernment was  710  miles. 

Senator  Habbis.  Of  completed  railroad  t 

Mr.  Van  Hobne.  Yes,  sir;  that  is,  completed  road  without  equip- 
ment. The  company  undertook  to  complete  the  rest  of  the  line  from 
Lake  Nipissing  to  the  Pacific  Ocean  for  a  subsidj  of  125,000,000  in 
money  and  twenty  five  million  acres  of  land 
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Senator  Blaib.  Where  is  Lake  Nipissiiig  f 

Mr.  Van  Hobne.  It  is  northeast  of  Georgian  Bay. 

For  clearness  I  may  say  that  t}ie  subsidies  given  to  the  Canadian  Pa- 
cific Bail  way,  and  these  are  the  only  subsidies,  I  believe,  given  directly 
to  that  company,  were  for  the  purpose  of  building  this  line  west  of  Lake 
Nipissiug — from  Lake  Nipissing  to  the  Pacific  .Ocean.  The  company 
was  organized  in  February,  1881,  and  laid  the  last  rail  on  its  main  line 
in  November,  1885,  and  opened  for  through  passenger  tnufflc  in  Jnly, 
1886,  and  for  through  freight  trafiSc  in  August,  1886.  During  the  con- 
struction of  the  line  the  company  borrowed  $35,000,000  from  the  Do- 
minion Government,  but  about  the  time  of  the  completion  of  its  work 
it  paid  back  $25,000,000  in  cash,  and  the  Government  agreed  to  accept 
six  and  three- quarters  or  seven  millions  of  acres  of  land  in  lieu  of  the 
other  ten  miliious.  So  that  practically  the  subsidies  from  tiie  Cana- 
dian Government  were  $35,000,000  in  cash  and  eighteen  millions  acres 
of  land. 

SUBSIDIES  TO  THE  0AKADIA17  PACIFIO. 

The  Chairman.  I  will  hand  you  a  statement  which  I  think  is  prob^ 
ably  verified  by  your  reports,  or  by  the  action  of  your  Parliament,  and 
would  be  glad  if  you  would  take  up  those  items  as  yon  find  them  on 
that  paper  and  see  whether  or  not  they  are  substantially  correct. 
[Ha  nding  paper  to  Mr.  Van  Home.] 

Mr.  Van  Hobne.  This  subsidy  of  $25,000,000  is  correct. 

SeveD  hundred  and  fourteen  miles  of  railroad  constmcted  by  the  Dominion  Oovem* 
nient,  costing  |35,000,000. 

That  is  the  line  from  the  Eed  Biver  to  Lake  Superior  and  Kamloops 
Lake  to  Port  Moody.  That  railway  is  put  down  here  as  vsdued  at 
$35,000,000.  This  sum  of  $35,000,000  represents  the  total  expenditure 
of  the  Dominion  Government  on  the  Canadian  Pacific  Railway.  There 
are  several  millions  of  dollars  included  in  that  for  surveys.  The  714 
miles  of  railway  should  not  be  figured  as  worth  anything  at  all  as  a 
piece  of  property.  It  could  not  earn  anything.  One  section  was  in 
the  Fraser  Cafion,  in  British  Columbia,  and  the  other  section  was  in 
the  rocky,  broken  country  between  Lake  Superior  and  Winnipeg. 

Senator  Blaib.  But  they  are  part  of  your  main  line  nowt 

Mr.  Van  Hobne.  Yes,  and  as  such  they  are  valuable. 

Senator  Blaib.  It  was  stated  here  yesterday  that  portions  of  the 
Canadian  Pacific  Bail  way  cost  as  much  as  a  hundred  thousand  dollars  a 
mile. 

Mr.  Van  Hobne.  One  mile  cost  $700,000.  Several  miles  cost  $500,000 
each.  The  line  around  the  shore  of  Lake  Superior  was  built  by  the  com- 
pany, and  this  line  built  by  the  government  was  from  Lake  Superior  to 
Winnipeg  and  from  Kamloops  Lake  to  Port  Moody,  British  Columbia. 

The  Chaibman.  What  do  you  say  with  respect  to  that  sum  of 
$35,000,000  as  stated  in  the  paper  f 

Mr.  Van  Hobne.  I  do  not  know  what  those  thirty-five  millions  repre- 
sent. It  is  charged  in  the  government  account  to  the  ooustraction  of 
the  Canadian  Pacific  Eailway.  It  is  the  total  amoniit  the  government 
had  expended. 

The  Chaibman.  It  is  an  aid  substantially  by  the  government  as 
stated  there,  is  it  not!  The  value  of  it,  according  to  your  reports,  or 
the  public  accounts  of  Canada  for  1887,  amouuteil  to  $01,700,785.40. 

Mr.  Van  Hobne.  That  is  an  item  that  appears  as  a  note  iu  the  bal- 
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ance  sheet  of  this  company,  not  in  the  footing  at  all.  It  is  just  a  note. 
It  only  refers  to  the  land  grant  and  this  piece  of  property  that  cost  the 
government  $35,000,000.  It  is  simply  put  in  as  a  memorandnm,  and  it 
is  not  in  the  account. 

The  Ohairman.  This  document  that  I  have  in  my  hand  is  the  Cana- 
dian Fdblic  Accounts  for  the  fiscal  year  ending  June  30, 1887.  On  page 
14  I  see  it  stated  that  714  miles  of  railroad  were  constructed  by  the 
Dominion  (Government,  costing  $35,000,000,  and  ])rcsented  to  the  Cana- 
dian Pacific  Company  as  a  gift. 

Mr.  Van  Hobnb.  That  is  adding  the  cash  subsidy  to  the  total  amount 
the  government  expended  •n  what  they  call  the  Canadian  Pacific  Bail- 
way.  A  large  amount  of  that  money  was  not  spent  on  tiiat  line  at  all. 
They  spent  several  millions  on  surveys. 

The  Chaibhan.  But  this  expenditure  for  surveys  resulted  in  the  lo- 
cation of  the  line. 

Mr.  Van  Hobne.  The  government  line  was  abandoned.  We  did  not 
follow  their  surveys  after  taking  the  work  in  hand. 

The  Chaibman.  What  do  you  say  about  the  next  item  f 

Mr.  Yan  Hobnb.  As  far  as  this  $35,000,000  is  concerned,  I  say  that 
as  a  piece  of  railroad  property  by  itself  it  was  worth  absolutely  nothing. 

The  Chaibman.  I  am  inquiring  whether  the  government  did  not  ex- 
pend this  money  on  it  f 

Senator  OoBjUAN.  As  a  part  of  your  main  line,  what  is  it  worth  1 

Senater  Blaib.  What  would  it  cost  to  reproduce  itY 

Mr.  Van  Hobnb.  Well,  we  would  not  have  built  it  where  it  is.  We 
could  have  got  through  by  another  line  at  an  expenditure  of  about,  I 
presume,  twelve  millions  of  dollars,  or  perhaps  fifteen  millions. 

Senator  Blaib.  Twelve  millions  of  dollars  to  build  seven  hundred 
miles  of  railroad! 

Mr.  Van  Hobne.  Yes. 

The  Chaibman.  As  it  is,  does  it  form  a  part  of  the  main  linef 

Mr.  Van  Hobnb.  Yes ;  a  part  of  the  main  line. 

Senator  Blaib.  Is  it  not  a  better  location  for  it  as  a  part  of  your  line 
than  yon  could  construct  for  twelve  millions  of  dollars  elsewhere  f 

Mr.  Van  Hobne.  It  is  very  much  worse.  It  passes  through  the  Era- 
ser Gafion,  one  of  the  worst  places  in  the  world. 

The  Chaibman.  Take  the  item  concerning  the  capital  stock ;  is  that 
correct? 

Senator  Gobman.  Mr.  Van  Home  had  better  read  the  entire  state- 
ment first  and  then  take  it  up  item  by  item. 

The  Chaibman.  All  right. 

Mr.  Van  Hobnb.  I  will  do  so. 

BevU^  e$Hmate  of  gifU  from  the  Dominion  Government  to  the  Cajiadian  Paeific  Hailwaif 
Compemy,  and  aecurities  which  that  company  has  been  enabled  to  float  {stock  and  bondn) 
u»  M«  ret«{<  of  the  Dominion  guarantee  and  the  land  grant  of  2r),000,000  acres  of  land. 

(1)  Cash  snbsidies  as  follows : 

(a)  Subsidy  of  125,000^000  mentioned  in  section  3  of  act  of  Febra- 

.  ary  13,  1881. 

(b)  714  miles  of  railroad  constrncted  by  the  Dominion  Government, 

costing  $35,000,000,  which  was  presented  to  the  Canadian 
Paeific  Company  as  a  gift,  with  interest,  to  Juno  30,  1887 

(see  Pnblio  Acconnts  of  Canada  for  1867) $61, 7G0, 786 

(3)  Capital  stock  originally  $100,000,000,  but  reduced  to  $65,000,000,  with 
a  minimum  dividend  of  3  per  cent,  guaranteed  for  ten  years 
(see  Poor'sManual) 65,000,000 
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(3)  During  the  Aession  of  Parliament  of  1884  the  Dominion  Government 

authorized  a  loan  to  the  company  of  $29,880,012,  to  be  paid 
ae  the  work  of  constraotion  progressed,  and  for  the  purpose 
of  expediting  construction.  Of  this  amount  $9,880,912  is 
secured  by  lien  on  the  entire  road  and  land  grant,  subject  to 
the  then  outstanding  land-grant  bonds;  uso  GfoTernment 
bonds  to  the  amount  of  $20,000,00<),  which  was  exchanged 
for  a  like  amount  of  the  company's  loan  of  $35,000,000,  which 
had  been  issued  in  the  place  of  the  $35,000,000  of  original 
stock  which  had  been  retired  (see  sec.  4,  Act  20th  July, 
1885) $29,880  912 

(4)  Balance  of  $35,000,000  loan  iift«r  deducting  $20,000,000  placed  in  the 

hands  of  the  Government  in  order  to  secure  the  $20,000,000 

bonds  above  mentioned 15,000,000 

(5)  Land  grant  bonds  issued  by  the  company  as  a  lien  upon  the  lands 

which  it  acquired  by  gift  of  the  Dominion  . .  .^ 25, 000, 000 

(6)  Bonds,  interest  guaranteed  by  the  Dominion  for  fifty  years  at  3^  per 

cent,  issued  to  the  company  for  the  purpose  of  remunerating 
it  for  the  loss  of  it«  relinquishmeut  of  the  monopoly  of  railroad 
building  in  Manitoba 1.^000,000 

(7)  Subsidy  of  $186,000,  a  year  for  twenty  years  for  a  line  through  the 

State  of  Maine 3,720,000 

Total , ^ 215,361,697 

The  Chaibman.  Take  the  item  concerning  capital  stock. 

Capital  stock  originally  $100,000,000,  but  reduced  to  $05,000,000,  with  a  minimum 
dividend  of  3  per  cent,  guaranteed  for  ten  years  (see  Poor's  Manual),  $65,000,000. 

Is  that  correct  t 

Mr.  Van  Hobnb.  The  word  "  minimam  "  is  not  correct.  It  was  a  fixed 
dividend  of  3  pet  cent.  I  notice  that  the  heading  of  the  paper  handed 
to  me  makes  this  guaranteed  dividend  appear  as  a  subsidy.  It  was  not 
so  in  any  sense.  The  money  for  the  dividend  was  deposited  by  the 
company  with  the  Dominion  Government  in  advance. 

The  Chaibman.  You  say  the  word  minimum  is  not  correct? 

Mr.  Van  Horne.  Yes,  sir ;  it  is  not  correct. 

The  Chairman.  ISow  the  next  item. 

During  the  session  of  Parliament  of  1884,  the  Dominion  Government  authorized  a 
loan  to  the  company  of  $'^,880,912,  to  be  paid  as  the  work  of  construction  progressed, 
and  for  the  pui7>08e  of  expediting  construction.  Of  this  amount  $9,880,912  is  se- 
cured by  lien  on  the  entire  road  and  land-grant,  subject  to  the  then  outstanding  land- 
grant  bonds;  also  Qovemment  bonds  to  the  amount  of  $20,000,000,  whicn  vrtks 
exchanged  for  a  like  amount  of  the  company's  loan  of  $35,000,000  which  had  been 
issued  in  the  place  of  the  $35,000,000  of  original  stock  which  had  been  retired  (see 
section  4,  act  20th  July,  1885),  $29,880,912. 

Is  that  correct! 

Mr.  Van  Horne.  That  is  a  very  badly-mixed  item. 

The  Chairman.  I  think  it  is  a  little  mixed  myself. 

Mr.  Van  Horne.  The  company  borrowed  t29,880,912"from  the  Do- 
minion Government. 

The  Chairman.  On  what  terms  t 

Mr.  Van  Horne.  At  4  per  cent.,  secured  by  everything  they  had  in 
the  world — their  railway  rolling-stocky  and  everything  connected  with 
the  railway^  their  land-grants  and  all. 

The  Chairman.  That  was  borrowed  from  the  Government! 

Mr.  Van  Horne.  Yes,  sir.  Subsequently — ^I  suppose  you  do  not  care 
about  going  through  all  the  details  of  the  transaction  so  that  yon  get 
substantial  results 

Tlie  Chairman.  I  find  this  item  in  section  4  of  the  act  of  July  20, 
1885 

Mr.  Van  Hornk.  The  company  borrowed  $29,880,912.    Subsequently 
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they  borrowed  $5,000,000  more,  makiDg,  practically,  $35,000,000.  At 
the  time  they  borrowed  the  last  $5,000,000  they  obtained  power  to 
mortgage  their  property,  reducing  their  capital  stock  from  $100,000,000 
to  $65,000,000,  issaiDg  in  lieu  of  the  $35,000,000  iu  stock  $35,000,000  in 
bonds.  From  the  sale  of  these  bonds  they  paid  the  Government  $25,- 
000,000  in  cash,  and  the  Oovernment  agreed  to  take  over  about  7,000,- 
000  acres  of  land  for  the  remainder  of  the  obligation  at  $10,000,000. 
In  other  words,  to  reduce  their  land-grant  that  much.  That  is  the  long 
and  short  of  that  transaction. 

The  Ghaibman.  As  an  original  transaction  that  money  was  advanced 
for  the  construction  of  that  road,  was  it  notf 

Mr.  Van  Hobne.  Yes,  sir;  borrowed  from  the  Government  for  that 
purpose. 

The  Chaibhan.  Loaned  by  the  Government  to  the  road  to  aid  in  its 
construction  t 

Mr.  Van  Hobne.  The  company  was  unable  to  sell  all  of  its  stock  as 
it  expected  to  do,  and  found  itself  in  financial  difficulties.  It  could  not 
borrow  any  money  at  the  time.  Mr.  Villard  collapsed  just  at  that  time 
and  prevented  it  frpm  securing  the  money  for  carrying  on  its  work,  and 
it  was  obliged  to  turn  to  theLGovemment,  and  the  Government,  rather 
than  have  the  work  stopped,  loaned  the  money. 

The  Ghaibman.  What  became  of  the  $5,000,000 1 

Mr.  Van  Hobne.  That  covers  all  of  it. 

The  Ghaibman.  Part  of  it  was  taken  back,  was  it  not  f 

Mr.  Van  Hobne.  The  company  paid  back  $25,000,000  in  cash  and 
$10,000,(K)0  in  land.  In  other  words,  the  Government  reduced  the  com- 
pany's land  grant  7,000,000  acres,  and  released  the  company  from  the 
re-payment  of  the  $10,000,000  in  cash. 

The  Ghaibman.  The  balance  of  the  $35,000,000  loan,  after  deducting 
$20,000,000  placed  in  the  hands  of  the  Government  in  order  to  secure 
the  $20,000,000  of  bonds  which  you  have  mentioned — what  about  that 
itemt 

Mr.  Van  Hobne.  That  is  simply  an  intermediate  transaction.  After 
the  company  received  the  power  to  issue  $35,000,000  in  bonds — ^at  the 
time  they  got  that  power — the  Government  agreed  to  permit  them  to 
put  out  $15;000,000  of  those  bonds  on  an  equal  footing  with  the  com- 
pany's obligation  to  the  Government,  the  Government  taking  the  other 
$20,000,000  as  security  for  its  loan.  The  company  paid  off  $15,000,000, 
and  the  Government  took  $20,000,000  in  bonds  and  held  them  as  secur- 
ity for  its  loan.  The  company  simply  saved  1  per  cent,  interest  for  that 
time. 

The  Ghaibman.  Take  the  next  item,  Mr.  Van  Home: 

Land-grant  bonds  issaed  by  the  company  as  a  lien  upon  the  lands  which  it  acquired 
by  gift  of  the  Dominion,  $25,000,000. 

How  about  that  f 

Mr.  Van  Hobne.  That  item  is  correct.  Those  bonds  are  practically 
all  paid  off  and  canceled  except  about  $4,000,000,  but  these  were  the 
company's  bonds  and  in  no  sense  a  subsidy. 

The  Ghaibman.  Paid  off  and  canceled  f 

Mr.  Van  Hobne.  Yes,  sir ;  all  that  were  ever  issued.  They  were  not 
all  issued. 

The  Ohaibdcan.  If  you  regard  it  as  a  fair  question,  has  the  company 
earned  the  money  to  pay  off  these  bonds  f 

Mr.  Van  Hobne.  No  ;  they  were  paid  off  from  the  proceeds  of  the 
laud  grant.    Five  millions  of  these  land-grant  bonds  were  never  issued, 
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but  were  banded  over  to  the  Government  as  security  for  the  completion 
of  the  road  within  a  given  time,  and  those  were  afterwards  released  and 
canceled.  They  were  held  by  the  Government  without  interest.  Of 
the  other  twenty  millions^  sixteen  millions  were  paid  off  from  the  pro- 
ceeds of  land  sales. 

The  Chairman.  So  that  whatever  indebtedness  you  contracted  by 
the  Government  advancing  the  money,  if  you  paid  it  at^all,  has  b<H?n 
paid  by  the  sale  of  property  given  you  by  the  Goverumeutt 

Mr.  Van  Horne.  Oh,  no ;  we  sold  bonds  to  the  public  to  the  extent 
of  $36,000,000  chiefly  for  the  purpose  of  paying  the  Government  off. 

The  Chairman.  Were  those  bonds  issued  without  any  guaranty  by 
the  Government  f 

Mr.  Van  Horne.  Yes,  sir;  just  an  ordinary  Canadian  Pacific,  tlrat- 
mortgage  5  per  cent.  bond. 

The  Chairman.  What  did  those  bonds  sell  for  f 

Mr.  Van  Horne.  They  sold  for  about  94, 1  believe. 

The  Chairman.  Take  the  next  item : 

Bonds,  interest  ffaarantied  by  tbe  Dominion  for  fifty  years  at  3^  per  cent.,  issned  io 
tbe  company  for  the  purpose  of  remunerating  it  for  the  loss  of  its  relinquishment  of 
the  monopoly  of  railroad  building  in  Manitoba,  115,000,000. 

How  is  that! 

Mr.  Van  Horne.  That  is  not  correct*  It  is  not  a  proper  statement 
of  the  case. 

The  Dominion  Government  agreed  not  to  authorize  the  construction 
of  any  railroad  leading  to  the  international  boundary  south  of  the  Can- 
adian Pacific  for  a  term  of  twenty  years.  That  was  the  protection  pro- 
vided for  the  very  heavy  investment  the  company  had  to  make  in  build- 
ing the  line  north  of  Lake  Superior.  But  it  was  soon  found  that  this 
monopoly  would  be  impracticable,  that  it  would  cause  a  good  deal  ot 
trouble,  and  it  was  finally  proposed  to  wipe  it  out.  The  company  did  not 
ask  anything  for  its  cancellation,  except  that  as  English  people  to  whom 
we  have  to  look  for  money  attach  a  great  deal  of  importance  to  a  monop- 
oly, and  it  was  on  the  faith  largely  of  this  monopoly  in  the  Northwest 
that  they  put  their  money  in  the  Ganadian  Pacific  originally,  and  as 
the  company  had  a  great  deal  of  work  to  do,  which  it  required  money 
from  time  to  time,  audit  was  fearful  that  the  cancellation  of  this  monop- 
oly would  render  it  difficult  to  secure  money  in  England,  it  was  pro- 
posed that  if  the  Government  would  guarantee  the  interest  on  the  bonds 
to  the  amount  the  company  would  probably  require  for  two  or  three 
years  the  company  would  relinquish  the  monopoly.  The  Government 
guaranteed  the  interest  on  these  $15,000,000  in  bonds  for  fifty  years  and 
took  all  the  land  grant  at  a  dollar  and  ten  cents  an  acre  as  secuiity. 

The  Chairman.  The  guaranteeing  of  tbe  interest  for  fifty  years  wa« 
substantially  guaranteeing  the  bonds,  was  it  notf 

Mr.  Van  Horne.  They  argued  that  it  would  be  so^  but  the  people 
who  bought  the  bonds  did  not  see  it  in  that  light. 

The  Chairman.  How  did  those  bonds  sell  in  market f 

Mr.  Van  Horne.  They  sold  at  93, 1  think.  They  were  3^  per  cent 
bonds. 

The  Chairman.  Well,  how  about  the  last  item  t 

Snbsidy  of  $186,000  a  year  for  20  years  for  a  line  through  the  State  of  Maine, 
$3,720,000. 

Is  that  correct  t 

Mr.  Van  Horne.  Not  as  to  its  being  a  subsidy  to  the  Canadian  Pa- 
cific Railway.    That  subsidy  was  given  to  a  company  which  wa«  organ 


THE  UNITED  STATES  AND  CANADA.  233 

ized,  I  believe,  before  the  Cauadian  Pacific  came  into  existence.  It  was 
the  International  Railway  Company  of  Canada  and  the  International 
Railway  Company  of  Maine  to  which  the  subsidy  was  given.  This  inter- 
national railway  was  subsequently  sold  to  the  Atlantic  and  North- 
western Eailway,  another  organization,  antedating  the  Canadian  Pacific, 
the  control  of  which  the  Canadian  Pacific  acquired  for  the  reason  that 
its  charter  gave  pretty  broad  powers  in  the  way  of  building  and  acquir- 
ing lines  eastward.  The  Canadian  Pacific  powers  stopped  at  Lake 
Nipissing.  The  Atlantic  and  Northwest  took  traffic  over  the  Interna- 
tional Bailroad  of  Canada,  which  controlled  the  International  Railroad 
of  Maine,  and  it  was  in  that  way  that  this  subsidy  came  to  the  Canadian 
Pacific.  It  was  a  subsidy  granted  by  the  Dominion  Government  on  the 
demand  of  the  maritime  provinces,  the  people  of  which  were  not  satis- 
fied with  the  roundabout  line  belonging  to  the  Government.  It  took 
them  ten  or  twelve  hours  longer  to  reach  Montreal  and  Ottawa  than  it 
would  over  this  line. 

The  Chaibman.  When  was  that  subsidy  given  f 

Mr.  Van  Hobne.  I  do  not  know  when  that  subsidy  was  given  to  the 
International  Railway.    I  can  not  remember.    It  was  some  years  ago.  . 

The  Chaibman.  Before  the  line  was  built  t 

Mr.  Van  Hobne.  Oh,  yes;  before  the  line  was  built 

The  Chaibman.  Has  it  been  kept  alive  f 

Mr.  Van  Hobne.  Do  you  mean  has  this  subsidy  been  kept  alive  Y 

The  Chaibman.  Yes. 

Mr.  Van  Hobne.  Yes;  it  was  transferred  to  the  Atlantic  and  North- 
west Company  and  then  came  to  the  Canadian  Pacific  on  the  lease  of 
the  Atlantic  and  Northwest. 

The  Chairman.  Is  the  subsidy  being  given  now  t 

Mr.  Van  Hobne.  Yes ;  its  payment  was  commenced  on  the  first  of 
last  January,  on  the  completion  of  the  line  from  Montreal  to  Mattawam- 
keag. 

The  Chaibman.  Is  that  line  in  operation  f 

Mr.  Van  Hobne.  No;  but  it  will  be  open  for  traffic  on  the  2nd  of  next 
month. 

The  Chaibman.  Some  testimony  was  given  here  the  other  day  that 
indicated  that  the  subsidy  on  diffefent  sections  or  parts  of  the  Cana- 
dian Pacific  was  greater  than  $160,000  and  really  amounted  to  $250,000. 

Mr.  Van  Hobne.  The  additional  amount  is  on  a  piece  of  line  in  New 
Brunswick.  That  line  has  yet  to  be  built.  The  Canadian  Pacific  has 
nothing  to  do  with  that  line. 

The  Chaibman.  Now,  the  total  of  these  gifts  and  aids  and  guarantees 
in  one  way  and  another,  saying  nothing  about  what  became  of  them 
afterwards,  amounted  to  $215,361,697. 

Mr.  Van  Hobne.  We  do  not  figure  it  that  way. 

The  Chaibman.  You  are  figuring  what  is  paid  back  and  what  is  bor- 
rowed.   You  do  not  count  those  items  at  all. 

Mr.  Van  Hobne.  Well,  if  we  borrowe<l  money  and  paid  it  back  it 
was  not  a  gift. 

The  Chaibman.  It'was  an  aid  to  the  construction  though,  was  it  notf 

Mr.  Van  Hobne.  i  do  not  see  how  it  can  be  figured  as  a  subsidy  or 
anything  akin  to  a  subsidy.  It  was  simply  borrowed  money.  We  bor- 
rowed money  from  the  Government  instead  of  borrowing  from  a  bank. 

The  Chaibman.  I  understand,  but 

Mr,  Van  Hobne.  I  can  recapitulate  the  subsidies.  Thirty-five  mill- 
ion dollars  in  money,  eighteen  millions  of  land 

The  Chaibman.  What  is  the  land  worth  ? 
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Mr.  Yan  Horne.  That  depends  entirely  on  the  future.  We  sold  what 
the  Government  took  back  at  a  dollar  and  a  half  an  acre.  We  got  three 
dollars  and*  a  half  an  acre  for  some. 

The  Chairman.  What  would  the  laud  giant  amount  to  at  $1.50  an 
acref 

Mr.  Van  Horne.  It  would  amount  to  $27,000,000. 

The  Chairman.  What  else  f 

Mr.  Van  Horne.  That  is  all  besides  those  pieces  of  railway. 

Senator  Gorman.  You  got  $10,000,000  on  the  land  from  the  Govern- 
ment, did  you  not  t 

Mr.  Van  Horne.  I  put  that  in. 

The  Chairman.  Do  you  state  that  you  have  not  received  anything 
more  than  that  f 

Mr.  Van  Horne.  We  have  received  thirty-five  millions  in  money, 
eighteen  million  acres  of  land,  for  whatever  it  is  worth,  and  these  pieces 
of  railway,  aggregating  714  miles,  for  whatever  they  are  worth. 

The  Chairman.  What  did  you  say  these  714  miles  of  railway  were 
worth  t 

Mr.  Van  Horne.  On  the  day  that  we  received  it,  as  it  stood,  it  was 
worth  nothing  as  a  property.  It  was  worth  to  the  Canadian  Pacific 
road  as  part  of  their  lines  not  over  $10,000,000,  for  this  reason :  The 
company  would  have  gone  by  an  entirely  different  route,  and  would 
have  saved  a  great  deal  of  money  on  the  rest  of  the  line  that  they 
built  if  it  ha<l  not  been  for  the  necessity  of  making  use  of  these  pieces. 
That  is  especially  true  of  the  line  in  British  Columbia. 

TheOHAiRMAN.  It  appears  from  section  10  of  the  orsranic  act  that 
your  company  received  a  grant  of  land  for  terminals,  water  frontage, 
and  the  privilege  of  importing  all  sorts  of  material  free  of  duty.  Have 
you  ever  estimated  the  value  of  these  gifts  or  bonuses  t 

Mr.  Van  Horne.  The  only  terminal  property  we  ever  got  was  at  the 
Pacific  terminus,  which  was  practically  valueless. 

The  Chairman.  The  section  of  the  law  reads : 

In  farther  considoration  of  the  premises  the  Govemment  BhaU  also  ^rant  to  the 
company  the  lands  required  for  the  road  bed  of  the  railway  and  its  stations,  station 
grounds,  workshops,  dock-yards,  and  water  frontage  at  the  termini  ou  navigable 
waters;  buildings,  yards,  and  other  appurtenances  required  for  the  convenient  and 
effectual  constructiou  and  working  of  the  railway,  in  so  far  as  such  land  shall  be  vested 
in  the  Government. 

Mr.  Van  Horne.  We  never  got  anything  from  that  except  the  ordi- 
nary right  of  way  over  the  wild  prairie,  which  was  practically  valueless. 
We  never  got  any  water  frontage  from  the  Dominion  Government,  be- 
cause we  made  use  of  none  that  was  vested  in  the  Crown. 

The  Chairman.  The  Dominion  Government  extinguished  certain  In- 
dian titles  in  favor  of  your  company,  did  it  not  t  Can  you  state  the 
cost  or  value  of  this  benefit  conferred  upon  your  company? 

Mr.  Van  Horne.  Not  so  far  as  I  know.  Nothing  of  that  kind  has 
been  done  that  I  am  aware  of. 

The  Chairman.  Does  this  schedule  which  I  gave  you  for  criticism 
embrace  a  loan  of  $22^500,000  mentioned  in  section  4  of  the  act  of 
March  5, 1884? 

Mr.  Van  Horne.  It  is  embraced  in  that.  That  is  one  of  the  trans- 
actions in  connection  with  the  $35,000,000  loan. 

Before  leaving  this  subject  I  ought  to  say  that  I  do  not  quite  ap- 
prove of  the  reference  to  714  miles  of  railway  constructed  by  the  Do- 
minion Govemment — 

Seven  hundred  and  fourteen  miles  of  lailroad  constructed  hy  the  Dominion  Qoveru- 
ment,  costing  135,000,000,  which  was  presented  to  the  Canadian  Pacific  Company  as 
a  gift,  with  mtereat  to  June  30,  1687,  etc. 
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It  was  not  presented  to  the  Canadian  Paci6c  Company  at  all.  It  was 
part  of  the  bargain. 

Tlie  Chairman.  Does  this  schedule  embrace  the  temporary  loan  of 
five  millions  a  year  granted  to  yoar  company  by  the  act  of  July  20, 
1880f 

Mr.  Van  Hobne.  Yes;  it  embraces  all, the  loans. 

The  Chairman.  Does  it  embrace  or  include  a  subsidy  of  a  million  and 
a  half  dollars  granted  for  the  purpose  of  enabling  yon  to  secure  a  line 
to  Quebec  ? 

Mr.  Van  Hobive.  We  never  received  that. 

The  Chairman.  The  act  provided  you  could  get  itt 

Mr.  Van  Hobne,  No,  it  did  not  provide  that  the  Canadian  Pacific 
could  have  it,  or  we  would  have  secured  it,  probably. 

The  Chairman.  Bailroads  generally  get  all  they  are  entitled  to.  Tou 
say  you  did  not  get  the  money  at  all  f 

Mr.  Van  Hobne.  No,  sir ;  we  never  received  that  money. 

TBANSOONTINENTAL  TBAFFIO. 

The  Chairman.  I  see  by  reference  to  your  report  of  1886  that  in  the 
first  year  of  your  through  traffic  your  line  succeeded  in  securing  a  con- 
siderable share  of  the  through  traffic  in  competition  with  the  transcon- 
tinental lines  of  the  United  States,  and  mostly  at  remunerative  rates. 
Does  that  still  continue  t 

Mr.  Van  Hobne.  We  get  considerable  through-passenger  traffic ; 
very  little  through-ireight  traffic,  it  does  not  pay,  and  we  do  not  seek  it. 

The  Chaibman.  You  state  in  your  report : 

'  Notwithstanding  this,  oar  line  snooeeded  in  saouring  a  considerable  share  of  the 
through  traffic,  mostly  at  remnnerative  rates. 

Does  that  refer  to  freight  ?  - 

Mr.  Van  Hobne.  It  refers  to  general  traffic. 

The  Chaibman.  It  is  stated  in  your  report  for  1886  that  during  the 
first  five  months  of  through  traffic  you  transported  seven  cargoes  of  tea 
and  other  Chinese  and  Japanese  goods,  consigned  to  the  principal  cities 
of  Canada,  and  to  St.  Paul,  .Chicago,  New  York,  and  other  cities  in  the 
United  States.    Has  that  trade  continued,  and  has  it  increased  ? 

Mr.  Van  Hobne.  Yes. 

The  Chaibman.  What  does  it  amount  to  now  on  your  road  f 

Mr.  Van  Hobne.  It  amounts  to  sufficient  to  keep  running  a  line  of 
monthly  steamers — steamers  of  about  2,700  tons  capacity. 

The  Chaibman.  It  is  sufficient  to  keep  them  running  from  where  t 

Mr.  Van  Hobne.  From  Hong-Kong  and  Yokohama  to  Vancouver. 

The  Chaibman.  Who  owns  that  line  ! 

Mr.  Van  Hobnis.  The  Fairfield  Ship  Building  Company,  Scotland. 

The  Chaibman.  Are  those  subsidized  steamers  ? 

Mr.  Van  Hobne.  No,  sir. 

The  Chaibman.  Not  subsidized  by  anybody  ? 

Mr.  Van  Hobne.  No,  sir. 
'  Th^  Chaibman.  Have  you  not  a  subsidized  line  of  steamers  running 
from  China,  or  Japan,  to  Vancouver  f 

Mr.  Van  Hobne.  No,  we  have  settled  the  terms  of  an  arrangement, 
bat  the  contract  has  never  been  signed.  An  arrangement  was  substan- 
tially reached  with  the  Imperial  Governn>ent  by  which  a  subsidy  was 
to  be  given  to  a  line  of  fast  mail  steamers  to  run  between  Vancouver 
and  Yokohama  and  Hong-Kong,  touching  at  the  mouth  of  the  Wooanng 
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Biver,  for  Shanghai.  The  contract  has  never  been  signed,  however,  and 
the  line  bas  not  been  established. 

The  Chairman.  What  share  of  the  transcoutineutal  traffic  are  ;oa 
getting  in  competition  with  other  transcontinental  lines  f 

Mr.  Van  Hobnb.  Yoa  mean  American  traffic  t 

The  Chairman.  Traffic  frpm  the  West  to  the  East,  including  the 
China  trade. 

Mr.  Van  Horne.  I  should  say  we  were  getting,  incladiug  the  Pacific 
coast  trade,  and  counting  the  Australian  trade,  and  that  of  Ghina  and 
Japan,  10  or  12  per  cent. 

The  Chairman.  Of  the  total  f 

Mr.  Van  Horne.  Yes,  I  doubt  if  we  are  getting  12  per  cent,  thoagh. 
It  is  about  10  per  cent,  I  should  think. 

The  Chairman.  You  state  in  your  report  for  1886  that — 

Neeotiations  are  in  progress  with  the  Imperial  QoTemment  for  the  eetabUshment 
oiA  first-class  line  of  steam-sbips  betweeu  Vancouver  and  China  and  Japan,  and  the 
imperial  interests  involyed  in  these  questions  are  so  important  that  there  can  be  no 
doubt  of  a  satisfactory  result. 

Will  you  be  so  kind  as  to  inform  the  committee  if  the  arrangements 
referred  to  were  carried  out,  and  precisely  the  nature  of  the  imperial  in- 
terests referred  to  f  • 

Mr.  Van  Horne.  That  is  what  I  just  referred  to.  The  contract  has 
never  been  signed.  The  terms  have  been  practically  agreed  npon,  bat 
the  contract  has  never  been  signed. 

The  Chairman.  Do  you  apprehend  it  will  be  ? 

Mr.  Van  Horxe.  I  hope  it  will. 

The  Chairman.  What  are  those  terms  t 

Mr.  Van  Horne.  The  steamers  are  to  be  capable  of  making  17^  knots 
an  hour  on  trial,  and  they  are  to  run  at  such  times  as  may  suit  the  par- 
poses  of  the  Imperial  Grovernment  for  mails  and  under  the  usual  mail- 
system  contract.  They  are  to  be  fitted-»-as  all  steamers  subsidized  by 
the  British  Government  are  now  required  to  be  fitted — with  gun-piat- 
forms,  so  as  to  be  useful  iu  case  of  war.  They  are  simply  constructed 
so  that  they  can  carry  one  or  two  guns  in  case  of  necessity. 

The  Chairman.  What  is  the  amount  of  the  subsidy,  if  the  contract  is 
made  ? 

Mr.  Van  Horne.  Sixty  thousand  pounds  per  annum — $300,000  a 
year — which  includes  the  railway  transportation  from  Halifax  to  Van- 
couver, back  andforth.  Itwocldprobablyt)eabout  half  for  the  railroad 
and  half  for  the  steamers. 

The  Chairman.  Is  it  the  design  of  the  company  and  the  Gtovenimont 
to  make  a  fsvster  line  than  you  have  had  heretofore  between  China  and 
Japan  f 

Mr.  Van  Horne.  Yes,  that  is  what  we  hope  to  do. 

The  Chairman.  How  much  better  time  do  you  expect  to  niake  than 
you  make  at  present! 

Mr.  Van  Horne.  We  hope  to  be  able  to  take  passengers  in  London 
and  land  them  at  Yokohama  in  twenty-one  or  twauty-two  days. 

The  Chairman.  What  is  the  time  required  now  for  that  trip  t 

Mr.  Van  Horne.  The  time  by  way  of  the  Suez  Canal  from  London 
to  Yokohama,  is  about  thirty  eight  or  thirty-nine  days.  We  can  make 
it  now  somewhat  quicker  than  that.  The  Suez  Canal  is  our  chief  com- 
petitor. 

The  Chairman.  IJow  long  does  it  take  to  go  from  London  to  Yoko- 
hama, going  across  the  continent,  as  the  route  exists  now  ? 

Mr.  Van  Horne.  About  thirty  days,  I  think.    It  may  be  wore  than 
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that  to  London.  I  think  the  steamers  make  the  trip  ordinarily  from 
Yokohama  to  San  Francisco  in  aboat  sixteen  day  &  as  I  understand  it — 
I  am  not  personally  familiar  with  that — and  it  takes  about  six  days  to 
cross  the  continent,  making  twenty-two  days ;  then  six  days  across  the 
Atlantic,  and  yon  have  to  allow  for  delays. 

The  Chairman.  You  will  save  about  eight  days'  time  by  this  new 
arrangement,  if  yon  complete  it. 

Mr.  Van  Hobne.  Yes ;  but  we  will  save  more  than  that  as  against 
onr  chief  competitor,  because  the  bulk  of  the  British  business  goes  by 
way  of  thjd  Snez  Canal. 

The  Chairman.  This  line  referred  to  in  your  report,  I  believe,  is  re- 
ferred to  as 


Permanent  line  of  fint-claaa  steam-BhipSf  snitable  for  serrioe  as  armed  omisers  in 
oaae  of  need. 

Why  were  vessels  of  the  tyi>6  *^  armed  cruisers "  ordered  for  this 
servicet 

Mr.  Van  Hobne.  That  is  the  rule.  The  British  Government  re- 
quires that  all  steamships  which  receive  mail  subsides  shall  be  so 
fitted.  The  Cunarders  are  fitted  in  the  same  way.  Your  own  Inman 
boats  are  fitted  in  this  same  way  under  their  contract  with  the  Imperial 
Government.  The  Imperial  Government  has  the  right  to  take  them  in 
case  of  war.  This  plan  grew  out  of  the  excessive  prices  which  it  had 
to  pay  for  armed  cruisers  and  troopships  during  the  last  war  scare 
with  Bussia,  and  it  is  with  reference  to  Russia  especially,  I  think,  that 
they  want  the  ships  fitted  as  armed  cruisers. 

The  Chairman.  The  report  states,  further,  that  the  Canadian  Pacific 
Railway,  of  which  you  are  president,  was  built  to  preserve  to  Canada 
and  its  seaports  the  carrying  trade,  and  also  for  the  accomplishment  of 
certain  imperial  objects  which  are  previously  referred  to  in  the  report. 
That  is  true,  is  it  not  t 

Mr.  Van  Horne.  I  do  not  think  any  report  of  ours  says  that.  The 
Canadian  Pacific  was  built  for  the  purpose  of  making  money  for  the 
share-holders  and  for  no  other  purpose  under  the  sun. 

The  Chairman.  The  report  states  that  the  temporary  steam-ship 
service  between  Vancouver  and  Yokohama  and  Oong-Kong,  referred  to 
in  your  last  annual  report,  has  fully  justified  the  expectations  of  your 
directors  as  to  the  value  and  the  importance  of  the  trade  to  be  devel- 
oped in  that  direction.  The  negotiations  then  in  progress  with  the  Impe- 
rial Government  for  the  establishment  of  a  permanent  line  of  first-class 
steam-ships  suitable  for  service  as  armed  cruisers  in  case  of  need  re- 
sulted in  an  official  notification  early  last  autumn  that  Her  Majesty's 
Government  had  decided  to  grant  a  subsidy  of  J&llO,000  per  annum  for 
a  monthly  service  between  Vancouver  and  Hong-Kong  via  Yoko- 
hama—:r- 

Mr.  Van  Horne.  How  many  pounds  t 

The  Chairman.  Sixty  thousand  pounds  per  annum. 

Mr.  Van  Horne.  Did  I  understand  you  to  say  that  you  are  reading 
quotations  from  the  reports  of  the  company  f 

The  Chairman.  No,  sir;  but  it  is  practically  so.  This  is  the  Cana- 
dian Pacific  report  [exhibiting],  and  you  refer  to  this  line  in  it. 

Mr.  Van  Horne.  But  not  in  those  terms. 

The  Chairman.  It  refers  more  especially  to  the  steamship  line  than 
to  the  Canadian  Pacific. 

Mr.  Van  Horne.  But  not  in  those  terms. 

The  Chairman.  When  will  the  new  steam-ship  line  connect  with  your 
short  line  across  the  State  of  Maine  t 
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Mr.  Van  Horne.  The  Canadian  Pacific  has  nothing  to  do  with  that. 

The  Chairman.  Have  you  any  knowledge  of  the  proposed  subsidized 
linet 

Mr.  Van  Hornb.  No,  sir ;  but  I  infer  from  the  newspapers  and  from 
conversations  I  have  had  that  no  arrangements  have  been  made  as  yet. 
I  know  that  the  Dominion  Government  obtained  authority  from  Parlia- 
ment at  its  last  session  to  negotiate  for  a  fast  line  of  steamers  for  this 
service. 

The  Chairman.  I  was  going  to  ask  you  if  it  were  not  true  that  the 
Canadian  Government  adds  to  the  sixty  thousand  pounds  of  subsidy 
so  as  to  make  it  nearer  $400,000  a  year  than  $300,000  ? 

Mr.  Van  Horne.  No,  sir.  They  contributed  £15,000  per  annum  in 
addition  to  the  £60,000.  That  is  an  arrangement  between  the  Imperial 
and  Dominion  Governments.  The  Government  of  Canada  contributed 
an  amount  to  the  Imperial  Government  to  represent  its  interest  in  the 
mails  to  be  carried  by  the  line. 

The  Chairman.  I  suppose  these  ships  will  carry  all  kinds  of  freight 
as  well  as  the  mails  t 

Mr.  Van  Horne.  Yes,  sir. 

Tbe  Chairman.  Including  provisions,  grain — dead  freight,  as  you 
call  it — all  kinds  of  freight! 

Mr.  Van  Horne.  Yes,  sir ;  I  suppose  so. 

The  Chairman.  What  sort  of  steamers  are  they  to  be,  do  you  know  f 

Mr.  Van  Horne.  They  will  be  boats,  I  presume,  something  like  the 
North  German  Lloyd  steamers.  They  are  to  be  boats'  of  that  descrip- 
tion. 

At  1  o'clock  p.  m.  the  committee  took  a  recess  until  2  o'clock. 

At  the  expiration  of  the  recess  the  committee  resumed  its  session. 

The  Chairman.  Mr.  Van  Home,  during  the  examination  this  morn- 
ing reference  was  made  to  the  relationship  and  the  control  on  either 
side  of  the  Canadian  Pacific  by  which  the  road  could  be  run  to  Win- 
nipeg through  the  Canadian  country.  There  was  some  controversy 
between  the  people  of  the  Winnipeg  region  and  the  Dominion  Goveru- 
mout,  was  there  not! 

Mr.  Van  Horne.  Subsequently,  or  previously  ? 

The  Chairman.  Before  the  roaa  was  built  and  before  they  were  Jil- 
lowed  to  build  it  Finally  the  right  was  given  to  build  it,  and  the 
Dominion  Oovemment  satisfied  the  Canadian  Pacific,  as  I  have  been 
given  to  understand,  by  giving  them  a  bonus  some  way  or  other  in 
money  or  land.    Was  that  so,  or  notf 

Mr.  Van  Horne.  No  ;  they  simply  guaranteed  the  interest  on  $15,- 
000,000  by  3J  per  cent,  land-grant  bonds — something  that  would  never 
cost  the  Dominion  Government  a  cent. 

The  Chairman.  In  this  report  of  the  Canadian  Pacific  Railway  for 
the  year  1887,  there  is  an  agreement  between  the  Dominion  of  Canada 
on  the  one  part  and  the  Canadian  Pacific  Eailway  Comi)any  on  the 
other  part.    It  goes  on  to  say : 

Whereas  it  baa  been  agreed  between  tbe  Government  and  the  company,  amonsst 
otber  tbings,  that  the  restoictions  contained  in  clanse  15,  of  the  contract  dated  the 
2lBt  day  of  October,  1860,  and  executed  between  tbe  Government  and  tbe  said  Sir 
George  Stepben  and  otbers  on  bebalf  of  tbe  company,  sbaU  be  removed,  and  that  in 
order  tu  enable  the  company,  notwithstanding  sncb  removal,  to  preserve  to  Canada 
and  its  Seaports  the  carrying  trade  for  which  the  Canadian  Pacinc  Railway  was  de- 
signed and  constructed,  the  Government  shall  assist  the  company  in  the  manner  and 
npon  tbe  conditions  hereinafter  described,  in  obtaining  fands  wherewith  to  perfect 
.  it0  connections,  increase  its  rolling  stock,  etc. 
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And  then  again : 

The  GoTemiDeiit  agreee  to  guarantee  the  payment  of  interest  tip  to  tbe  time  of 
maturity  on  bonds  oi  the  company,  to  be  hereafter  issned,  to  an  amonnt  not  exceed- 
ing in  the  aggregate  115,000,000,  or  its  equivalent  in  sterling  money,  the  principal 
to  be  payable  not  later  than  fifty  years  from  their  date,  and  the  interest  thfr^reon  to  be 
payable  half  yearly  at  the  rate  of  three  and  one-half  per  centum  per'annam,  such 
bonds  to  be  secured,  as  hereinafter  specified,  on  the  unsold  lands  to  which  the  company 
is  still  entitled  out  of  the  subsidy  of  25,000,000  acres  mentioned  in  the  said  contract, 
and  which  unsold  lands  are  now  estimated  at  14,934,238  acres. 

That  seems  to  be  a  contract  that  was  executed  about  the  time  th^ 
people  of  Winnipeg  or  Manitoba  demanded  that  lines  be  built  into  that 
country. 

Mr.  Van  HoBNE.  I  do  not  know  whether  it  was  by  reason  of  that. 
This  monopoly  clause  was  obnoxious  to  the  people  of  Manitoba,  as 
monopolies  of  that  kind  are  obnoxious  to  Anglo-Saxons  everywhere; 
they  desired  to  get  rid  of  iti,  and  this  contract  was  entered  into. 

The  Ghaibman.  What  did  the  Canadian  I^acifio  Railway  cost  in  toto  t 

Mr.  Van  Hobke.  It  cost,  leaving  out  the  cost  of  the  714  miles  built 
by  the  Government,  about  which  we  know  nothing—that  is,  as  to  the 
legitimate  cost?— about  $153,000,000  exclusive  of  the  leased  lines.  That 
is,  the  Canadian  Pacific  Bailway  Company  has  charged  that  amount  to 
the  cost  of  the  road.  Of  course  that  is  taking  the  stock  at  its  face  value. 
Only  about  half  of  that  was  realized  upon  the  capital  stock  itself.  I 
presume  the  actual  money, put  into  the  Canadian  Pacific,  aside  from 
its  leased  lines  and  outside  of  the  714  miles  constructed  by  the  Govern- 
ment, was  about  $120,000,000  in  cash.  From  $85,000,000  to  $88,000,000 
was  private  capital  and  the  balance  was  Dominion  subsidy  and  proceeds 
of  land  sales. 

The  Ghaibman.  I  see  here  a  section,  taken  I  suppose  from  the  charter, 
which  reads  as  follows: 

The  capital  stock  of  the  company  is  |100,000,000,  upon  which  the  Dominion  Gov- 
ernment has  guaranteed  a  minimum  diyidend  of  3  per  cent,  per  annnra  for  ten  years, 
tbe  company  having  placed  with  the  government  a  sum  which,  at  4  per  cent,  interest, 
wiU  he  equal  to  the  dividend  on  the  stock  at  3  per  cent,  tor  ten  years. 

What  have  yon  to  say  as  to  that  f 

Mr.  Van  Hobne.  That  must  be  an  old  item.  After  that  the  capital 
wasjpeduced  to  $65,000,000  at  the  time  the  government  authorized  the 
company  to  issue  $J5,000,000  in  bonds  on  the  road.  This  guarantee 
was  simply  an  annuity  purchased  by  the  company  for  its  shareholders. 
They  deposited  with  the  Dominion  Government  $16,800,000,  upon 
which  the  government  agreed  to  pay  to  its  shareholders  twenty  semi- 
annual  installments  of  1^  per  cent.  each.  This  sum  of  $16,800,000,  at 
4  per  cent.,  would  afford  just  the  amount  required  to  pay  the  twenty 
semi-annual  installments  of  1}  per  cent,  on  $65,000,000. 

The  Ohaibsian.  I  will  not  take  up  any  more  of  your  time  in  regard 
to  the  capital  of  your  road  or  its  credit,  or  the  manner  in  which  it  was 
built. 

Gan  yon  tell  us  the  total  value  of  the  business  of  your  road,  taking 
the  whole  trunk-line  t 

Mr.  Van  Hobne.  The  gross  receipts  last  year  were  $13,195,535. 
Those  were  the  receipts  of  the  Canadian  Pacific  lines  proper,  not  Includ- 
ing any  outside  lines  in  which  the  company  or  its  friends  might  be  in- 
terested. 

The  Ghaibman.  Does  that  include  the  line  running  through  the 
SState  of  Maine  f 

Mr.  Van  Hobne.  That  was  not  in  operation  then. 

The  Ghaibman.  What  were  the  net  earnings  t 
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Mr.  Van  Horne.  The  net  earnings  were  $3,870,774.  That  is  taken 
from  our  aiiuual  report  of  last  year. 

The  Chairman.  Those  were  the  actaal  earnings  received  from  the 
carryiug  of  freight  and  passengers  over  tbat  roud  f 

Mr.  Van  Horne.  Yes ;  and  the  telegraph  and  express  bu^inesSi^tc. 
We  own  all  those  things. 

The  Chairman.  Does  that  include  any  subsidized  ship  lines  f 

Mr.  Van  Horne.  We  have  no  ship  lines  of  any  description.  It  in^ 
eludes  the  earnings  of  our  lake  steamers. 

The  Chairman.  Where  do  the  lake  steamers  run  f 

Mr.  Van  Horne.  They  run  between  the  Owen  Sound  and  Port 
Arthur,  connecting  our  Ontario  lines  with  our  western  division  beyond 
Lake  Superior. 

BATES  on  THE  CANADIAN  PAOIFIO. 

The  Chairman.  Can  you  give  the  rates  per  ton  i>er  mile  on  the 
through  business  on  your  roadt 

Mr.  Van  Horne.  I  have  not  the  through  business  separate  from  the 
rest.  The  earnings  per  ton  per  mile  on  freight  last  year  were  one  and 
two  one-hundredths  of  a  cent  per  ton  per  mile. 

The  Chairman.  Local  and  through  business  together) 

Mr.  Van  Horne.  Yes,  sir;  everything. 

The  Chairman.  What  is  it  on  through  business  alone  f 

Mr.  Van  Horne.  I  could  not  tell  yon. 

The  Chairman.  Could  you  furnish  it  on  the  through  bnsjncss  alone  f 

Mr.  Van  Horne.  I  presume  we  could  tigure  it  out.  It  is  rather  diffi- 
cult to  say  what  is  through  business,  and  what  is  not.  Practically  a 
consignment  from  the  Pacittc  coast  to  a  point  20  miles  out  from  Mon- 
treal would  be  through  business,  but  technically  it  would  be  local  busi- 
ness.   I  do  not  know  how  we  could  very  accurately  define  it. 

The  Chairman.  How  much  difference  in  charges  is  there  between 
what  you  technically  call  through  business  and  local  business) 

Mr.  Van  Horne.  I  presume  there  is  not  very  much  at  present.  It 
is  rather  uniformly  graded  now  on  the  bulk  of  the  business. 

The  Chairman.  By  what  are  you  governed  in  carryiug  freight  from 
tlie  Pacific  Ocean  eastward  ? 

Mr.  Van  Horne.  Do  you  mean  Canadian  freight! 

The  Chairman.  Any  freight  that  you  get  at  Puget  Sound  or  any- 
where else  on  the  coast. 

Mr.  Van  Horne.  We  are  governed  in  the  first  plac^  by  the  cost  of 
the  transportation. 

The  Chairman.  Are  you  always  governed  by  that  f 

Mr.  Van  Horne.  We  never  take  anything  for  less  than  it  costs  to 
carry  it  if  we  know  it,  except  that  we  have  for  8j)ecial  reasons  taken 
a  tew  consignments  from  the  Pacific  coast  to  the  East  at  a  good  deal 
less  than  the  cost  of  transportation. 

The  Chairman.  Why  did  you  do  that ! 

Mr.  Van  Horne.  To  resent  attacks  on  us  at  Victoria,  B.  C,  by  the 
Northern  Pacific  and  our  other  neighbors  at  the  South. 

The  Chairman.  Are  you  governed  by  any  schedule  of  rates  by  which 
other  roads  operate,  or  do  you  make  your  schedules  of  rates  irrespect- 
ive of  any  other  line  or  lines  f 

Mr.  Van  Horne.  We  act  with  all  the  transcontinental  lines. 

The  Chairman.  Have  you  any  association  f 

Ml.  Van  Horne,  There  i3  a  tri^uscoutiaentul  assooiatiou, 
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The  Chairman.  Where  are  the  headquaii^ers  of  this  transcontinental 
association  f 

Mr/ Van  Horne.  I  do  not  know.  There  is  to  be  a  meeting  of  it  in  a 
few  (lays  at  St.  Loais.    I  think  the  headquarters  of  it  are  at  St.  Louist 

The  Chairman.  And  you  are  governed  by  that  association,  which  is 
composed  of  the  several  transcontinental  lines  running  across  the  con- 
tinent,  American  as  well  as  Canadian? 

Mr.  Van  Horne.  Yes. 

The  Chairman.  Do  you  adhere  to  the  rates  T 

Mr.  Van  Horne.  I  think  we  do  religiously. 

The  Chairman.  You  take  a  consignment  at  Puget  Sound  at  very 
much  less  than  you  take  a  consignment  500  miles  this  side  of  Puget 
Sound  coming  east,  do  you  uotf 

Mr.  Van  Horne.  No.  Our  local  rates  in  Canada  have  been  graded 
down  to  meet  the  requirements  of.  the  United  States  interstate-com- 
merce act. 

The  Chairman.  Do  you  pay  any  attention  to  that  act! 

Mr.  Van  Horne.  Yes,  we  are  as  strictly  bound  by  it  as  if  we  were 
operating  in  the  United  States. 

The  Chairman.  With  respect  to  goods  that  you  take  at  Puget  Sound, 
or  goods  that  you  get  in  the  United  States  and  take  to  Montreal,  do  you 
regard  the  interstate-commerce  act! 

Mr.  Van  Horne.  Yes,  sir ;  we  regard  every  pound  of  it  as  subject  to 
the  interstate-commerce  act. 

The  Chairman.  Suppose  it  comes  down  to  the  United  States  at  any 
other  point;  do  you  carry  much  freight  east  from  Winnipeg  that  goes 
down  to  St.  Paul! 

Mr.  Van  Horne.  We  do  not  carry  much  freight  from  San  Franscisco 
or  Portland  by  way  of  Winnipeg  to  St.  Paul. 

The  Chairman.  Where  do  you  get  it! 

Mr.  Van  Horne.  The  freight  we  send  to  St.  Paul,  Chicago,  etc.,  is 
trans-Pacific  freight. 

The  Chairman.  You  mean  it  comes  from  a  foreign  country  and  lands 
on  your  own  soil,  and  you  carry  it  to  Winnipeg,  and  then  it  drops  down 
to  St.  Paul,  Chicago,  etc.  1 

Mr.  Van  Horne.  Yes.  We  may  have  a  consignment  now  and  then 
from  a  Puget  Sound  point  to  St.  Paul  and  Chicago,  and  now  and  then  a 
consignment  from  Alaska.  We  are  better  situated  as  to  the  Alaska 
trade  than  the  American  roads. 

The  Chairman.  Take  goods  that  are  received  on  Canadian  territory 
and  sent  down  to  St.  Paul  or  Minneapolis  or  Kansas  City ;  do  yon  ever 
get  goods  consigned  in  that  way  f 

Mr.  Van  Horne.  From  the  West  f 

The  Chairman.  From  the  West. 

Mr.  Van  Horne.  I  do  not  think  we  have  for  a  good  while.  We  had 
a  little  fight  out  on  the  Pacific  coast  at  one  time,  and  we  took  freight 
for  pretty  much  everywhere  to  show  that  we  were  around,  but  we  do 
not  do  that  for  a  living. 

The  Chairman.  I  am  informed  that  merchants  at  Omaha  and  Den- 
ver could  get  goods  that  come  originally  from  the  West  cheaper  over 
your  line  from  the  Iflorth  than  they  could  get  them  by  the  Union  Pacific, 
for  instance,  coming  straight  through. 

Mr.  Van  Horne.  I  think  they  could  once  for  about  two  weeks. 

The  Chairman.  Has  that  practice  been  entirely  broken  up! 

Mr.  Van  Horne.  It  only  lasted  a  little  while.  It  was  the  result  of 
^  little  row  we  had  out  on  the  Pacific  coast.    I  believe  it  started  from 
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• 

attempts  at  poaching  on  onr  territory.  We  threw  a  stone  through  their 
plate-glass  windows  to  remind  them  that  it  would  not  do. 

The  Chairman.  What  do  you  call  your  territory  T 

Mr.  Van  Horne.  British  Columbia.  I  will  say  this,  that  we  did  not 
quote  a  rate  south  of  the  international  l)Oundary  on  the  Pacific  <5oa8t 
until  our  rates  in  British  Columbia  were  broken  by  the  transcontinental 
lines,  and  when  we  heard  of  that  we  sent  agents  down  to  Portland  and 
other  points,  and  made  it  just  as  interesting  as  we  could  for  a  little 
while. 

The  Chairman.  And  the  result  was  that  ^ou  came  together  and 

settled  the  mattert 

Mr.  Van  Horne.  Yes,  sir. 

The  CHAIRMA.N.  So  you  state  now  that  you  are  carrying  freights  as 
other  transcontinental  lines,  and  under  agreements  with  them  t 

Mr.  Van  Horne.  Yes;  but  there  may  be  a  differential  on  some 
traffic. 

The  Chairman.  But  that  differential  is  agreed  to  by  them,  is  it  t 

Mr.  Van  Horne.  Yes ;  it  is  agreed  to  by  them. 

THE  TRADE  WITH  OHINA  AND  JAPAN. 

Senator  Gorman.  It  has  been  stated  in  some  of  the  English  publica- 
tions that  by  your  steam  ship  line  on  the  Pacific  to  Vancouver  and  by 
your  railroad  line  to  Halifax,  and  then  by  a  line  of  steamers  to  connect 
with  you  there,  you  have  about  two  days  advantage  in  point  of  time 
between  Japan  and  Liverpool  over  any  other  route.    How  is  thatt 

Mr.  Van  Horne.  I  do  not  think  we  regard  the  American  lines  as  oar 
competitors  in  the  China  and  Japan  trade.  So  far  onr  chief  competitor 
bas  been  the  Suez  Canal.  Onr  business  from  China  and  Japan  has 
been  taken  almost  wholly  from  the  Suez  Canal.  There  is  more  business 
done  between  San  Francisco  and  Tacoma  and  China  and  Japan  than 
before  we  opened.  But  the  trade  between  China  and  Japan  and  Can- 
ada and  the  United  States,  via  the  Suez  Canal,  has  fallen  off  75  per 
cent,  since  we  opened.  The  business  we  do  is  not  done  at  the  expense 
of  the  American  lines.  I  presume  with  our  fast  Atlantic  service,  and 
with  our  geographical  advantages,  we  would  be  able  to  make  with  rel- 
atively the  same  speed  on  laud  and  on  the  Atlantic  two  or  three  days 
better  time  possibly  than  can  be  made  by  way  of  San  Fransciaco. 

Senator  Blair.  What  has  been  the  diminution  of  British  trade  by 
way  ot  Asia  !  * 

Mr.  Van  Horne.  Between  Japan  and  China  and  the  United  States 
and  Canada,  passing  through  the  Suez  Canal,  it  has  been  reduced  75 
per  cent 

Senator  Gorman.  That  comes  from  the  establishment  of  this  line  of 
steamers  that  you  have  on  now. 

Mr.  Van  Horne.  I  think  tbat  is  the  cause  of  the  increase  by  way  of 
the  American  and  Canadian  ports  on  the  Pacific  coast.  It  set  the  lines 
running  from  San  Francisco  and  Tacoma  a  little  more  actively  at  work 
and  between  us  all  we  have  carried  across  about  twice  the  amoaot.  1 
think  the  traffic  has  doubled  over  any  ixuiod  before  we  opened. 

Senator  Gorhan.  Now  as  to  the  through  trade  to  Liverpool,  I  under- 
stand you  to  say  you  have  from  two  anda  half  to  three  days'  advantage. 

Mr.  Van  Hokne.  That  is  respecting  passengers;  we  expect  never  to 
have  any  freight  business  between  Liverpool  and  China  and  Japan. 
Not  even  tea.  We  carried  three  or  four  chests  to  Liverpool  once  to  show 
what  we  could  do,  but  it  does  not  pay.  The  English  teas  are  from 
China.    They  do  not  use  any  Japanese  teas.    Not  one-hundredth  of  1 
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per  cent,  of  the  teas  they  ase  are  Japanese  teas.  lu  fact  I  tbiuk  ouly 
one-half  ton  of  Japanese  tea  was  used  in  one  year  by  England.  The 
Japanese  trade  in  teas  is  with  Canada  and  the  United  States,  and  not 
vdth  England. 

'  Senator  Gorman.  So  yon  are  looking  for  the  development  of  the  pas- 
senger trade  and  you  rely  upon  that  for  compensation  ? 

Mr.  Van  Hobne.  As  far  as  Great  Britain  is  concerned  we  rely  upon 
that. 

Senator  Gobman.  Taking  I^ew  England  and  New  York  points,  what 
would  be  the  difference  in  time  from  the  United  States  t 

Mr.  Van  Hobnk.  Assuming  that  there  are  just  as  fast  vessels  run- 
ning from  San  Francisco  and  China,  the  difference  will  not  be  much. 
We  have  a  few  hundred  miles  advantage  in  distance,  but  the  time  de« 
pends  on  the  engines  a  good  deal. 

Senator  Gorman.  What  difference  will  that  make  in  the  rate  of 
freights  as  between  your  ships  and  American  ships? 

Mr.  Van  Uorne.  It  will  not  be  much.  Our  boats  are  more  expen- 
sive to  build.  The  diflfeiencein  subsidy  will  not  cover  the  difference,  I 
think.  That  is,  what  subsidy  there  is  that  is  applicable  to  the  ocean 
part  of  the  service.  This  subsidy  covers  not  only  the  transportation  of 
mails  across  the  raciiic  but  across  the  continent  between  Halifax  and 
Vancouver. 

Senator  Gobman.  Still  there  are  £30,000  per  annum  left  for  that 
Ber\ice. 

Mr.  VanHobnb.  I  assume  thatit  would  divide  about  equally.  Really 
the  railway  will  get  the  whole  benefit  of  it.  It  costs  just  as  much  to 
send  the  steamer  across  whether  it  carries  the  mails  or  not^  but  in 
carrying  mails  across  the  continent  we  have  the  hauling  four  times  a 
month  of  what  would  be  equivalent  to  hauling  acarfour  times  a  month 
some  3,500  miles ;  say  14,000  car  miles  a  month. 

PACIFIC  COAST  TBAFFIO. 

Senator  Gorman.  I  understood  you  to  say  that  up  to  this  time  the 
through  trade  over  your  road  from  the  Souu<l  port  does  not  pay. 

Mr.  Van  Hobne.  From  the  United  States  coast  south  the  freight 
business  does  not  pay. 

Senator  Gobman.  Why  f 

Mr.  Van  Hobnk.  Well,  the  rates  are  too  low  for  the  distance.  We 
have  heavy  arbitraries  to  pay  at  both  ends.  We  have  to  pay  on  the 
San  Francisco  freight  an  arbitrary  rate  to  the  Pacific  Coast  Steam-ship 
Company  for  bringing  freight  up  to  Vancouver,  and  after  we  get  it  to 
the  St.  Lawrence  frontier  we  have  to  pay  arbitraries  to  the  American 
lines  leading  to  New  York  and  other  poiuts  east. 

Senator  Gobman.  Do  you  own  the  line  of  steamers  between  San 
Francisco  and  Vancouver  t 

Mr.  Van  Hobne.  It  belongs  to  the  American  company  at  San  Fran- 
cisco, and  they  charge  there  what  they  like. 

Senator  Gobman.  Did  not  your  road  establish  that  line  ? 

Mr.  Van  Hobne.  It  was  in  existence  years  before  the  Canadian 
Pacific  was  heard  of. 

Senator  Gobman.  Between  where! 

Mr.  Van  Hobne.  Between  San  Francisco  and  Victoria,  British  Co- 
lumbia, and  1  think  it  is  yet  enjoying  a  Canadian  subsidy  for  keeping 
up  the.  trade  between  San  Francisco  and  British  Columbia. 

Senator  Gobman.  How  much  is  that  subsidy? 
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Mr.  Van  Hornb.  I  think  $15,000  or  $20,000  a  year. 

Senator  Gorman.  Are  tbey  weekly  or  daily  steamers! 

Mr.  Van  Pornb.  Weekly  steamfers. 

Senator  Gorman.  You  say  it  is  an  American  llnef 

Mr,  Van  Horne.  A  San  Francisco  line. 

Senator  Gorman.  How  much  tonnage  do  you  get  from  San  Fran- 
cisco, taking  the  tonnage  of  last  year  t 

Mr,  Van  Horne.  I  do  not  know.  It  was  not  very  much ;  in  fa<5t  I 
have  never  seen  any  statistics  covering  it  It  is  nothing  that  we  ever 
deemed  important  enough  to  keep  account  of. 

Senator  Gorman.  Can  you  furnish  a  statement  showing  thatf 

Mr.  Van  Horne.  If  you  would  like  such  a  statement  of  course  we 
can  furnish  it. 

Senator  Gorman.  You  may  incorporate  it  in  your  statement  before 
the  committee. 

Mr.  Van  Uornb.  The  statistics  of  the  entire  "State  to  State '^  freight 
traffic  carried  by  the  Canadian  Pacific  Railway  for  the  years  1887  and 
1888  are  as  follows,  and  to  these  I  have  added  the  freight  traffic  sta- 
tistics of  the  Transcontinental  Association  for  the  first  full  twelve 
mouths  after  its  organization,  namely  from  31st  January,  1888,  to  31st 
January,  1889. 

States  to  States  freight  traffic  carried  hy  the  Caitadian  Pacific  Bailtvay  Gpmpany  via 

Vancouver, 


Tons. 

BamingB. 

In  1888 

12.862^ 

744.921 

0173 
61,241 

$214,811.90 

17.140,011.24 

0125 

Total  transcontinental  tonnage  carried  by  all  the  transcontineutal  aaaocia* 
tion  linf>s«  for  twelve  raoiitb^  endins  January  31. 1889 

PorcentaKeof  int^rstite  traniicontinental  tonnase  handled  by  the  Canadian 
Pacitic  Kailway  Com  pan  v  during  above  periou 

ViaSaultSte.  Mario,  from'Febmary  22  to  December  31. 1888 

$153,780.13 

Statement  of  interstate  tonnage  via  Vancouver  to  and  from  Puget  Sound  and  San  Francisco, 


Consigned  tUw— 


Montreal 

Montreal  Junction. 

Brock  ville 

Newport 

PreAcott 

Ottawa 

8t.  Polycarpo 

St  Thomas. 

Toronto 

Eraorson 

Gretna 


Total 


Grand  total  t 

1887 

1888 


West  bound. 


1887. 


Tom, 
1.881 


643 


181 
48 


6 
685 


4,804 


1888. 


Tons. 
1.973 

105- 
2 

450 
1,818^ 

8I| 


1 
4,764 
13Ui 

8,8264 


East  bonnd. 


1887. 


Tcna. 

1,100 
437 
022 


164 
841 


39 
"6,'442 


0.651 


188S. 


Tons. 

121 
1,778 


861 

il 


1.217 


4.020 


Tons. 
14,545 
12.852^ 
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Statement  of  interstate  tannage  via  Sault  5/0.  Marie^  eait  and  west  hound  from  opening  of 

Une,  February  22, 188^,  to  December  31,  1888. 


HontitMl .... 

Kewport 

St.  Polycarp« 
PfescoU.^.. 


Consigned  Ti»— 


Total 

Grand  total. 


Weat  bound. 


Tons. 
360 

2,512 


12. 105  nu 


Kaat  bound. 


Tons. 
15,727JW^ 
2,658,3gff 
21.423^\AiV 


49. 1341188 


61, 2401189 


Statement  of  tonnage  carried  by  all  Una  in  the  Transcontinental  Association  for  the  year 

ending  January  1,  1889. 

Tons. 

Weatbonnd 509.724i38l 

Eaatlraond. 235.196J\^ 

Total 744,9201881 

I  beg  leave  to  draw  particnlar  attention  to  the  fact  that  of  the  744,921  tons  carried 
by  tbf;  Transcontinental  Association  for  the  year  eudins  January  31,  1889,  the  earn- 
ings from  which  were  $17,146,641,  the  Canadian  Pacific  Kail  way  carried  1.72  percent, 
of  the  tonnage  and  received  1.25  per  oent.  of  the  earuines. 

Owing  to  t%e  largo  nnmber  of  tourists  traveling  by  the  Canadian  Pacific  Railway 
and  to  the  largo  emigration  to  the  northern  part  of  Washington  Territory,  near  its 
Pacific  teilninus,  its  proportion  of  the  ''States  to  States"  passenger  traC&o  was  con- 
siderably greater  than  its  proportion  of  the'*  States  to  States 'freight  traffic,  bnt 
this  proportion  was  less  than  5  per  cent,  of  the  total  nnmber  of  ''States  to  States'' 
passengers  carried  by  the  Transcontinental  Association.  The  exact  percentage 
can  not  be  stated  becanse  of  the  impossibility  of  distinguishing  between  States  and 
Canadian  passengers  ticketed  locally  to  and  from  oar  Pacific  terminus  and  to^and 
from  eastern  Canadian  terminal  points.  ^ 


Statement  of  interstate  tonnage  via  Vancouver  to  and  from  San  Francisco,  year  ending 

December  31,  1888. 


Consigned  via— 


HoQtreal 

Montreal  janoiion 

Brock  ville 

Newport 

Prescott ■ 

Ottawa n.... 

SuPolycarpe 

Toronto 

Emerson 

Gretna.. 

Total 


West 

East 

bound. 

bouDd. 

Tons. 

Tons. 

1,655 

70 

92 

1,688 

2 

419 

l,097t 

835 

1 

7 

81* 
2.55  8 

42 

1215 

96| 

0,0031 

3.857 

Correot, 


W.  R.  MacInnbs. 


Senator  Gorman.  Those  goods  all  come  to  you  under  bond,  as  a 
matter  of  course  t 

Mr.  Van  Hornb.  Yes. 

Senator  Gorman.  What  is  the  operation  t  I  suppose,  of  coarse, 
they  come  in  bulk  in  the  hold  of  the  vessel  and  then  the  goods  are 
transferred  to  your  cars. 

Mr.  Van  Horne.  Transferred  to  our  cars. 
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Senator  Gobman.  Of  course  when  these  goods  are  being  transferred 
to  the  cars  a  United  States  officer  ii^  present. 

Mr.  Van  Hobne.  1  am  under  the  impression  that  there  is  a  United 
States  officer  at  Vancouver,  or  an  officer  representing  the  collector  at 
Port  Townsend,  which  is  not  far  away. 

Senator  Gobman.  And  your  cars  are  sealed  there  I 

Mr.  Van  Hobne.  I  do  not  know.    I  am  not  familiar  with  the  details 
of  moving  that  freight.    The  necessary  steps  are  taken  for  tbe  identifi- 
cation of  it  when  it  re-enters  the  United  States  at  the.  St.  Lawrence 
frontier. 
'  Senator  Gobman.  Your  road  gives  bond  to  the  Government  f 

Mr.  Van  Hobne.  The  Pacific  Coast  Steamship  Company  gives  the 
bond  and  we  indemnify  them. 

Senator  Beagan.  There  is  a  notice  that  has  to  be  put  upon  the  ships, 
'   I  believe. 

Mr.  Van  Hobne.  They  give  some  sort  of  a  general  bond  I  know,  be- 
cause we  have  to  give  them  a  bond  of  indemnity. 

Senator  Reagan.  I  know,  as  a  relief  for  a  good  deal  of  detail,  they 
label  the  shii)s. 

Senator  Gobman.  I  was  aware  of  that,  and  that  is  why  I  wanted  to 
get  from  Mr.  Van  Home  the  exact  details.  Do  you  think  it  is  under 
tbe  direction  of  a  United  States  officer  and  that  the  United  States  is 
protected,  Mr.  Van  Hornet 

Mr.  Van  Hobne,  Yes,  sir. 

OBJECT  OF  THE  CANADIAN  PACIFIC  SUBSIDIES. 

Senator  Gobman.  Now  is  it  not  a  fact  that  the  inducement  for  grant- 
ing.this  immense  subsidy  to  the  Canadian  Pacific,  is  the  building  ap 
of  a  great  through  line  between  Asia  and  Europe! 

Mr.  Van  Hobne.  I  think  so  far  as  the  British  Government  is  con- 
cerned, their  inducement  is  to  have  on  the  Pacific  Ocean  as  many  ships, 
wbich  may  be  serviceable  in  case  of  war,  as  possible.  I  think  that  is 
tlieir  chief  object.  They  do  not  care  much  about  saving  a  week  or  two 
with  tbe  mails.  I  presume  that  you  are  probably  aware  of  the  Jealous 
watchfulness  of  both  Great  Britain  and  Eussia,  each  of  the  other,  an  the 
Pacific,  and  that  Great  Britain  seeks  to  keep  herself  as  strongaa  possible 
on  the  Pacific  and  prepared  to  meet  an  emergency.  I  think  that  the 
moving  cause  of  our  getting  the  subsidy  from  the  Imperial  Government 
was  that  consideration.  Of  course  the  commercial  advantage  of  short- 
ening the  mail  communication  a  week  or  ten  days  between  Yokohoma, 
Shanghai,  and  Hong  Kong,  and  Great  Britain,  is  of  great  importance 
as  well,  but  they  could  not  be  moved  by  that  argument  alone.  Of 
course  in  trying  to  get  a  subsidy  we  used  every  argument  that  we  could 
think  of. 

So  far  as  the  Canadian  Government  is  concerned,  the  Canadian  peo- 
ple generally  take  a  great  pride  in  the  Canadian  Pacific  Railway.  They 
look  upon  it  as  their  great  national  enterprise.  It  is  the  greatest  enter- 
prise that  was  ever  carried  out  in  their  country.  It  connects  together 
all  their  provinces.  I  think  a  great  majority  of  the  people  are  very 
anxious  to  see  it  succeed. 

Senator  Gobman.  So  that  it  has  two  objects,  one  military  and  polit- 
ical and  tbe  otber  purely  commercial  f 

Mr.  Van  Hobne.  Yes;  but  so  far  as  the  Canadian  Pacific  Railway 
Company  are  concerned,  as  1  said  before,  their  only  object  is  to  make 
the  most  money  they  can  out  of  the  Canadian  Pacific  Railway  for  their 
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share-bolders.    They  are  not  moved  by  sentiioent  or  political  considera- 

tioua  very  roach. 
Senator  GoBi^AK.  That  is  the  private  share-holder  t 
Mr.  Van  Hobnb.  The  private  share  holder  and  the  directors,  and  I 

can  speak  for  the  president,  too. 

OBSEBYANOS  OF  THE  INTEBSTATEOOMMEBOE  LAW. 

Senator  Oobman.  I  understood  yon  to  say  a  moment  ago  that,  in 
point  of  fact,  the  Canadian  Pacific  observed  the  reqairements  of  the 
jnterstatecommerce  law.    What  do  you  mean  by  that f 

Mr.  Van  Hobne.  I  mean  that  all  United  States  freight  and  all 
freight  we  take  from  one  point  in  the  United  States  going  into  Canada 
and  freight  from  Canada  into  the  United  States  to  another  point  in  the 
United  States,  is  carried  in  conformity  to  the  provisions  of  the  inter- 
state commerce  act,  so  far  as  we  understand  those  provisions. 

Senator  Gobman.  That  is  to  say,  yon  publish  your  rates  on  the  roads 
located  within  our  territory  t 

Mr.  Van  Hobne.  Yes. 

Senator  Gobman.  And  yon  take  the  freight  through  to  the  point  of 
destination  without  giving  rebates  or  drawbacks  of  any  description. 

Mr.  Van  Hobne.  Yes,  sir.  I  believe  we  fully  comply  with  the  re- 
quirements of  the  act  in  that  respect.  Every  agent  we  have  working 
on  United  States  territory,  as  I  understand  the  law,  is  liable  to  impris- 
onment if  we  fail  to  do  so. 

Senator  Gorman.-  What  portion  of  the  dead  freight  goes  through 
from  your  sea-port  to  Enroi)e  t 

Mr.  Van  Hobne.  We  have  done  practically  none  of  that  business. 
Of  the  export  business  from  United  States  points  to  Great  Britain  we 
have  not  much.  It  is  almost  infinitesimal.  There  is  nothing  in  it.  We 
have  not  sought  the  business.  We  are  building  a  line  to  the  Detroit 
River  now,  and  possibly  we  may  try  to  get  some  of  it  when  it  pays. 

Senator  Gobman.  You  observe  the  provisions  of  our  law  upon  that 
trade  alone. 

Mr.  Van  Hobne.  Yes,  sir. 

Senator  Gobman.  But  how  as  to  the  other  branch,  where  our  roads 
are  required  not  to  charge  more  for  a  shorter  haul  than  a  longer  hanlt 
Do  you  observe  that  as  to  all  freight  going  over  your  road,  no  matter 
where  it  originates! 

Mr.  Van  Hobne.  I  think  it  is  observed  all  the  way  through.  I  re- 
member overhauling  our  traffic  department  only  a  few  months  ago  for 
a  reduc.iou  of  rates  in  the  interior  of  British  Columbia,  and  I  was  told 
that  it  had  .to  be  done  on  account  of  the  interstate-commerce  act.  Our 
intermediate  rates  were  governed  l)y  the  provisions  of  that  act  as  well 
a^  the  intermediate  rates  of  railways  in  the  United  States.  I  do  not 
know  but  that  we  have  misconstrued  the  law  in  that  respect. 

Senator  Gobman.  You  do  not  mean  to  say  that  you  apply  that  prin- 
ciple to  freight  originating  in  Canada  for  delivery  to  points  in  Canada  f 

Mr.  Van  Hobne.  Yes,  sir.  We  have  no  higher  intermediate  rate 
than  the  rate  we  get  on  State  to  State  traffic  carried  over  the  same 
line,  so  I  am  informed  by  our  traffic  department. 

Senator  Gobman.  So  you  voluntarily  enforce  the  long  and  short  haul 
clause  T 

Mr.  Van  Hobne.  We  had  to  do  it  or  stay  out  of  the  business,  as  we 
oonstrued  the  law.  We  did  not  want  to  pay  the  fines  or  have  our  agents 
go  to  prison.    I  think  our  tariff  manager  vas  so  advised,  and  he  made 
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his  tariffs  in  accordance  with  this  advice.  This  was  the  case  only  a 
short  time  ago.  I  do  not  think  there  has  oeeu  any  change  or  I  should 
have  heard  of  it 

CONTROL  OF  THE  SAULT  STE.  MARIE  BRIDGE. 

Senator  Gorman.  The  chairman  asked  yon  about  the  control  of  the 
bridge  over  the  Sault  Saint  Marie.  I  heard  your  statement  about 
various  roads  centered  there  in  which  you  have  an  interest.  Is  it 
not  a  practical  fact,  notwithstanding  the  two  or  three  organizations, 
that  your  road  has  absolute  oontrol  of  that  bridge.  I  ask  you  if  that  is 
not  the  fact  without  going  into  the  technicalities  of  it.  Is  it  not  the 
fact  that  the  men  who  control  the  Canadian  Pacific  have  the  absolute 
control  of  that  bridge  and  determine  the  conditions  upon  which  any 
other  line  may  enter  and  cross  it  f 

Mr.  Van  Horne.  If  the  friends  of  the  Canadian  Pacific,  who  are  in- 
terested in  the  Washbnrn  road  or  the  Atlantic  or  St  Paul  and  Sault 
Saint  Marie  Bail  ways,  were  to  act  together  with  the  Canadian  Pacific 
they  undoubtedly  would  control  that  bridge. 

Senator  Gorman.  And  that,  in  point  of  fact,  as  we  understand  it  in 
business  affairs,  puts  it  absolutely  under  one  control  f 

Mr.  Van  Horne.  No,  sir.  We  have  never  ventured  to  aet  in  any 
matter  connected  with  the  Sault  Saint  Marie  bridge  without  the  consent 
of  the  other  lines. 

Senator  Gorman.  I  understand  that  you  go  thi^ongh  with  the  form 
of  it. 

Mr.  Van  Horne.  We  do  not  take  any  more  trouble  than  we  can  help. 

Senator  Gorman.  As  I  supposed,  but  if  ttie  Canadian  Pacific  governs 
the  policy  that  controls  the  traffic  of  that  bridge,  is  not  your  resolution 
or  determination  absolute  t 

Mr.  Van  Horne.  So  far  as  my  detemination  as  the  president  of  the 
Canadian  Pacific  is  concerned,  I  can  say  it  is  absolutely  one-half. 

Senator  Gorman.  But  you  can  step  over  into  the  adjoining  office  and 
control  a  road  that  gives  you  three-fourths  of  it. 

Mr.  Van  Horne.  If  it  were  anything  within  reason  I  could  safely 
count  on  controlling  it,  I  think.  If  I  were  to  go  to  our  friends  who  are 
interested  in  those  roads  and  satisfy  them  that  my  position  was  right 
in  the  matter  I  could  control  it  without  any  doubt. 

Senator  Reagan.  I  believe  I  understx)od  you  to  say  that  your  road 
was  a  member  of  the  Transcontinental  Traffic  Association. 

Mr.  Van  Horne.  Yes,  sir. 

Senator  Keagan.  What  other  roads  are  members  of  that  association  T 

Mr.  Van  Horne.  I  do  not  know  that  I  can  name  all  of  them,  as  I 
am  not  familiar  with  the  everyday  details  of  the  association.  The 
chief  parties  to  it  are  the  Central  Pacific,  the  Union  Pacific,  I  believe; 
the  Southern  Pacitic  J  know ;  and  the  Canadian  Pacific.  There  are 
some  otlier  roads  rei^e^senting  portions  of  transcontinental  lines. 

Senator  Eeagan.  What  arrangement  is  made,  can  you  state, to  us, 
for  the  division  of  traffic  among  those  roads! 

Mr.  Van  Horne.  I  do  not  think  there  is  any  arrangement  for  the 
division  of  traffic.  It  is  a  good  deal  like  the  Trunk  Line  Association 
which  Mr.  Roberts  described  to  you  this  morning. 

Senator  Keagan.  I  believe  that  differentials  are  allowed  as  between 
these  roads! 

Mr.  Van  Horne.  Yes;  but  I  do  not  know  as  to  what  extent.  I  do 
not  know  how  they  are  arranged.  In  some  particular  cases  we  get  dif- 
ferentials. 
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Senator  Beagan.  Do  you  know  what  the  general  average  of  differ- 
entials in  favor  of  yoar  road  is  as  against  the  others  T 

,Mr.  Van  Hobne.  No.  I  only  know  that  in  proportion  to  the  dis- 
tance the  differentials  are  qnite  small. 

Senator  Keagan.  Is  it  as  much  as  20  per  cent,  f 

Mr.  Van  Houne.  Ob,  no. 

Senator  Keagan.  Is  it  not  as  much  as  25  per  cent,  t 

Mr.  Van  Borne.  No,  sir;  it  is  not. 

Senator  Eeagan.  Will  you  state  the  basis  upon  which  these  differen- 
tials are  allowed  and  the  reason  for  it  f 

Mr.  Van  Horne.  Just  the  same  reason  as  prevailed  for  the  differen- 
tial allowed  by  the  Trunk  Line  Association  to  the  Erie  road  and  for  the 
differentials  which  have  been  allowed  among  the  other  trunk-lines  in 
times  past.    It  is  an  old  precedent. 

Senator  Eeagan.  That  is  a  good  answer,  but  we  do  not  understand  it. 

Mr.  Van  Hobne.  I  was  going  to  explain  it  further.  It  is  for  the 
purpose,  really,  of  preserving  peace.  A  railway  that  is  under  a  disad- 
vantage in  point  of  time  or  capacity  is  not  able  to  get  any  portion  of  the 
traffic,  but  as  they  are  bound  to  make  the  best  use  they  can  of  their 
iwoperty  and  to  take  advantage  of  every  opportunity  to  get  some  earn- 
ings, it  has  been  found  best  in  many  cases  to  allow  to  roads  under  such 
disadvantage  a  differential  that  will  enable  them  to  pick  up  about  their 
proper  proportion  of  the  traffic. 

DIRECTORS  OF  THE  CANADIAN  PACIFIC  LINES. 

Senator  Gorman.  Can  you  furnish  the  committee — not  now,  but  you 
can  insert  it  in  your  statement — the  directors  for  1888-'89,  of  all  the 
lines  that  you  are  interested  in  by  stock,  lease,  or  otherwise,  or  that  you 
control,  including  the  road  through  Maine? 

Mr.  Van  Horne.  Do  you  mean  of  all  the  roads  in  the  United  States 
in  which  the  Canadian  Pacific  Railway  Company  as  a  company  has  any 
interest! 

Senator  Gorman.  Yes;  either  by  the  ownership  of  stock,  lease,  or 
otherwise. 

Mr.  Van  Uorne.  All  right,  sir,  I  will  do  so. 

The  statement  is  as  follows : 

The  directors  of  tbe  International  Railway  of  Maine  (leased  to  the  Canadian 
Pacific  Railway  Company)  are — 

9 

Mr.  VV.  C.  Van  Home,  President,  Montreal. 

Mr.  T.  O.  Sbaaghne««y,  Vice  President,  Montreal. 

Sir  George  Stephen,  Bart.,  Montreal. 

Sir  Donald  A.  Sinitli,  K.  C.  M.  G.,  Montreal. 

Mr.  George  Olds,  Montreal. 

Mr.  £.  R.  Burpee,  Bangor,  Maine. 

Mr.  Charles  F.  Woodard,  Bangor,  Maine. 

The  names  of  tbe  directors  of  tbe  Minneapolis,  St.  Pani,  and  SanltSte.  Marie  Rail- 
way and  the  Dnlntb,  South  Shore  and  Atlantic  Railway,  in  wbicb  tbe  Canadian 
Pacific  is  not  interested  as  a  company,  are  also  given  for  tbe  information  of  tbe  com- 
mittee. 
Minneapolis,  St.  Paul  and  Sanit  Ste.  Marie  Railway: 

Hon.  W.  D.  Washburn,  Minneapolis,  Minnesota. 

Tbomas  Lowry,  Minneapolis,  Minnesota. 

R.  B.  Langdon,  Minneapolis,  Minnesota. 

Jno.  Martin,  Minneapolis,  Minnesota. 

C.  H.  Pcttit^  Minneapolis,  Minnesota. 

H.  £.  Fletcher,  Minneapolis,  Minnesota. 
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Minneapolis,  St.  Paul  and  Sanlt  Ste.  Marie  Railway — Continued* 

O.  C.  Merrianiy  Minneapolis,  Minnesota. 

Hon.  J.  S.  Pillsbury,  Minneapolis,  Minnesota. 

W.  Qregory,  Minneapolis,  Minnesota. 

Hon.  M.  B.  Koon,  Minneapolis,  Minnesota. 

A.  H.  Linton,  Minneapolis,  Minnesota. 

H.  C.  Sidle,  Minneapolis.  Minnesota. 

J.  C.  Oswald,  Minneapolis,  Minnesota. 

President.  Hon.  W.  D.  Washbnm. 

Vice-President,  Thomas  Lowry. 
Daluth,  South  Shore  and  Atlantic  Ilailway.  * 

Hon.  James  McMillan,  Detroit,  Michigan. 

Sir  George  Stephen,  Bart.,  Montreal,  Canada. 

W.  C.  Van  Home,  Montreal,  Canada. 

Sir  Donald  A.  Smith,  E.  C.  M.  G.,  Montreal,  Canada. 

George  I.  Seney,  New  York. 

Calvin  S.  Brioe,  New  York. 

John  G.  Moore,  New  York. 

John  W.  Sterling,  New  York. 

Sam'l  Thomas,  New  York. 

Richard  J.  Cross,  New  York. 

Thomas  W.  Pearsall,  New  York. 

President,  Hon.  James  McMillan. 

Ist  Vice-President,  Calvin  8.  Brice. 

2Dd  Vice  President,  W.  C.  Van  Home. 
The  following  are  the  directors  of  the  Canadian  Pacific  Railway  Company! 

Sir  George  Stephen,  Bart.,  Montreal. 

Mr.  Wm.  C.  Van  Home,  Montreal. 

Sir  Donald  A.  Smith,  K.  C.  M.  G.,  M.  P.,  MontreaL 

Mr.  Richard  B.  Angns,  Montreal. 

Mr.  Edmnnd  B.  Osier,  Toronto. 

Mr.  Sandford  Fleming.  C.  £.,  C.  M.  G.,  Ottawa. 

Mr.  R.  V.  Martinson,  Amsterdam  and  New  York. 

Hon.  W.  L.  Scott,  Erie,  Pa. 

Mr.  George  R.  Harris,  Boston. 

Hon.  J.  J,  C.  Abbott,  Q.  C,  Montreal. 

Hon.  George  A.  Kirkpatrick,  M.  P.,  Kingston. 

Mr.  Richard  J.  Cross,  New  York. 

Mr.  Wilmot  D.  Matthews,  Toronto. 

Hon.  Donald  A.  Maclnnes,  Hamilton. 

Mr.  Thomas  Skinner,  London. 

President,  Mr.  W.  C.  Van  Home. 

SUBSIDIES  TO  CANADIAN  AND  AMERICAN   LINES   COMPARED. 

Mr.  Van  Hornb.  I  would  like,  if  you  will  permit  me,  Mr.  Chairman, 
to  make  one  or  two  points  clear  that  seem  to  be  very  generally  mis- 
understood, especially  about  the  matter  of  subsidies  to  the  Canadian 
Pacific  Railway  in  Canada. 

The  Chairman.  We  will  be  pleased  to  hear  you. 

Mr.  Van  Horne.  The  amounts  that  I  have  spoken  of  here  in  the 
way  of  subsidies  are  applicable  to  the  Canadian  Pacific  line  from  Lake 
^Nipissing  west  to  the  Pacific  Ocean.  They  have  no  relation  to  any  rail- 
way;  they  were  not  given  to  promote  the  building  of  any  railway  that 
came  in  competition  with  eastern  trunk-lines,  and  they  should  only  be 
considered  in  connection  with  the  line  in  competition  with  the  American 
Pacific  lines. 

These  subsidies  amounted,  as  I  have  said,  to  thirty-five  millions  in 
cash  and  eighteen  million  acres  of  land  for  a  line  commencing  at  Lake 
Kipissing  and  running  to  the  Pacific  Ocean.  The  Northern  Pacific,  for 
a  railway  only  half  way  across,  got  forty-six  million  acres  of  land  with 
an  infinitely  easier  line  to  construct  The  Union  Pacific  was  a  still 
easier  line  to  construct  than  the  Northern  Pacific ;  so  that  it  will  be 
found  that  the  subsidies  givon  to  our  railway  are  very  much  less  in  pro- 
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portion  to  what  they  had  to  do  than  those  given  by  tlie  United  States 
to  the  Northern  Pacific,  and,  I  think  I  am  safe  in  saying,  to  the  Union 
Pacific  and  the  Central  Pacific. 

The  Canadian  Pacific  in  Ontario  has  received  no  Dominion  subsidies 
whatever  for  its  lines,  and  I  do  not  think  the  Grand  Trunk  lines  in  On- 
tario have  received  any  Dominion  subsidies  or  Provincial  subsidies 
whatever.  These  are  the  lines  that  are  in  competition  with  the  Amer- 
ican trunk-lines. 

It  is  true,  some  small  local  lines  have  been  subsidized  by  the  Domin- 
ion Government  to  the  extent  of  two  or  three  thousand  dollars  a  mile, 
and  that  some  portions  of  these  little  branch  lines  have  come  to  form 
part  of  the  Grand  Trunk  or  Canadian  Pacific  through  lines,  by  purchase 
or  otherwise ;  but  as  far  as  the  Canadian  Pacific  Railway  is  concerned, 
no  subsidy  has  been  given  it  in  any  shape  or  form  aside  from  the  sub- 
ventions as  provided  in  the  original  contract  with  the  government  in 
1880. 

The  idea  seems  abroad,  and  has  been  thoroughly  circulated  in  the 
-  newspapers  on  this  side  of  the  line,  that  the  Canadian  Pacific  is  a  sort 
of  pampered  pet  of  the  Dominion  Government,  and  that  it  is  in  receipt 
of  favors  every  day.  The  Canadian  Pacific  Company  gets  no  assistance 
from  the  Dominion  Government  except  to  the  extent  of  the  ordinary 
compensation  for  carrying  the  mails  just  as  the  roads  do  here  in  this 
country,  except  that  we  do  not  get  so  mnch. 

Mr.  Roberts,  in  his  testimony,  referred  to  the  advantages  enjoyed  by 
the  Canadian  Pacific  in  the  way  of  getting  in  materials  free  of  duty  from 
Great  Britain,  but  the  same  materials  that  come  in  from  England  free 
of  duty  come  in  from  the  United  States  free  of  duty.  Canada  exacts 
the  same  duty  against  Great  Britain  that  she  does  against  the  United 
States,  and  the  Canadian  Pacific  has  been  able  at  times  to  get  Amer- 
ican steel  rails  in  just  as  readily  and  cheaply  as  English  rails,  and  there 
was  no  discrimination  whatever  in  duties  against  them. 

A  very  large  proportion  of  the  rolling  stock  of  the  Canadian  Pacific 
is  of  American  build.  I  think  I  am  safe  in  saying  that  one  half  of  our 
rolling  stock  was  built  in  the  United  States,  and  a  very  large  quantity 
of  the  rails  used  in  the  construction  of  our  road  were  made  in  the  United 
States — not  a  very  large  proportion,  but  a  very  considerable  propor- 
tion. Aside  from  the  rails,  ten  times  the  amount  of  materials  and  ap- 
pliances came  from  the  United  States  that  came  from  Great  Britain. 

Now,  in  regard  to  these  steam-ship  subsidies,  only  the  Pacific  steam- 
ship subsidies  are  to  be  given  to  the  Canadian  Pacific  Railway  Com- 
pany. These  subsidies  are  not  given  by  the  Dominion  Government,  but 
by  the  Imperial  Government,  and  they  have  no  relation  whatever  to 
any  competition  with  United  States  lines,  and  there  is  no  thought  of 
sueh  a  thing  in  Canada. 

,  The  relations  between  the  Canadian  Pacific  Railway  Company  and 
tiie  Dominion  Government  are  no  closer  than  those  between  the  Penn- 
sylvania Railroad  Company  and  the  Government  at  Washington — not 
so  close  really.  In  fact,  there  has  been  a  coolness  between  the  Cana- 
dian Pacific  Company  and  the  Dominion  Government  for  a  number  of 
years  back. 

COST  OF  OPERATION  OP  THE  CANADIAN  PACIFIC. 

Senator  Gobman.  I  would  like  to  know  something  about  the  cost  of 
the  operation  of  your  road.  It  was  stated  this  morning — I  do  not  know 
whether  yon  heard  it  or  not — that  you  could  get  labor  for  much  less  in 
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Canada,  and  that  you  could  get  men  to  operate  your  trains  and  improve 
your  track  and  all  that  sort  of  thinfc  cheaper  than  the  same  service 
could  be  had  in  the  United  States.  Can  you  tell  the  committee  how- 
much  difference  there  is,  as  a  matter  of  fact? 

Mr.  Van  Horne.  There  is  very  little  difference  in  the  cost  of  labor 
between  the  two  countries.  The  difference  has  been  greatly  reduced  of 
late.  So  far  as  trackmen  are  concerned,  the  wages  paid  here  and  in 
Canada  are  practically  the  same.  They  are  fnlly  as  high  in  Canada  as 
in  the  States,  and  possibly  a  trifle  higher.  I  think  engineers,  brakemen, 
and  conductors  get  a  little  less  than  in  tbe  States;  probably  15  per 
cent.  less.  Mechanics,  such  as  machinists,  blacksmiths,  boiler- makers, 
etc.,  get  i>erhapa  10  per  cent,  less  than  in  the  States,  while  carpenters, 
brick-layers,  and  stonemasons  get  probably  15  or  20  per  ceut.  more 
than  they  do  in  the  States. 

Senator  Gorman.  Why  is  that! 

Mr.  Van  Horne.  Very  large  building  operations  are  going  on  all 
through  Canada;  the  country  is  very  prosperous.  There  is  a  fi:reat 
deal  of  building  going  on,  and  the  wages  of  men  engaged  in  building 
operations  are  very  liberal. 

Senator  OoRMAN.  How  about  the  cost  of  material !  You  buy  all  your 
steel  material  for  rails  from  England,  do  you  not! 

Mr.  Van  Horne.  We  have  been  buying  almost  exclusively  from  Eng- 
land or  from  Germany.  At  the  present  time  English  rails  are  laid 
down  in  Montreal  at  $25  a  ton,  while  American  rails  cost  $26  a  ton. 
Five  years  ago  we  bought  large  quantities  of  American  rails. 

Senator  Gorman.  What  duty  do  you  pay  on  steel  rails  t 

Mr.  Van  Horne.  We  pay  no  duty  on  steel  rails,  whether  they  oome 
from  England  or  the  United  States. 

Senator  Gorman.  What  is  the  difference  in  the  cost  of  engines,  be- 
tween Canada  and  this  country  f 

Mr.  Van  Horne.  Locomotives  are  a  little  more  expensive  in  Canada 
to  buy  from  the  manufacturers  than  they  are  in  the  United  States.  I 
think  they  cost  about  15  per  cent,  more  in  Canada.  In  our  own  shops 
we  make  them  for  a  little  less  than  we  can  buy  them.  We  save  a 
portion  of  the  manufacturer's  profit.  We  have  extensive  shops  of  our 
own. 

Senator  Gorman.  There  is  an  impression  prevalent,  and  I  have  seen 
it  published  in  the  newspapers,  that  owing  to  the  locution  of  your  road, 
it  being  so  far  north,  that  there  are  three  or  four  mouths  in  the  year 
when,  on  account  of  climatic  influences,  you  can  not  begin  to  compete 
with  the  Korthern  Pacific  or  the  Union  Pacific.  What  is  the  fact  abont 
that? 

Mr.  Van  Hornb.  I  think  we  can  run  with  absolute  certainty  every 
day  in  the  year. 

The  Chairman.  Are  your  trains  never  snow-bound  t 

Mr.  Van  Horne.  No,  sir.  We  may  sometimes  lose  an  hour  or  two, 
but  during  this  x)ast  winter  I  do  not  think  there  has  been  an  hour  lost 
through  stress  of  weather  from  the  beginning  of  winter  to  the  end. 

Senator  Keaoan.  Yon  have  snow-sheds  in  the  mountains,  have  yon 
uotV 

Mr.  Van  HoRiras.  Yes,  sir ;  but  they  are  not  snow-sheds  in  the  ordi- 
nary sense.  They  are  practically  tunnels  made  of  red  cedar.  These 
snow-sheds  or  tunnels  are  very  expensive. 

Senator  Gorman.  So  that  you  have  really  no  disadvantages  in  com- 
peting with  the  American  lines  so  far  as  that  is  concerned  ? 

Mr.  Van  Horne.  1  think  we  are  in  a  better  condition  as  far  as  that 
goes  than  some  of  your  roads. 
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The  Chairman.  How  many  miles  of  that  kind  of  shedding  have  you  t 

Mr.  Van  Hoenb.  We  have  11  miles.  The  cost  of  this  shedding  and 
the  works  connected  therewith  was  abont  $3,300,000. 

Senator  GoBMAN.  How  do  your  grades  compare  with  those  of  the 
Northern  Pacific  ! 

Mr.  Van  Hobne.  All  onr  grades  above  1  foot  to  thft  hundred  are  con- 
centrated on  a  section  of  line  of  120  miles.  We  have  oiie  grade  of  4 
miles  heavier  than  any  on  the  Northern  Paciflc ;  abont  as  heavy  as  the 
temporary  grades  of  the  Northern  Pacific  before  their  tunnels  were 
bnilt. 

Senator  Gobman.  Then,  taking  it  altogether,  yon  can  pull  a  greater 
number  of  tons  through  to  the  I'acitic  with  the  same  power  than  can 
the  Northern  Pacific! 

Mr.  Van  Hobne.  I  ttiink  we  can  carry  traffic  just  as  cheaply  as  any 
of  the  roads  can,  possibly  a  little  cheaper  than  some  of  them. 

Senator  Keagan.  What  is  your  maximum  elevation  above  the  sea- 
level  f 

Mr.  Van  Hobne.  Five  thousand  two  hundred  and  ninety-one  feet. 

Senator  Gobman.  Now  give  us  your  mileage  from  Puget  Sound  to  your 
best  eastern  shipping  port  via  Chicago  as  compared  with  the  mileage 
of  the  Northern  Pacific  from  the  Pacific  coast  to  its  eastern  port, 

Mr.  Van  Hobne.  I  think  we  are  shorter  from  New  York  to  Vancouver 
than  any  of  the  lines  irom  here  by  way  of  Chicago  to  Puget  Sound. 
Our  distance  must  be  about  the  same  as  the  Northern  Pacific ;  that  is, 
our  distance  to  Vancouver  is  about  the  snme  as  that  of  the  Northern 
Pacific  to  Tacoma.  We  are  at  a  disadvantage  in  competing  with  them 
at  Seattle  in  having  to  carry  our  trafiic  up  to  our  Pacific  terminus  by 
water. 

Senator  Gobman.  So  that  your  conditions  are  such  that  you  can 
compete  today  on  this  trafiic  with  any  of  the  American  lines? 

Mr.  Van  Hob.ne.  That  is  siuiply  taking  it  from,  the  Pacific  coast  to 
a  point  on  the  Atlantic  coast.  Our  disadvantage  becomes  so  great  at 
San  Francisco  that  we  do  not  care  much  about  the  business. 

Senator  Gobman.  You  have  no  line  .to  San  Francisco,  have  you  ! 

Mr.  Van  Uobne.  No,  sir ;  only  by  boat. 

Senator  Gobman.  I  am  not  spesiking  of  the  through  trade. 

Mr.  Van  Hobne.  We  have  no  rail  connections  on  the  Paciflc  coast. 

Senator  Gobman.  I  have  not  reference  to  the  through  trade;  but 
better  grades,  cheaper  rails,  somewhat  less  cost  of  labor  and  operation 
are  all  in  your  favor. 

Mr.  Van  Hobne.  No,  T  think,  so  far  as  cost  of  operation  is  concerned, 
there  is  nothing  in  our  favor.  The  slight  difference  in  some  classes  of 
labor  is  more  than  covered  by  the  additional  cost  of  fuel.  A  very  large 
portion  of  our  coal  comes  from  Ohio  and  Pennsylvania,  and  of  course  it 
costs  us  a  great  deal  more  for  coal  than  it  costs  the  American  railway 
lines.  That  would  put  us  at  a  considerable  disiidvantage,  but  1  think 
our  advantage  in  the  way  of  grades  equalizes  it. 

Senator  Gobman.  Ton  have  coal  on  the  sound,  have  you  not  f 

Mr.  Van  Hobne.  We  have  coal  of  our  own  after  we  leave  Winnipeg 
near  the  Rocky  Mountains.    We  have  coal  on  the  Paciflc  coast. 

Senator  Gobman.  You  have  coal  where  you  reach  the  heaviest  grades. 

Mr.  Van  Hobne.  Yes,  very  near  to  the  heaviest  grades. 

Senator  Gobman.  In  that  respect  you  have  an  advantage  over  the 
Northern  Pacific. 

Mr.  Van  Hobne.  No,  I  think  their  coal  comes  in  very  close  to  their 
heavier  grades. 
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BATES  ON  THE  OANABIAN  PAOIFIO. 

Mr.  Van  Honie  sabseqnently  submitted  the  following  letter  firom 
Oeorge  Olds,  general  traffic  manager  of  the  Canadian  Pacific  Railway 
Company : 

TuK  Canadian  Pacific  Railway  Company, 

Office  of  Gknkral  Traffic  Manaokb, 

Montreal^  May  22,  1689. 

Dear  Sir  :  In  giYing  yonr  evidence  before  the  Senate  Committee  in  New  York,  I 
assume  you  bad  in  mind  the  tariflf  of  rates  published  in  my  circular  No.  46,  of  Octo- 
ber 29,  1888. 

This  tariff  was  made  up  from  that  of  the  Transcontinental  Association  No.  8,  bearing 
date  September  1, 1888,  bnt  which  was  not  infuU  effect  until  near  the  end  of  Septem- 
ber. At  that  time  I  considered  the  transcontinental  rates  as  sat  isfactory  to  onr  company 
on  any  interstate  or  domestic  traffic,  and,  as  my  circular  indicates,  the  rates  were  not 
exceeded  on  any  short-haul  domestic  traffic. 

I  found  later  that  we  could  not  make  the  rates  on  onr  domestic  or  Canadian  busi- 
ness conform  in  all  cases  to  the  frequent  changes  in  the  interstate  or  traniscontinental 
rates.  On  the  1st  of  January  the  transcontinental  tariffs  .were  revised,  and  while 
there  was  no  material  chan^ce  in  the  tixed  class  rates  governed  by  the  official  and 
Western  States  classificatiuns,  yet  the  large  list  of  commodity  rates  issued  by  the 
American  transcontinental  lines  January  1,  and  the  daily  or  more  frequent  changes 
and  supplementary  tariffs  and  commodity  rates  made  it  impossible  and  qnite  unnec- 
essary for  us  to  follow  these  frequent  changes  in  respect  to  the  rates  on  onr  local  or 
domestic  business. 

One  or  two  instances  will  suffice  to  make  this  more  clear  to  yon.  Sugar  is  rated  in 
the  transcontinental  tariff  at  |1.20  per  100  pounds  from  New  York  to  Pacific  coast 
points.  We  soon  found  that  we  could  not  snip  sugar  from  Montreal  refineries  to  our 
Pacific  coast  points  owing  to  the  low  price  of  sugar  at  San  Francisco  and  the  low 
freight  (15  cents  per  100  pounds)  from  San  Francisco  to  Vancouver  and  Victoria,  Brit- 
ish Columbia.  Tnis  competition  forced  us  to  reduce  the  rate  on  sugar  from  Montreal 
to  Victoria  to  $1  per  100  pounds;  but  because  we  were  obliged  to  so  reduce  rates  to 
coast  points  I  |did  not  consider  it  necessary  to  make  similar  reductions  on  shipments 
to  points  in  the  interior  of  British  Columbia,  snch  as  Donald,  Kamloops,  etc.;  these 
remarks  apply  with  equal  force  to  nails  and  all  staple  manufactures  of  iron. 

In  dealing  with  the  business  for  these  points  we  follow  the  practice  now  in  force 
on  the  Northern  Pacific  Railway,  namely,  of  adding  to  the  special  or  reduced  rate  to 
the  coast  the  local  rate  eastward,  say  from  Vancouver  to  Donald  and  Kamloops. 

To  this  extent — very  thfiing  when  the  limited  volume  of  our  local  traffic  to  interior 
points  is  considered — we  have  departed  fn>ui  the  strict  ruling  of  the  Interstate  com- 
merce law,  and  in  doing  this  we  have  followed  the  Northern  Pacific  precedent,  which 
I  assume  is  sanctioned  by  the  Commissioners. 

Another  cause  of  disturbance,  and  one  which  has  caused  a  departure  from  the  de- 
sign of  my  circular  No.  46  in  respect  to  compliance  with  the  principle  of  the  long  and 
short  haul  clause,  was  that  developed  by  the  Northern  Pacific  line  of  cntting  the 
rates  on  traffic  between  points  in  eiistem  Canada  and  British  Columbia  coast  points. 
The  Northern  Pacific  feels  free  to  out  such  rates  in  competition  with  our  line  because 
this  traffic  does  not  come  under  the  Jurisdiction  of  the  interstate  commerce  law.  That 
is  to  say,  freight  shipped  from  a  point  in  Canada  when  carried  to  its  destination  in 
part  over  lines  in  the  United  States  is  not  considered  subject  to  the  same  laws  as  in- 
terhtate  traffic. 

So  far  as  States  traffic  is  concerned,  whether  <' States  to  States"  traffic  or  traffic 
betwet  n  Canada  and  the  States,  we  have  been  governed  bv  the  interstate  commerce 
law.  We  have  not  attempted  to  discriminate  between  individuals  or  localities;  nor 
have  we  paid  rebates  or  anything  equivalent  thereto  in  any  shape  or  form ;  nor  have 
we  assisted  our  American  connections  in  any  way  to  evade  the  law. 

We  have  been  unable,  as  I  have  before  stated,  and  for  the  reasons  stated,  to  bring 
onr  domestic  traffic  strictly  within  the  long  and  short  haul  principle ;  but  I  can  safely 
assure  you  that  both  the  letter  and  spirit  of  the  interstate  commerce  law  has  been 
far  better  observed  by  the  Canadian  Pacific  than  by  any  of  its  competitors  in  the 
United  States.  The  reports  to  the  contrary  originate  with  rival  lines  or  interested 
parties  and  their  purpose  is  obvious. 

The  laws  of  Canada  prohibit  poolin*^,  also  discriminations  as  to  localities  and  in» 
dividuals ;  they  do  not,  however,  prohibit  carriers  from  charging  less  for  a  long  than 
for  a  short  haul,  the  Canadian  lines  beinc^  left  comparatively  free  from  the  long  and 
short  haul  restriction,  owing  to  onr  extensive  lake  coast  lines  and  the  competition  the 
water  routes  insure  to  shippers  during  the  season  of  navigation,  but  our  deviations 


THE   UNITED   STATES  AND   CANADA. 


255 


ftom  the  long  and  short  haul  principle  in  this  domestio  traffic  do  not  in  the  slightest 
degree  afifect  onr  American  competitors. 

The  fall  opening  of  the  lines  between  Montreal  and  St.  Paul  and  Diilath,  via 
Sanlt  Ste.  Marie,  for  all  traffic  may  require  ns  to  make  our  rates  on  local  traffic  be- 
tween points  in  eastern  Ontario,  the  Province  of  Quebec,  and  the  Ottawa  Valley  and 
Saolt  Ste.  Marie,  conform  to  the  long  and  short  hanl  principle  of  the  interstate  com- 
merce law.  As  we  have  but  recently  opened  this  line  for  through  traffic  our  exislftng 
local  tariffs  may  be  considered  temporary.  The  traffic  of  this  part  of  our  system, 
during  the  season  of  navigation  is  exposed  to  lake  competition;  but  we  will  have  no 
greater  difficulty  in  conforming  strictly  to  all  the  provisions  of  the  interstate  com- 
merce law  than  will  our  American  competitors.  We  should  not,  however,  be  expected 
to  conform  to  that  law  any  more  strictly  than  they  do. 

With  regard  to  the  products  of  the  country  we  are  governed  in  Ontario  generally 
by  the  rates  from  Detroit  to  the  Atlantic  sea-board,  and  we  find  that  the  Detroit  rates 
are  as  high  as  wo  can  get  on  domestic  produce  shipped  from  any  Ontario  point  east 
of  the  Detroit  Biver  and  the  Georgian  Bay.  The  necessity  which  compels  the  Cana- 
dian farmer  to  seek  foreign  markets  in  common  with  his  American  neighbor  forces  ns 
to  conform  to  the  rates  offered  by  the  American  lines. 
Yours,  truly, 

Geo.  Olds, 
Q^Mral  lYaffio  Manager, 

W.  C.  Yak  Hornk,  Esq., 

PreMmt 

Mr«  Van  Eome  also  submitted  the  following  tariff  notice : 

(Ciroular  No.  48.] 

Canadian  Pacific  Railway, 
Offick  of  General  Thaffic  Manager. 

nonos  to  shippers  and  gonnectino  lines. 

On  and  after  this  date,  the  maximum  rates  charged  by  this  company  on  freight 
from  New  York,  New  York  points,  Boston,  Boston  points.  Montreal,  and  points  west 
in  the  province  of  Quebec,  and  from  all  points  in  the  province  of  Ontario,  destined  to 
points  m  British  Columbia,  east  of  Vancouver  and  New  Westminster,  and  delivered 
to  this  company  at  connecting  points  in  Eastern  Canada,  at  Montreal  Station,  and 
stations  west  in  the  proviuoe  of  Quebec,  and  at  all  points  in  the  province  of  Ontario, 
will  be  the  through  rates  from  the  Atlantic  sea-board  points,  as  per  traus-coutinentai 
association  west  bound  tariff  No.  8,  dated  September  1,  1888,  and  governed  by  the 
Canadian  Joint  freight  classification. 


[Claues  In  oents  per  100  ponndB.] 


iUneil 10.00 

8  tiroeftL 12.00 

2tii9e«l 8.00 

land  1-2 6.00 

1 400 

2 8.50 

8 8.00 


4. 

5. 
6. 
7. 
8. 
0. 
10 


2.50 
2.30 
2.  no 
1.80 
l.fiO 
1.40 
1.20 


Of  the  foregoing  maximum  rates,  American  and  Canadian  lines  in  the  provinces  of 
Queb«)c  and  Ontario  will  be  entitled  to  existing  tariff  or  agreed  arbitrary  rates  to 
points  of  connection  with  this  company. 

Agents  of  this  company  in  Canada  will  not  apply  these  rates  in  cases  where  the 
existing  local  tariff  from  their  stations  prescribes  lower  rates. 

Geo.  Ou>s, 
General  Traffio  Manager, 
Montreal,  October  S9,  188& 


STATEMENT  OF  JOHN  NEWELL. 


Mr.  John  Newell,  president  of  the  Lake  Shore  and  Michigan  Soath- 
ern  Kail  way,  appeared. 

The  Chairman.  What  is  your  business  relation  now,  Mr.  Newell? 

Mr.  Newell.  I  am  president  and  general  manager  of  the  Lake  Shore 
and  Michigan  Southern  Bailway. 
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The  Chairman.  You  have  seen  the  resolution  under  which  the  com- 
mittee have  been  conducting  this  examination,  and  have  heard  some  of 
the  statements  which  have  been  made.  Would  you  prefer  to  go  on  and 
malvc  your  statement  in  your  own  way,  or  be  examined  ! 

Mr.  Newell.  Mr.  Chairmau,  if  you  will  ask  the  questions  upon  which 
you  want  light,  1  will  endeavor  to  ^ivo  it  to  you. 

The  Chairman.  Very  well;  we  will  proceed  in  that  way.  What  are 
the  terminals  of  the  Lake  Shore  and  Michigan  Southern  Kailway  t 

Mr.  Newell.  Chicago  and  BuflFalo. 

The  Chairman.  Does  that  include  all  your  lines!  / 

Mr.  Newell.  The  Lake  Shore  and  Michigan  Southern  Railway  com- 
prises four  or  five  roads  that  have  been  consolidated.  It  has  two  roads 
between  Cleveland  and  Elkhart. 

The  Chairman.  You  say  the  terminals  are  Chicago  and  Buffalo  t 

Mr.  Newell.  Yes,  sir. 

The  Chairman.  Have  you  any  business  connections  with  the  Grand 
Trunk  Railway  of  Canada! 

Mr.  Newell.  We  have  at  Detroit  a  connection  with  them,  and  we  do 
a  small  amount  of  business  with  them  at  that  point. 

COMPLAINTS  AOAINST  THE  GRAND  TRUNK. 

The  Chairman.  As  manafjor  and  president  of  the  Lake  Shore  and 
Michigan  Southern  Kailway  do  you  realize  that  your  road  has  suffered 
or  does  suffer  from  the  operation  of  the  Grand  Trunk  line  of  Canada! 

Mr.  Newell.  For  the  period  since  the  Grand  Trunk  has  been  in  oper- 
ntioii,  they  have  been  a  constant  and  persistent  bidder  for  traffic.  They 
have  gradually  iucreased  the  tonnage  of  their  line  from  Chicago;  so 
that  I  think  they  now  come  first  or  second  on  the  list  of  carrying  roads 
from  Chicago  to  all  points,  but  mainly  to  the  sea-port«  of  Canada  and 
the  United  States — Montreal,  Portland,  Boston,  and  New  York. 

The  Chairman.  So  that  they  are  becoming  an  equal  competitor  with 
any  other  road  ? 

Mr.  Newell.  Yes,  sir ;  I  think  so,  taking  all  classes  of  traffic  to- 
gether. 

The  Chairman.  What  is  your  explanation  of  their  so  quickly  becom- 
ing a  competitor  of  the  American  roads  to  the  extent  they  have! 

Mr.  Newell.  I  think  it  is  due  to  their  persistent  and  constant  efforts 
to  secure  tratfic  by  any  and  all  possible  means. 

The  Chairman.  Do  you  mean  by  the  phrase  "  any  and  all  possible 
means"  violations  of  contracts  or  association  agreements! 

Mr.  N"ewell.  I  am  inclined  to  think  that  a  large  portion  of  their  suc- 
cess is  due  to  their  violation  of  contracts  and  compacts  which  they  en- 
ter into  for  the  maintenance  of  rates;  not  that  they  are  accustomed  to 
coming  into  the  field  openly  and  making  low  rates  publicly,  but,  as  a 
rule,  in  all  negotiations  they  are  found  advocating  high  rates,  and  after 
the  rates  have  been  established  making  low  ones  privately  where  they 
can  secure  large  shipments  by  doing  so. 

The  Chairman.  It  has  been  stated  several  times  that  there  is  a  trnnk 
line  association  here,  of  which  Mr.  Roberts,  I  believe,  said  he  was  presi- 
dent, and  that  certain  trunk  lines  form  the  association.  Is  your  road 
in  that  association  f 

Mr.  Newell.  No,  sir;  probably  not  in  the  one  mentioned  by  Mr. 
Roberts.  There  is  a  secondary  association,  embracing  all  the  lines  from 
Toronto,  Suspension  Bridge,  Buffalo,  Erie,  Pittsburgh,  Parkersburgh, 
and  one  or  two  other  points  west  to  Chicago  and  St.  Louis,"  lying  nortl\ 
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of  the  Ohio  Biver  and  south  of  the  lakes.    This  company  is  a  member 
of  that  association. 

The  Chairman.  Who  has  charge  of  that  association  ! 

Mr.  Kewetli^.  Mr.  Bhiochard,  at  Chicago.  Our  road  is  in  that  asso- 
ciation, and  so  is  the  Chicago  and  Grand  Trunk,  The  Grand  Trunk  is 
in  it  for  a  portion  of  its  road ;  that  portion  extending  from  Port  Huron 
to  Toronto. 

The  Chairman.  Now,  you  say  in  the  first  place,  that  the  Grand  Trunk 
makes  agreements  in  the  association.  They  press  for  high  rates,  you 
say,  and  when  they  get  them  agreed  to  and  established,  then  they  cut 
and  slash  rates  and  carry  freight  at  lower  rates  than  the  rates  agreed 
upon  by  the  association. 

^  Mr.  Newell.  1  think  that  has  been  the  practice  of  the  Grand  Trunk 
for  the  last  fifteen  years. 

The  Chairman.  Have  you  any  actual  evidence  of  it  beyond  the  faot 
that  they  seem  to  get  more  business  than  they  ought  to  get  1 

Mr.  Newell.  I  think  there  is  no  question  that  evidence  of  that  char- 
acter can  be  obtained  covering  the  entire  period  since  the  opening  of 
the  line  to  Chicago.  I  have  not  the  evidence  with  me,  but  I  have  no 
doubt  that  documentary  evidence  can  be  procured  to  show  it. 

The  Chairman.  Will  you  undertake  to  furnish  documentary  evidence 
to  that  efiectf 

Mr.  Newell.  I  will. 

Senator  Blair.  Has  the  Grand  Trunk  been  carrying  freight  at  rates 
lower  than  those  agreed  upon  in  your  association  since  the  enactment 
of  the  interstate  commerce  act  as  well  as  before! 

Mr.  Newell.  Yes,  sir. 

The  Chairman.  It  has  been  stated  here  over  and  over  again,  and  I 
suppose  you  heard  it  stated  by  Mr.  Van  Home ;  it  was  stated  yesterday 
by  Mr.  Hickson,  that  the  Canadian  Pacific  and  the  Grand  Trunk  scru- 
pulously observed  the  rates  established  by  the  association,  and  also  ob- 
served tlie  interstate  commerce  law,  as  it  has  been  interpreted,  in  all 
bnsiness  in  any  way  connected  with  the  United  States  either  in  going 
out  into  Canada,  or  going  out  into  Canada  and  back  into  the  United 
States,  or  coming  from  Canada  into  the  United  States.  Now,  if  that  is 
not  the  fact,  tho  committee  would  be  very  glad  to  have  the  evidence  of 
it  in  such  form  as  that  it  can  not  be  contradicted. 

Mr.  Newell.  Well,  I  do  not  know  as  respects  the  Canadian  Pacific 
whether  it  is  the  fact  or  not.  My  observation  has  not  extended  to  that 
railway,  because  our  competition  has  not  been  with  the  Canadian  Pa- 
cific 

The  Chairman.  And  you  have  reference  more  particularly  to  traflSc 
going  out  of  Chicago  ? 

Mr.  Newell.  Yes,  sir  j  to  traffic  out  of  Chicago  and  other  points. 

The  Chairman.  What  other  points  ? 

Mr.  Newell.  Toledo,  and  points  in  Michigan  and  Indiana. 

The  Chairman.  What  is  the  amount  of  the  traffic  on  your  road  t 

Mr.  Newell.  1  do  not  remember  our  Chicago  tonnage,  sir. 

The  Chairman.  Is  your  traffic  from  Chicago  as  great  as  that  of  the 
Grand  Trunk  on  the  line  leading  from  Chicago  to  Detroit! 

Mr.  Newell.  Our  traffic  in  the  aggregate  is.  Our  export  traffic  at 
this  time  is  very  much  less.  For  the  last  two  or  three  years,  at  least 
the  last  year,  it  has  been  about  the  same  as  that  of  the  Grand  Trunk 
line.  For  the  last  three  months,  perhaps,  it  has  been  only  one-q^uarter 
as  large  as  that  of  the  Grand  Trunk  ;  not  more. 

The  Chairman.  How  about  your  foreign  trade  I 
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Mr.  Newell.  That  is  the  freight  last  referred  to. 
The  Chairman.  To  where  do  you  take  it  on  your  line? 
JMr.  Newell.  To  Boston  and  New  York. 
The  Chairman.  What  is  your  line  to  Boston  T 
Mr.  Newell.  From  Buftalo  to  Albany  by  the  New  York  Central,  and 
from  Albany  to  Boston  by  the  Boston  and  Albany, 

THE  EXPORT  TRAFFIC. 

The  Chairman.  I  should  be  very  much  obliged  if  you  could  furnish 
to  the  committee  the  documents  that  will  show  conclusively  the  state- 
ments that  you  make,  or  whatever  the  facts  are.  We  have  been  hear- 
ing the  other  view  of  the  case  for  two  or  three  days. 

Mr.  Newell.  I  will  state  one  thing  that  1  recollect,  and  I  recollect 
that  very  distinctly.  In  March  last  we  were  in  attendance  upon  the 
Interstate  Commerce  Commission  in  Washington  with  reference  to  the 
publishing  of  rates  upon  export  business.  In  the  beginning  of  March 
the  best  possible  rate  that  our  road  could  secure  from  Boston  to  Liver- 
pool by  steamer  was  49  cents,  and  the  Grand  Trunk  at  the  same  time  was 
taking  business  at  44  cents,  and  shipped  it  by  the  same  steamers  from 
Boston,  from  which  we  got  our  rate.  We  were  advised  at  that  time 
that  it  was  necessary  to  charge  the  full  inland  rate  to  the  point  of  ship- 
ment, adding  to  that  the  rate  we  could  obtain  from  the  steam-ship  line, 
and  the  two  sums  made  our  rate  5  cents  more  on  provisions  to  Liver- 
pool than  the  Grand  Trunk  rate,  shipments  from  both  roads  being 
carried  in  the  same  ships. 

The  Chairman.  Did  you  have  a  case  before  the  Interstate  Commerce^ 
Commission  f 

Mr.  Newell.  Yes,  sir ;  we  did. 

The  Chairman.  Was  that  before  the  announcement  of  the  Commis- 
sion that  the  inland  rate  should  be  stated  separately  from  the  ocean 
rate  f 

Mr.  Newell.  Yes,  sir. 

The  Chairman.  Do  you  know  whether  the  Grand  Trunk  is  observing 
that  provision  now  f 

Mr.  Newell.  I  can  not  tell  you,  as  a  matter  of  fact,  whether  they 
are  observing  it  or  not.  They  were  for  a  short  time  after  the  result  of 
that  hearing  was  announced,  but  whether  they  continue  to  observe  it 
up  to  this  time  I  do  not  know.  I  have  been  away  from  Chicago  for  a 
time,  and  have  no  knowledge  of  what  is  existing  at  this  time. 

The  Chairman.  If  you  make  a  shipment  from  Chicago  for  export 
from  Boston,  for  instance,  you  have  a  published  rate  from  Chicago  to 
Boston  1 

Mr.  Newell.  Yes ;  a  tariff  to  the  different  points  through  which  the 
exports  are  made. 

The  Chairman.  Then  you  secure  a  rate  from  the  steamer  that  is  to 
take  the  goods  when  you  get  ready  to  make  a  shipment  abroad,  I  sup- 
pose t 

Mr.  Newell.  The  steam-ship  rates  are  obtained  in  advance  gener- 
ally of  the  date  of  shipment.  For  instance,  if  we  want  to  take  grain 
to-day  from  Chicago  to  Boston  for  export,  we  get  the  rate  from  the  ship 
to  sail  in  a  week  or  ten  days,  and  add  that  rate  to  our  local  rate,  and 
we  announce  the  through  rate  to  the  shipper  or  public  Our  regular 
inland  rate  is  the  established  rate  that  we  publish  under  the  interstate 
act,  and  we  add  to  that  whatever  ocean  rate  we  are  able  to  obtain. 

The  Chairman.  And  you  do  not  vary  the  inland  rate  except  as  the 
law  indicates  f 
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Mr.  Newell.  We  do  not  vary  it  except  by  notice  of  ten  days  or  no- 
Kce  of  three  days,  as  the  case  may  be,  of  a  reduction  or  advance.  But, 
as  I  said  before,  that  practice  has  lost  us  the  export  trade  this  spring. 

The  Chaieman.  How  soon  could  you  furnish  us  the  evidence  you 
speak  off  .  ^ 

Mr.  Newell.  I  suppose  it  would  take  a  month  to  collect  the  whole. 
I  could  set  parties  to  work  and  send  it  to  you  as  it  is  obtained,  or  wait 
and  send  it  all  together. 

The  Chairman.  I  would  rather  you  would  wait  until  you  complete 
it,  and  then  send  it  to  us  all  together. 

Mr.  Newell.  Perhaps  it  will  take  a  month  to  get  a  satisfactory 
statement. 

The  Chairman.  You  say  you  know  that  this  evidence  can  be  fur- 
nished. 

Mr.  Newell.  I  am  quite  certain  it  can.  We  have  on  record  the  dis- 
cussions of  the  meetings  of  the  various  associations  of  which  the  Grand 
Trunk  has  been  a  member  during  these  many  years,  which  will,  no 
doubt,  furnish  the  facts. 

THE  GRAND  TRUNK  DIFFERENTIALS. 

The  Chairman.  Have  yon  any  differential  from  any  of  the  other 
roads t 

Mr.  Newell.,  No,  sir. 

The  Chairman.  You  carry  at  the  same  rates  as  the  Pennsylvania, 
do  you  f 

Mr.  Newell.  Yes,  sir. 

The  Chairman.  The  Canadian  Grand  Trunk  has  a  differential,  has  it 
not! 

Mr.  Newell.  They  have  no  differential  on  east-bound  traflfic  from 
Chicago  that  I  know  of  except  one  which  they  take  on  dressed  beef. 
Through  the  operations  of  a  contract  they  made  a  year  or  two  ago  they 
are  restricted  to  a  maxininra  price  for  the  carriage  of  dressed  beef  to 
Boston  as  well  as  New  York,  and  a  part  of  that  agreement,  we  under- 
stand, was  that  they  should  carry  this  beef  to  Boston  for  5  cents  a  hun- 
dred less  than  any  other  line  should  carry  it.  Last  winter  we  wanted 
to  make  an  advance  on  dressed  beef  and  this  differential  was  then  made. 
That  is  the  only  east-bound  differential  they  have  to  my  knowledge. 

The  Chairman.  Do  they  carry  all  the  dressed  beef  now  on  account 
of  that  differential,  or  do  you  get  your  share  of  it  ? 

Mr.  Newell.  We  carry  a  little  of  it,  but  they  carry  most  of  it.  Some 
of  the  largest  ship[)er8  say  there  is  no  difference  in  the  route.  The 
largest  shippers  say  that  they  would  not  give  us  a  cent  more  a  hundred 
for  carrying  their  beef  than  they  would  give  the  Grand  Trunk.  Those 
are  the  views  the  shippers  express. 

The  Chairman.  What  is  the  difference  in  the  length  of  your  line 
from  Chicago  to  is'ew  York  in  comparison  with  that  of  the  Grand 
Trunk  f 

Mr.  Newell.  The  Grand  Trunk  has  as  short  a  line  to  New  York  as 
ours.  To  Boston  their  line  is  over  a  hundred  miles  longer  than  ours. 
They  could  get  along  without  the  differential  to  New  York.  When 
they  get  to  Concord  and  points  north  of  that  their  distance  is  as  short, 
if  not  shorter,  than  ours,  and  they  enjoy  the  bulk  of  the  business  of  New 
England. 

The  Chairman.  I  believe  Mr.  Roberts  said  that  his  line  was  a  little 
shorter  than  any  other  line  to  New  York. 
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Mr,  Newell.  That  is  true. 

The  Chairman.  How  nuicli  sliorter  thiiu  yours  t 

Mr.  Newell.  Sixty  miles. 

The  Chairman.  How  long  is  your  line! 

Mr.  Newell.  Niue  hundred  and  sixt^^  miles. 

REMEDIES  SUGGESTED. 

The  Chairman.  What  have  you  to  suggest  as  to  the  means  of  pre- 
venting  this  cutting  of  rates  after  an  agreement  is  entered  into,  or  pre- 
venting the  taking  of  an  advantage  of  you  gentlemen  by  the  Canada 
Grand  Trunk  ? 

Mr.  Newell.  There  have  been  suggestions  made  and  plans  proposed 
and  adopted  and  intended  to  be  carri^  out  for  the  last  fifteen  years,  but 
so  far  there  has  been  no  cure  found  for  this  evil.  I  am  un<ler  the  im nres- 
siou  that  this  interstate-commerce  act  if  rigidly  enforced  would  afibrd 
as  great  relief  from  the  operations  of  alien  lines  like  the  Grand  Trunk 
Railway,  a  -  any  other  means  that  could  be  adopted.  I  think  that  under 
the  provisions  of  the  act  strictly  observed  it  would  regulate  railway 
traffic  and  rates  better  than  any  other  arrangement^  except  perhaps  the 
pooling  arrangement  sanctioned  by  the  law. 

The  Chairman.  Is  your  rate  from  Chicago  to  Boston  greater  than 
the  rate  of  the  Grand  Trunk  ? 

Mr.  Newell.  It  is  on  dressed  beef,  but  not  that  we  know  of  on  any 
other  article.  I  suspect  it  is  greater  on  several  articles  than  that  of  the 
Grand  Trunk  to  day,  but  we  do  not  know  the  fact. 

The  Chairman.  How  is  it  that  you  do  not  know  the  factt 

Mr.  Newell,  Well,  the  Grand  Trunk's  chief  officers  are  in  Canada. 
They  perhaps  can  give  rebates  from  Canadian  soil  which  are  not  known 
to  the  American  agents.  Their  American  agents  may  have  no  part 
or  agency  in  the  manipulation  of  their  affairs,  and  they  may  give  re- 
bates in  Canada  which  we  may  know  nothing  about,  or  which  we  can 
not  detect  by  any  means;  as  I  understand,  it  is  entirely  practicable  for 
them  to  do  that. 

The  Chairman.  If  they  were  to  allow  the  Interstate  Commerce  Com- 
missioners to  go  to  Canada  and  examine  their  books,  I  suppose  we  could 
then  find  out  ? 

Mr.  Newell.  If  the  business  of  the  Canadian  lines  were  thrown  open 
to  the  operations  of  this  law,  and  by  any  means  the  penalties  could  be 
applied  in  Canada,  I  believe  we  would  have  no  further  trouble  from  the 
Grand  Trunk  Railway. 

The  Chairman.  It  can  be  applied  to  the  United  States  if  we  catch 
anybody  who  represents  that  road  committing  the  crime. 

Mr.  Newell.  Whether  you  can  compel  the  Grand  Trunk  to  bring 
its  books  out  of  Canada  I  do  not  know,  but  I  imagine  that  it  would  be 
hard  to  get  the  Canadian  railways  to  submit  their  affairs  for  examina- 
tion on  this  side  of  the  line. 

The  Chairman.  Suppose  the  United  States  said  to  the  Canadian 
Government  that  their  roads  could  do  business  here,  provided  the  law 
should  operate  as  to  all  business  pertaining  in  any  way  to  the  United 
States,  and  that  our  commissioners  should  have  the  right  to  examine 
their  books,  would  they  consent  to  it! 

Mr.  Newell.  I  am  not  informed  as  to  their  views  on  the  subject.  I  am 
under  the  impression  that  the  Grand  Trunk  Railway  would  fully  observe 
all  the  requirements  of  the  interstate-commerce  act,  if  that  were  the 
alternative  of  their  doing  business  on  our  side  of  the  line.    I  think  it 
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ought  to  be.  I  thiuk  they  oaght  not  to  be  permitted  here  to  do  bnsiDess 
unless  they  sabmit  their  traffic  to  the  same  rules  and  restrictions  in 
every  respect  as  the  American  railroads.  If  they  do  that  I  see  not  the 
slightest  obiection  to  their  being  allowed  here,  notwithstanding  their 
advantage's  in  cheaper  labor,  etc.,  which  are  considerable.  Yet,  not- 
witjistanding  such  advantages,  if  they  are  on  equal  terms  with  our  roads 
there  would  be  no  attempt  to  shut  out  the  Canadian  railroads  from  par- 
ticipation in  our  traffic, 

REBATES    BY  OWNERSHIP  IN  OARS. 

The  Chairman.  Whatever  violations  of  your  association  agreements, 
or  of  the  interstate-commerce  law,  these  foreign  roads  have  committed, 
have  been  carried  on  by  a  system  of  rebates  or  something  of  that  kind,, 
liave  they  not  ^ 

Mr.  Newell.  As  a  rule  they  have  had  rebates  by  ownership  in  cars. 
That  is  a  favorite  method  of  the  Grand  Trunk  in  making  discrimina- 
tions. For  instance  the  dairy  business  from  Chicago  to  Boston  is  very 
large.  The  bulk  of  that  trade  has  for  years  been  carried  by  the  Grand 
Trunk  Railway.  The  origin  of  their  increase  in  that  traffic  was  the  for- 
mation in  Boston  by  the  agents  of  the  Grand  Trunk,  or  agents  of  the 
Central  Vermont,  which  is  exactly  the  same  thing,  of  a  line  of  refrigera- 
tor, cars.  In  organizing  this  corporation  the  Boston  merchants  and  deal- 
ers in  butter,  cheese,  and  eggs  were  invited  tobecqme  shareholders  and 
did  so,  and  it  paid  liberally  for  the  service  of  these  cars,  and  they  are 
now  under  contract  to  continue  that  mileage  at  the  rate  of  a  cent  a 
mile.  The  shippers  by  that  line  who  are  shareholders  in  the  organiza- 
tion while  shipping  at  the  same  rates  have  an  advantage  over  their 
neighbor,  who  has  no  interest  in  a  similar  line  running  over  an  Ameri- 
can road,  for  the  reason  that  he  receives  a  large  profit  from  the  use  of 
those  cars.  That  is  the  present  situation  in  respect  to  the  butter  and 
egg  trade. 

The  Chairman.  If  any  rebates  are  paid  by  a  railroad  either  in  Canada 
or  -the  United  States,  would  not  the  books  of  accounts  or  receipts  or 
payments  show  it! 

Mr.  ISkwell.  They  ought  to,  but  whether  they  would  is  another  ques- 
tion. I  do  not  know  that  it  is  necessary  for  all  railroads  to  keep  ac- 
counts in  regard  to  their  rebates. 

The  Chairman.  All  our  American  roads  have  for  years  been  giving 
rebates,  have  they  not,  and  would  not  the  books  show  itt 

Mr.  Newell.  I  could  point  out,  I  think,  lines  that  have  paid  rebates 
that  you  could  not  discover  from  their  books. 

The  Chairman.  So  that  whatever  is  paid  out  in  violation  of  law  or  in 
violation  of  any  agreement  would  be  difficult  to  trace  for  the  purpose 
of  convicting  anybody,  would  itt 

Mr.  Newell.  It  would  if  it  were  the  intention  of  the  railway  to  avoid 
disclosure.  I  thiuk  their  books  could  be  so  manipulated  that  there 
would  be  no  record  of  it  or  means  of  showing  it. 

APPLICATION  OF  THE  INIERSTATB  LAW  IN  O  AN  AD  A. 

Senator  Blair.  I  want  to  have  you  elucidate  a  little.  Your  theory 
js  the  same  as  that  of  every  gentleman  who  has  testified  here,  that  if 
the  interstate  commerce  law  were  applied  in  Canada,  and  lived  up  to 
by  the  Canadian  roads  as  that  law  is  enforced  or  expected  to  be  en- 
forced in  this  country,  then  yciu  can  compete  on  even  terms  with  them 
and  get  along.    Now  I  do  not  isee  myself  how  that  meets  your  real  dif- 
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flculty.  The  interstate  commerce  act  makes  no  provision  with  refer- 
ence to  the  rate  of  a  tariff.  The  Grand  Trunk  Railway  can  conform  to 
the  interstate  commerce  law  and  jet  make  its  tariff  upon  everything  50 
per  cent,  less  than  the  tariff  of  any  American  road,  and  it  seems  to  me 
that  it  would  make  that  tariff  sufficiently  less  than  that  of  the  Ameri- 
can roads  to  take  the  business  upon  our  soil  and  then  exercise  ItK  unqqe^- 
tioned  power  to  make  up  on  local  traffic  in  Canada  the  loss  on  American 
traffic.    Now  those  are  the  difficulties. 

Mr.  Newell.  As  I  understand  it,  if  they  come  strictly  under  the 
operations  of  the  interstate  commerce  law,  come  under  its  rules  iu  re- 
spect to  the  long  and  short  haul,  they  would  be  upon  the  same  footing 
as  wo  are ;  otherwise  they  do  not  come  under  the  provisions  of  the  law. 

Senator  Blair.  Do  you  understand  that  they  are  under  the  necessity 
of  making  any  sort  of  adjustment  of  their  local  rates  in  Canada  in  order 
to  conform  to  the  interstate  commerce  law? 

Mr.  Newell.  I  do  not  understand  that  the  law  can  be  enforced  in 
Canada,  or  that  they  could  be  required  to  come  under  its  provisions 
absolutely;  but  I  say  that  if  they  should  come  strictly  and  absolutely 
under  the  same  rules  as  we  do  in  respect  to  the  long  and  short  haul  and 
also  with  respect  to  the  local  traffic  it  would  be  all  right.  If  they  do 
not,  and  get  traffic  enough  in  Canada  to  earn  the  amount  of  money 
that  their  share-holders  want  on  their  stock  and  then  they  come  into  our 
territory  to  secure  additional  business,  they  do  that  additional  business 
less  than  we  do  our  entire  business,  because  our  fixed  charges  have  to 
be  applied  over  the  whole  traffic,  and  therefore  to  get  the  fixed  charges 
and  something  beyond  that,  we  have  got  to  get  the  higher  rate  than 
that  which  would  apply  to  through  traffic  alone.  If  we  had  an  oppor- 
tunity, as  we  had  in  the  past,  to  make  the  rate  from  Chicago  15  cents 
a  hundred  on  grain  to  New  York,  and  then  at  the  same  time  charge  25 
cents  from  northern  Indiana  and  southern  Michigan  to  New  York,  the 
Grand  Trunk  could  not  make  any  gain  over  us,  because  we  could  meet 
them  on  the  same  basis.  But  under  the  operation  of  this  law  they 
charge  in  Canada  higher  rates  and  come  into  our  territory  and  make 
only  a  small  profit,  and  make  at  the  same  time  a  record  with  reference 
to  the  division  of  traffic. 

Senator  Blair.  The  short  haul  is  regulated  in  this  country  bj"  the 
interstate  commerce  law  as  much  as  is  the  long  haul.  In  Canada  the 
short  haul  is  wholly  local.  The  interstate  commerce  act  does  not  ap- 
ply to  the  local  traffic  within  a  State,  no  more  than  it  is  understood  to 
apply  to  the  local  traffic  in  Canada.  Therefore  the  local  traffic  in 
Canada,  even  if  the  Canadian  roads  agreed  to  comply^  with  the  require- 
ments of  the  act,  Avould  not  be  under  the  interstate'commerce  law  by 
our  own  construction,  and  we  do  not  ask  them  to  place  their  local  traffic 
under  the  interstate  commerce  act,  but  say  to  them,  "  jegulate  your 
long  traffic,  or  traffic  you  get  from  our  country,  by  the  interstate  com- 
merce law."  Now,  does  not  that  leave  them  at  liberty  to  increase  their 
local  tariffs  to  make  up  for  the  diminution  of  the  through  rates,  which 
will  take  every  particle  of  American  business  over  the  Grand  Trunk! 
So  it  seems  to  me  that  you  will,  after  all,  come  out  with  the  same  diffi- 
culty that  you  now  complain  of. 

Mr.  Newell.  My  point  is  this :  not  that  you  shall  say  the  Canadian 
local  traffic  shall  be  controlled  by  the  provisions  of  the  interstate  com- 
merce act;  that,  I  understand,  we  can  not  say.  But  my  point  is 
whether  it  is  not  within  the  province  of  the  Government  of  this  country 
to  say  to  the  Canadians  that  if  they  come  into  this  country  to  transact 
what  may  be  termed  interstate  traffic,  or  international  traffic,  they 
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mnst)  before  tboy  commeace  to  take  hold  of  that  traffic,  put  their  whole 
traffic  under  the  same  regulations  an  the  American  roads  are  under 
that  compete  with  them.  I  would  ask  them  not  only  to  accept  the  pro- 
visions of  the  interstate  commerce  act  with  regard  to  traffic  that  is  in- 
terstate or  international,  but  I  would  also  ask  them  to  apply  it  to  their 
local  traffic  as  well,  so  that  they  would,  in  all  respects,  be  under  the 
same  general  rules  as  our  roads  are  under.  You  have  not  a  railroad 
running  east  and  west  to  or  from  here  that  does  not  go  through  one  or 
more  States,  except  the  New  York  Central. 

Senator  Eeagan.  Do  you  understand  that  the  commerce  going  over 
the  New  York  Central  is  interstate  commerce! 

Mr.  Newell.  No,  sir;  I  understand  that  the  freight  going  over  the 
New  York  Central  road  which  originates  in  the  State  of  New  York  and 
ends  in  the  State  of  New  York  is  local  traffic.  Anything  origmating 
in  another  State  and  going  over  tbe  New  York  Central  road  is  inter- 
state traffic.  The  Erie  Railroad  has  been  decided  to  be  an  interstate 
road,  because  part  of  its  line  lies  in  the  State  of  Pennsylvania, 

Senator  Blair.  We  hold  that  the  interstate  comme.'^ce  law,  being  a 
national  law,  does  not  apply  to  strictly  Stat^  traffic.  In  practice  the 
interstate  commerce  law  governs  our  State  traffic  because  the  short  haul 
is  an  interstate  haul  as  a  rule,  because  it  extends  across  the  lines  of 
States,  and  therefore  in  regulating  that  short  haul  where  it  is  an.inter- 
state  short  haul,  you  necessarily  lay  down  a  rule  that  controls  the  short 
haul  wholly  within  a  State,  so  that  our  interstate  law  in  this  country 
really  applies  to  a  short  haul  within  a  State  as  well  as  any  other  short 
haul.  But  when  you  come  to  Canada,  it  is  held  here  that  all  Canadian 
traffic  is  local  traffic,  and  that  upon  any  traffic  that  is  Canadian  traffic 
proper  they  may  regulate  their  fares  and  freight  as  they  see  fit. 

Now,  you  railroad  gentlemen  come  here  and  say,  "  Compel  them  to 
apply  the  interstate  commence  law  to  this  longer  traffic,  and  we  are  sat- 
isfied." But  in  doing  that  you  leave  them  eutirely  at  liberty,  upon  your 
own  construction  of  the  interstate  commerce  law  as  we  apply  it  here,  to 
make  the  charge  on  traffic  within  their  own  territory  whatever  may  be 
necessary  to  enable  them  to  make  up  the  loss  on  the  carriage  of  Amer- 
ican traffic. 

Mr.  Newell.  I  would  go  this  far  in  the  construction  of  such  an  act. 
I  would  make  that  act  reach  far  enough  to  require  the  Canadian  rail- 
ways to  place  themselves  upon  the  same  basis  precisely  in  respect  to 
all  traffic  as  are  the  American  railways  connecting  with  the  same  points. 

Senator  Blair.  And  exclude  them  from  all  American  traffic! 

Mr.  Newell.  Yes ;  unless  they  are  placed  on  the  same  footing  as  to 
that  traffic  as  these  roads  are.  I  will  state  a  case  that  I  think  ought  to 
be  controlled  by  the  interstate  commerce  law.  The  Canadian  railways 
are  making  a  less  rate  from  Toronto  to  Boston  than  from  points  east  of 
Toronto  and  within  Canadian  territory  to  Boston.  Their  tarilis  show 
you  that  to-day.  Whether  they^are  controlled  by  the  interstate  com- 
merce act  as  to  through  freight  originating  in  Canada  I  am  not  sure; 
but  if  they  are  they  are  violating  the  law  in  that  respect  to-day. 

SUBSIDIZED   STEAM-SHIP  LINES. 

Senator  Gorman.  If  it  be  true,  as  is  alleged,  that  the  English  people, 
with  a  view  to  building  up  a  great  military  road,  or  two  great  military 
roads,  the  Grand  Trunk  and  the  Canadian  Pacific,  and  at  the  same  time 
with  a  view  to  using  them  for  commercial  purposes,  are  subsidizing 
lines  of  steamships  running  to  Halifax  and  St.  John,  how  can  we  meet 
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it  ?  If ow  can  onr  transportation  interests  meet  it  bere  with  the  facili- 
ties  that  you  have  now  for  ocean  transportation,  eliminating  all  these 
other  questions,  such  as  the  regahiting  of  it  by  the  plan  you  suggest  f 
Does  the  subsidizing  of  these  ocean  lines,  in  connection  with  the^se  sub- 
sidized railways,  threaten  us  1 

Mr.  Newbll.  It  might.  I  think  so  far  as  the  Canadian  Pacific  is 
concerned  that  their  development  has  not  reached  a  stage  yet  that 
would  justify  any  particular  apprehension.  It  may  reach  it.  Today  I 
do  not  see  that  the  possible  payment  of  large  subsidies  to  their  steamers 
is  going  to  place  them  in  position  to  take  all  the  traffic.  The  fact  is 
that  the  tonnage  distributed  throughoutour  country  from  Great  Britain 
is  so  much  greater  in  value  than  any  tonnage  that  is  sent  to  St.  John  or 
to  Halifax,  or  sent  across  to  China  and  like  places,  that  the  English 
people  who  build  and  own  steam-ship  lines  will  always  be  found  quite 
as  ready  to  run  steamers  to  our  ports  as  to  other  toreign  ports.  That  is 
the  case  now,  but  later  developments  may  show  that  some  action  is  nec- 
essary in  this  regard. 

Senator  Gorman.  As  you  are  familiar  with  the  subject,  I  ask  is  it  or 
not  your  opinion  that  this  movement  on  the  part  of  the  Canadians  and 
the  British  Government  to  develop  that  line  has  progressed  far  enough 
for  us  to  take  action  by  negotiation  or  legislation  to  prevent  those  ad- 
vantages which  it  is  contemplated  will  be  afforded  these  foreign  corpo- 
ra tionst 

Mr.  New^ell.  As  I  understand  the  law,  it  requires  the  Canadian 
Pacific  in  carrying  any  freight  out  of  this  territory  to  send  to  Halifax 
or  St.  John  for  export  to  act  in  conformity  to  its  provisions.  That  sort 
of  traffic  is  controlled  absolutely  by  the  interstate  commerce  law.  My 
own  judgment  is  that  if  the  provisions  of  the  interstate  commerce  law 
were  m^e  operative  it  would  be  a  sufficient  safeguard  for  the  present, 
but  they  might  develop  subsidies  to  an  extent  that  would  admit  of  these 
steamers  carrying  freight  at  a  very  low  rate  and  hereafter  require  some 
possible  action  on  our  part. 

Senator  Gorman.  But  looking  into  the  case  as  it  is,  do  you  think  it 
is  of  sufficient  importance  for  the  American  people  to  submit  such  a 
proposition  as  the  one  j^ou  have  indicated,  that  is— to  say  to  them,  "  Un- 
less you  put  yourself  under  the  same  conditions  as  our  railroads  are 
under  we  will  close  your  trade  and  prevent  your  cars  from  passing  over 
the  border  f 

Mr.  Newell.  I  think  it  is.  These  lines  are  drawing  millions  of  dol- 
lars of  revenue  from  the  American  roads.  They  are  to-day  placing  the 
American  lines  where  it  is  difficult  to  get  a  fair  revenue  on  the  capital 
invested  in  them.  The  drain  that  is  made  upon  our  traffic  by  the  Cana- 
dian lines  is  disastrous  to  us,  and  it  ouglit  to  be  stopped.  I  would  not 
stop  it  by  putting  the  northwestern  people  in  a  position  to  say  that  the 
rates  were  controlled  by  a  monopoly,  but  I  would  put  it  on  the  basis 
that  the  Canadian  road  should  do  the  business  on  the  same  basis  as  we 
do  it.  If  you  do  that  they  can  not  hurt  us.  We  can  do  business  cheaper 
than  they  can. 

Senator  Gorman.  Would  you  go  so  far,  if  you  were  conducting  a 
negotiation,  as  to  say  that  any  arrangement  between  this  Government 
and  the  Canadian  Government,  involving  the  withdrawal  of  aid  to  these 
enterprises  in  the  way  of  subsidizing  steam-ship  lines  on  either  end  of 
the  railroad  route,  either  on  the  Pacific  or  on  the  Atlantic,  would  be  a 
condition  of  their  enjoying  our  trade! 

Mr.  Newell,  f  do  not  think  1  would  do  that  to-day,  because,  as  I 
said  before^  I  do  not  think  that  the  trade  the  Canadian  Pacific  controls 
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on  both  ends  is  so  great  that  it  ought  to  be  interfered  with  in  regard  to 
cheap  carriage.  In  other  words,  the  subsidy  they  receive  will  not  admit 
of  tonnage  enough  being  controlled  by  them  to  seriously  draw  shipping 
from  us.  The  amount  taken  to  Halifax  for  export  is  a  small  amount 
compared  with  the  tonnage  taken  to  Portland,  Boston,  New  York,  Phil: 
adelphia,  and  Baltimore.  We  are  nearer  the  sea-board  than  the  Cana- 
dians, except  in  summer.  During  the  greater  portion  of  the  year  we 
can  compete  for  traffic  safely  with  them  on  equal  terms. 

Senator  Gorman.  Then  you  think  it  is  sufficient  to  deal  with  the  rail- 
way problem  alone  t 

Mr.  Kewell.  Yes,  but  the  other  question  may  come  upon  us  before 
we  know  it. 

THE  CANADIAN  WATER-WAYS. 

Senator  Gorman.  Tell  us  something  with  regard  lo  the  facts  con- 
nected with  the  lake  steamers  and  the  carriage  through  the  Canadian 
canals.    How  far  has  that  developed,  and  is  it  at  all  threatening? 

Mr.  Newell.  My  judgment  in  respect  to  that  is,  that  the  Brie  Canal, 
together  with  the  boats  running  to  Buffalo,  which  are  the  larger  car- 
riers— larger  than  any  that  can  run  througb  any  Canadian  canal — will 
take  care  of  all  that  competition.  We  havf^  notbing  to  fear  from  the  Can- 
adian canals  in  that  respect.  The  only  difficulty  about  the  Canadian 
cnnals  is  this,  that  in  reaching  Oswego  and  Ogdensburg  the  discrimina- 
tions that  at  times  exist  on  Canadian  canals  are  a  serious  drawback 
upon  our  lake  marine. 

Senator  Gorman.  Can  you  tell  us  the  facts  in  regard  to  these  dis- 
criminations f 

Mr.  Newell.  lean  not;  I  have  not  sufficient  familiarity  with  the 
figures  to  give  you  the  facts,  but  that  can  easily  be  ascertained  from 
the  parties  interested  in  that  trade. 

Senator  Gorman.  Who  is  familiar  with  that  subjects 

Mr.  Newell.  I  should  say  that  any  of  the  Buffalo  vessel-owners  are. 
Very  likely  you  could  obtain  it  here  in  New  York  from  the  officers  of  the 
lake  lines  connecting  with  the  railroad  lines.  The  Delaware,  Lacka- 
wanna and  Western,  and  the  Pennsylvania  and  the  New  York  Central 
have  lake  connections.  I  think  application  to  Mr.  Depew  or  Mr. 
Eoberts  or  Mr.  King  would  produce  them  in  a  short  time.  They  could 
obtain  the  tignres  through  their  oien  engaged  in  the  lake  business. 

Senator  Gorman.  Now,  coming  back  to  this  railroad  problem,  would 
you  couple  with  the  requirements  that  you  have  intimated  the  further 
condition  that  the  Canadian  Government  permit  our  vessi'ls  engaged  in 
the  fishery  business  to  go  into  Halifax  or  any  other  Canadian  port  and 
unload  their  cargoes,  or  put  the  cargoes  on  cars  and  run  them  through 
that  territory  into  our  territory. 

Mr.  Newell.*  I  am  not  sufficiently  versed  on  that  to  give  an  opinion. 

Senator  Gorman.  Would  that  not  be  a  good  thing  as  a  matter  of 
trade  f 

Mr.  Newell.  I  think  it  would  be  if  the  Canadian  Government  would 
agree  to  it.    They  would  not  do  it  if  it  could  be  helped. 

Senator  Gorman.  Would  it  not  be  a  solution  of  the  problem  to  say 
to  the  Canadian  Government,  "  You  can  not  get  goods  across  the  border 
unless  you  permit  the  same  rule  to  apply  to  us  as  is  applied  at  the  other 
end  1^ 

Mr.  Newell.  T  think  that  result  would  be  effected  if  the  suggestion 
were  adopted.  The  fact  is  there  is  no  law  that  will  reach  them.  It  is 
an  advantage  for  this  maritime  nation  to  have  that  trade  there.  Their 
Government  seems  to  think  differently  from  ours  on  that  i)oint. 
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Senator  GoEMAN.  So  that  as  a  gentleman  largely  engaged  in  the 
transportation  of  freight,  and  as  an  American  citizen,  yoa  would  say 
that  a  fair  adjiistraentof  this  whole  matter  would  be  that  the  Canadian 
Government  and  the  Canadian  railroads  shall  come  under  our  inter- 
state-commerce law  and  that  Canadian  ports  shall  be  open  to  American 
vessels  to  receive  fish  and  other  products  for  transportation  on  the  same 
terms  precisely  that  we  permit  grain  and  their  products  to  go  over  our 
roads  into  Canada  and  back  into  this  country. 

Mr.  Newell.  Most  assuredly ;  I  believe  in  reciprocity  in  all  busi- 
ness. 

Senator  Blair.  All  along  our  line  we  have  a  general  railraad  law 
in  operation.  Why  should  not  the  Canadians  give  us  the  benefit  of  a 
general  railroad  law  in  their  country  t  We  can  furnish  the  money 
and  make  the  connections  with  our  own  roads  as  they  constructed  these 
two  routes  leading  from  the  Sault  Saint  Marie  to  Diiluth  and  Minneap- 
olis. Why  should  not  we  have  the  benefit  of  a  general  railroad  law  in 
Canada! 

Mr.  Newell.  I  think  they  would  give  it  to  you.  They  have  done  so 
in  several  instances. 

Senator  Blair.  You  think  that  should  be  done. 

Mr.  Newell,  I  think  it  is  just.  I  do  not  know  that  there  is  any 
objection  to  that  being  done. 

Senator  Blair.  Is  there  not  a  monopoly  all  along  the  line  of  the 
Canadian  Pacific! 

Mr.  Nevtbll.  There  was  in  Manitoba,  but  as  I  heard  Mr.  Van  Home 
say  to  day,  they  surrendered  that  monopoly. 

Senator  Blair.  At  one  particular  point,  but  it  is  not  the  Ganadis^n 
Pacific.  It  is  a  local  road  that  has  been  constructed,  as  was  pointed  out 
yesterday. 

Mr.  Newell.  I  do  not  know  as  to  that.  My  judgment  about  that 
may  be  warped  a  little.  If  I  had  charge  of  this  matter  1  would  elimi- 
nate the  general  railroad  laws  from  the  statute-books  of  every  State  in 
the  Union. 

Senator  Blair.  Men  who  have  railroads  would,  but  those  who  have 
not  would  not. 

Mr.  Newell.  I  know,  but  here  you  go  on  piling  capital  on  capital, 
and  for  what! 

Senator  Blair.  My  inquiry  does  not  raise  that  question.  Why  not 
give  us  the  privilege  of  making  these  people  homogeneous  by  enabling 
American  capitalists  to  build  railroads  in  Canada,  and  to  draw  the 
commerce  of  Canada  southward  through  the  natural  channel  of  trade, 
rather  than  submit  to  the  present  condition  of  things,  which  enables  Can- 
ada to  build  exclusively  in  her  own  territory,  and  to  transport  products 
outside  over  American  lines  ! 

Mr.  Newell.  I  believe  in  perfect  reciprocity.  If  we  are  to  be  dis- 
barred from  any  privilege  in  Canada,  it  seems  to  me  right  to  say  U> 
those  gentlemen,  "  You  must  remove  these  disabilities  before  yon  can 
come  here  and  enjoy  a  privilege  that  you  deny  us." 

Senator  Blair.  There  are  four  great  sections  of  productive  country 
in  the  south  of  Canada  separated  by  mountains  and  morasses,  and  there 
are  long  strips  of  country  between  that  are  uninhabited  and  wholly 
unproductive.  These  great  valleys  should  send  their  products,  by  the 
laws  of  nature,  over  American  railroads,  and  if  we  should  construct 
American  railroads  into  that  country,  and  transport  over  those  Ameri- 
can lines  the  trade  referred  to,  it  wouM  be  a  style  of  reciprocity  that  I 
would  believe  in  myself.  There  is  a  (jouutiy  np  tberc  as  productive  as 
anything  we  have  north  of  Mason  and  Dixon*s  line. 
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8TATEMEVT  OF  HENBT  B.  LEDTABD. 

Mr.  Henbt  B.  Ledtabd,  President  and  General  Manager  of  the 
Michigan  Central  Kailroad  Company,  appeared. 

The  Chairman.  What  is  year  business  or  position  at  this  time,  Mr. 
Ledyardf 

Mr.  Ledyabd.  I  am  president  and  general  manager  of  the  Michigan 
Central. 

The  Chairman.  Are  you  connected  with  that  line  only  1 

Mr.  Ledtabd.  The  Michigan  Central  and  its  leased  and  operated 
lines. 

The  Chairman.  What  are  they  1 

Mr.  Ledtabd.  They  are  abodt  a  thousand  miles  of  railroad  in  Mich- 
igan, and  four  hundred  in  Canada.  The  main  line  is  from  Chicago  to 
Detroit,  known  as  the  Michigan  Central,  and  a  line  in  Canada  from 
Detroit  to  Suspension  Bridge,  known  as  the  Canada  Southern. 

The  Chairman.  You  say  you  have  about  a  thousand  miles  of  road  in 
Michigan  t 

Mr.  Ledyabd.  Yes,  sir. 

The  Chaibman.  What  are  the  termini  of  the  main  linef 

Mr.  Ledtabd.  Chicago  and  Buffalo. 

The  Chaibman.  Can  you  give  the  lengths  and  the  termini  of  the 
branch  lines  in  Michigan  t 

Mr.  Ledtabd.  One  line  from  Jackson  to  Saginaw,  and  a  line  from 
Saginaw  to  Mackinaw  City. 

The  Chaibmani  How  long  is  that  line  t 

Mr.  Ledtabd.  Three  hundred  miles.  Then  the  Detroit  and  Bay  City 
line  from  Detroit  to  Bay  City,  a  distance  of  108  miles ;  the  Grand  Eiver 
Valley  line  from  Jackson  to  Grand  Bapids,  98  miles ;  the  Kalamazoo 
and  South  Haven  line,  from  Kalamazoo  to  South  Haven,  40  miles  ^  the 
Joliet  and  Northern  Indiana  line,  from  Lake  to  Joliet,  45  miles;  the 
Michigan  Air  Line,  from  South  Bend  to  Jackson,  about  120oc1d miles ; 
the  Michigan  Midland,  from  St.  Clair  to  Lenox,  15  miles,  and  the  Toledo, 
Canada,  Southern  and  Detroit,  Detroit  to  Toledo,  60  miles.  Those  are 
all  the  lines  west  of  the  Detroit  Biver. 

The  Chaibman.  Have  you  any  line  or  lines  east  of  the  Detroit  Eiver! 

Mr.  Ledtabd.  There  is  the  Canada  Southern  from  Windsor  to  Sus- 
pension Bridge,  with  a  branch  line  to  Fort  Erie,  opposite  Buffalo,  with 
a  branch  from  Essex  Center  to  Amherstburg,  and  the  Erie  and  Niagara, 
Buffalo  to  Niagara  City. 

The  Chaibman.  How  long  are  those  branches  t 

Mr.  Ledtabd.  I  suppose  the  total  mileage  in  Canada  amounts  to 
about  400  miles;  and  the  Canada  Southern  controls  a  line  from  Toledo 
to  Detroit. 

The  Chaibman.  Your  system  seems  to  be  pretty  well  spread  out  t 

Mr.  Ledtabd.  It  is. 

The  Chaibmam.  What  is  the  total  mileage  of  the  whole  system  t 

Mr.  Ledtabd.  About  1,500  miles. 

The  Chaibman.  Do  you  do  business  in  connection  with  any  of  the 
Canadian  roads  t 

Mr.  Ledtabd.  None,  excepting  the  Canadian  Southern,  and  to  a  small 
extent  the  Canadian  Pacific. 

competition  op  the  gband  tbunk. 

The  Chaibman.  Are  you  in  competition  with  any  of  the  Canadian 
roads  t 
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Mr.  Ledyaed.  Yes,  sir ;  with  the  Grand  Trunk  particularly. 

The  Chaibman.  Uow  do  you  get  along  in  competition  with  that 
road  f 

Mr.  Ledyabd.  We  do  not  fare  very  well. 

The  Chaibman.  Why  not! 

Mr.  Led  YARD.  Well,  there  is  a  variety  of  reasons.  In  the  first  place, 
the  Canada  Southern  was  built  for  a  through  line,  and  was  built  re- 
gardless of  towns,  and  took  the  straightest,  shortest,  and  easiest  line 
that  could  be  picked  out  between  the  Niagara  frontier  and  the  Detroit 
River. 

The  Chaibman.  Who  built  it  t 

Mr.  Ledyabd.  I  think  it  was  6uiltby  American  capital.  It  was  built 
way  back  in  1869. 

The  Chaibman.  And  designed  to  be  a  through  line  as  between  what 
points  f 

Mr.  Ledyabd.  Betweep  Chicago  and  Buffalo.  The  design  was  to 
push  the  road  to  Chicago,  but  the  promoters  got  into  financial  tlifficul-' 
tie»,  and  the  road  was  reorganized  in  1878.  Mr.  Yanderbilt  lent  them 
money  to  put  them  on  a  sound  financial  foundation,  and  the  Michigan 
Central  in  1882  made  a  contract  to  run  and  operate  theroad.  That  road 
has  but  little  local  traffic.  We  find  that  the  Canadian  roads  by  charg- 
ing higher  rates  on  the  local  traffic  in  Canada,  are  enabled  to  charge 
lower  through  rates  on  traffic  from  the  United  States,  and  we  find  that 
the  Grand  Trunk  does  not  observe  the  interstate-commerce  act  in  so 
far  as  traffic  going  from  the  United  States  into  Canada  is  concerned. 

The  Chairman.  Have  you  any  evidence  that  they  do  not  observe  the 
act  in  that  respect  t 

Mr.  Ledyabd.  Yes,  sir;  I  made  a  complaint  about  it  before  the  In- 
terstate-Oommerce  Commission  sixty  days  ago.  That  is  one  case,  I 
have  another  case  of  non-compliance  with  their  published  tariff.  Here 
is  a  tariff-sheet  of  the  Grand  Trunk  Railway  [exhibiting],  reading,  "  In- 
terstate tariff  on  grain  from  Port  Huron  ex  late  from  Chicago."  It 
gives  no  other  point  but  Chicago  as  the  point  of  orgin.  Grain  has  been 
taken  out  of  our  elevators  in  Detroit  in  the  last  month  by  vessel  and 
taken  to  Port  Huron,  and  thence  forwarded  by  the  Grand  Trunk  to 
Portland,  Maine.  The  rate  from  Detroit  to  Portland  by  the  Grand 
Trunk  and  the  Michigan  Central  is  the  same. 

The  Chairman.  The  published  rate  is  the  same! 

Mr.  Ledyakd.  Yes,  sir;  and  the  all  rail  tariff  from  Port  Huron  to 
Portland  is  the  same  as  Detroit  to  Portland.  Here  is  a  tariff'  on  grain 
only,  ex-lake  from  Chicago  [exhibiting].  That  same  tariff  is  applied  by 
the  Grand  Trunk  on  grain  by  vessel  from  Detroit  to  Portland.  That 
results  in  reducing  the  rate,  all-rail,  by  two  and  a  half  cents. 

The  Chairman.  Which  is  a  means  of  getting  around  the  interstate- 
commerce  act  without  anybody  discovering  whatlt  is.  That  is  the  case 
you  have  just  described  t 

Mr.  Ledyard.  Yes,  sir;  I  can  not  find  that  any  tariff  has  been  is- 
sued from  Detroit  via  lake  and  via  .Port  Huron  to  Portland,  or  any 
other  eastern  point. 

The  Chairman.  What  is  the  date  of  that  last  tariff  you  speak  off 

Mr.  Ledyard.  April  10.    That  specifies  the  point  of  origin  as  Chi- 


cago. 


LOCAL  RATES  ON  THE  GRAND  TRUNK. 


The  CiiATRMAN.  But  it  dors  not  show  whore  the  tniffic  is  goingt 
Mr.  Lkdyahd    It  gives  the  point  ol  destination,  but  says  the  grain 
must  be  ex  lake  from  Chicii{*o.     We  have  felt  the  competition  of  the 
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Grand  Trunk  mope  than  any  oUier  line,  luucli  more  so  tban  those  lines 
lying  south  of  Lake  Erie,  and  that  I  think  is  due  to  three  causes.  The  tii^t 
is  that  in  Canada  they  have  no  general  railroad  laws.  In  the  United 
States  anybody  can  build  a  railroad,  but  in  Canada  you  liave  to  get  a 
charter  or  special  act  from  the  government.  Those  railroads  are  gener- 
ally subsidized  by  the  government  to  the  extent  of  from  three  to  live 
thousand  dollars  a  mile.  The  counties  and  towns  are  allowed  to  vote 
large  bonuses — bonuses  so  large  as  to  be  unheard  of  in  America.  The 
last  report  of  the  chief  engineer  of  the  government  i-ailways  of  Canada 
shows  the  bonuses  of  the  government  provinces  and  municipalities 
voted  to  railioads  to  be  about  one  hundred  and  fifty  millions  of  doUarcs, 
an  amount  unheard  of  in  the  United  States.  The  local  rates  for  short 
haulsare  much  higher  than  in  the  UnitedStates.  Thepassageofthe  inter- 
est ate-commerce  act  had  the  effect  in  this  country  of  reducing  local  rates, 
growing  outt)f  the  application  of  the  long  and  short  haul  provisions  of 
the  act.  If  you  will  compare  the  rates  given  by  the  distance  tariffs  on 
one  class  of  freight,  you  will  find  that  the  Grand  Trunk  rates  in  Canada 
are  from  10  to  25  per  cent,  higher  on  lumber,  for  equal  distances,  than 
are  charged  by  the  Michigan  Central  Railroad  in  Michigan. 

Again,  taking  the  general  local  tariffs  of  the  two  companies,  we  may, 
for  the  purpose  of  comparison,  consider  Detroit  and  Toronto,  with  re- 
gard to  the  territories  they  serve,  as  analogous  centers  of  trade.  The 
Grand  Trunk  rates  from  Toronto  to  Stratford,  88  miles,  range  from  28 
cents  per  100  pounds  on  the  highest  class  of  freight,  to  9  cents  per  100 
•  on  the  lowest.  The  Michigan  Central  rates  from  Detroit  to  Albion,  96 
miles,  range  from  19J  cents  on  the  highest,  to  GJ  cents  on  the  lowest. 
Toronto  to  London,  115  miles,  the  Grand  Trunk  tariff  ranges  from  32 
cents  to  10  cents  per  100,  according  to  classes.  The  Michigan  Central, 
Detroit  to  Battle  Creek,  115  miles,  from  21^  cents  to  7J  cents  per  100 
pounds.  Toronto  to  Chatham,  180  miles,  from  34  to  10  cents  per  100. 
Detroit  to  Niles,  191  miles,  from  2CJ  to  9  c«nts  per  100  pounds,  accord- 
ing to  classes.  These  figures  show  relatively  what  the  local  rates  are 
in  the  two  countries. 

The  Chairman.  The  rates  appear  to  be  much  higher  in  Canada  than 
in  this  country? 

Mr.  Ledyahd.  Yes,  sir;  much  higher.  Our  local  rates  are  higher  in 
Canada  than  in  the  United  States.  Our  local  traffic  there  is  compara- 
tively nothing,  however. 

The  Chairman.  So  there  you  have  an  advantage  on  account  of  the 
local  rates,  more  than  from  any  other  cause! 

Mr.  Led  YARD.  To  a  very  great  extent. 

the  Chairman.  And  you  think  you  can  show  that  the  Canadian 
roads  do  not  observe  the  interstate. commerce  actt 

Mr.  Ledyard.  I  simply  can  state  that  the  position  taken  by  the 
Grand  Trunk  in  the  complaint  I  made  against  them  on  coal  taken  from 
Buffalo  to  Hamilton,  was  that  the  interstate-commerce  act  did  not  con- 
trol that  traffic.  Now,  if  they  pay  rebates  on  that  traffic,  why  should 
they  not  pay  rebates  on  traffic  from  Chicago  to  Montreal  f  1  know  they 
have  paid  rebates  on  traffic  from  Buffalo  and  Black  Rock  into  Canada. 

The  Chairman.  Do  you  think  any  foreign  trade  has  been  drawn  from 
you^ 

Mr.  Ledyard.  We  have  lost  nearly  all  our  export  trade. 

The  Chairman.  On  what  account  1 

Mr.  Ledyard.  Simply  on  account  of  the  arrangement  made  with  the 
Grand  Trunk  Company  with  vessels  running  from  Portland.  Instead 
of  charging  the  lull  inland  rate^  they  have  divided  the  through  rate  on 
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aD  agreed  peicentage.    Tbey  have  subsidized  vessels  to  come  to  Port- 
land, and  bave  allowed  tbein  more  tban  tbey  would  otherwise  get. 

The  Chairman.  And  you  have  been  losing  your  foreign  trade  f 

Mr.  Lebtard.  Yes,  sir.  • 

REaULATION  OF  THE  OANADIAN  ROADS. 

The  Chairman.  Do  you  think  there  is  any  way  of  protecting  the 
American  roads  in  maintaining  the  published  rates  in  competition  with 
the  Canadian  roadst. 

Mr.  Ledtard.  Ton  gentlemen  recognize  I  hope  that  I  control  a  Ca- 
nadian road.  I  control  a  road  running  parallel  in  Canada  with  the 
Grand  Trunk  road,  and  what  I  say  I  state  in  reference  to  all  Canadian 
roads.  I  made  a  suggestion  to  Judge  Cooley  soaie  two  years  since, 
with  regard  to  the  state  of  affairs  then  existing,  and  he  asked  me  what^ 
I  tbonght  about  the  matter,  and  I  told  him  I  thought  that  all  Canadian 
railways,  before  being  allowed  to  do  business  in  carrying  traffic  from 
the  United  States  into  Canada,  or  from  the  United  States  into  Canada 
and  then  into  the  United  States  again,  or  from  Canada  into  the  United 
States,  should  file  with  the  Commission  their  assent  to  the  law,  and 
that  tbey  should  not  be  allowed  to  change  any  rate  affecting  interstate 
or  International  trafi&c  without  the  consent  of  the  Interstate  Commerce 
Commission. 

The  Chairman.  If  you  do  that,  the  same  law  ought  to  apply  to  the 
American  roads  as  well. 

Mr.  Led  YARD.  I  hold  that  if  an  American  road  found  it  necessary  to 
change  rates,  the  Commission  would  allow  the  same  privilege  at  the 
same  time  to  the  Canadian  road;  but  I  think  that  a  commission  com- 
posed of  Americans,  to  allow  the  Canadian  roads  to  carry  our  traffic  at 
less  tban  tbey  think  would  be  a  reasonable  rate  for  an  American  road, 
would  be  doing  an  injustice  to  the  American  roads.  If  there  is  a  reason 
why  reasonable  rates  should  be  charged  from  Chicago  to  New  York  by 
the  Pennsylvania  road,  the  same  rale  should  apply  to  the  Grand  Trunk, 
but  the  Grand  Trunk  should  not  be  allowed  to  reduce  below  a  reason- 
able figure  the  rates  fixed  by  the  Pennsylvania  or  other  American  roads 
competing  therewith,  all  of  whose  traffic  is,  to  a  greater  or  less  extent, 
governed  by  the  provisions  of  the  interstate-commerce  act.  The  through 
rates  in  force  for  the  last  five  years  have  been  lower  tban  anywhere  else 
in  the  world.  Our  through  traffic  last  year  netted  us  about  one-half  a 
cent  per  ton  per  mile  east  and  west  bound,  and  our  local  traffic  about 
eight  mills. 

The  Chairman.  There  is  about  that  difference,  is  there,  between  the 
charges  on  local  and  through  traffic! 

Mr.  Ledyard.  Local  traffic  is  always  a  little  higher. 

The  Chairman.  Is  that  about  the  relative  difference  on  all  the  roads  f 

Mr.  Ledyard.  On  all  the  roads  east  of  Chicago. 

The  Chairman.  Do  any  of  these  branch  lines  of  yours  run  to  the 
Sault  Ste.  Marie  Kiverf 

Mr.  Ledyard.  No,  sir. 

The  Chairman.  Do  any  of  your  branches  run  over  that  bridge  at  the 
Sault  Ste.  Marie  t 

Mr.  Ledyard.  No,  sir;  we  did  at  one  time  do  some  business  with 
the  Dulutb,  South  Shore  and  Atlantic,  but  do  not  now  do  much  busi- 
ness with  that  line.  That  road  was  originally  built  to  connect  Mar- 
quette and  Mackinaw,  and  then  afterwards  extended  to  Dulutb. 

The  Chairman.  What  is  your  understanding  of  the  control  of  that 
bridge — who  controls  it! 
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Mr,  Ledyard.  As  I  understand  the  sitaation,  tbe  bridge  is  controlled 
by  the  Canadian  Pacific,  tbe  Minneapolis,  Sault  >Ste.  Marie  and  Atlan- 
tic, known  as  the  "  Soo  Line,"  and  the  Duluth,  South  Shore  and  Atlan- 
tic, and  the  control  of  the  stock  of  the  last  two  companies  is  in  the  hands 
of  the  Canadian  Pacific  people,  who,  through  Mr.  Van  Home,  practi- 
cally control  tbe  operation  and  the  policy  of  those  companies. 

The  Chairman.  Did  you  hear  Mr.  Van  Hornets  testimony  to-day! 

Mr.  Ledyard.  Yes,  sir;  I  was  told  by  one  of  the  leading  officers  of 
one  of  these  roads  that  Mr.  Van  Home  was  tbe  controlling  person  in 
fixing  their  policy. 

Senator  Gorman.  He  admitted  that. 

Senator  Beagan.  Does  that  apply  to  the  Duluth  road  as  well  as  the 
St.  Pault 

Mr.  Ledyard.  I  speak  now  particularly  of  the  Duluth,  South  Shore 
and  Atlantic. 

Tbe  Chairman.  The  right  to  pass  over  that  road  is  an  important 
right  to  American  interests,  is  it  not! 

Mr.  Ledyard.  That  depends ;  now  it  is  not. 

Tbe  Chairman.  It  is  a  matter  of  some  interest  to  tbe  Northern  Pa- 
cific, is  it  not  t 

Mr.  Ledyard.  Yes,  if  they  want  to  build  down  there.  What  good 
would  it  do  them  to  get  there  if  they  would  have  to  give  their  business 
to  a  rival  roadi  If  other  connecting  roads  should  build  there  it  might 
be  a  very  important  right. 

Tbe  Chairman.  I  think  some  one  was  trying  to  build  a  road  from 
opposite  Cleveland  up  to  that  point. 

Mr.  Ledyard.  The  Grand  Trunk  was  talking  of  building  a  road  up 
there.  They  have  some  kind  of  agreement  that  gives  them  a  right  to 
cross  that  bridge  when  they  get  there. 

Senator  Blair.  Is  that  a  very  expensive  bridge! 

Mr.  Ledyard.  I  do  not  think  so. 

Senator  Blair.  I  notice  that  you  touch  upon  this  matter  of  the  gen- 
eral railroad  law. 

Mr.  Ledyard.  Yes,  sir. 

Senator  Blair.  Is  there  reciprocity  in  that  regard  I 

Mr.  Ledyard.  I  do  not  think  you  could  reciprocate  to  amount  to 
anything  so  long  as  the  Canadian  Government  is  willing  to  give 
bonuses  to  aid  in  building  roads,  I  do  not  think  you  could  ever  get  a 
railroad  law  in  Canada  that  would  give  bonuses  to  aid  outside  roads, 
because  the  Canadian  policy  is  not  to  allow  the  building  of  rival  lines. 

Senator  Blair.  But  they  might  have  to  change  their  policy  in  a  great 
many  things  to  give  us  a  fair  chance  at  this  trade,  might  they  not! 

Mr.  Ledyard.  I  am  not  a  believer  in  tbe  general  power  to  build  rail- 
roads.   I  think  it  ha^  done  more  harm  than  anything  else. 

Senator  Blair.  We  have  it  here,  do  we  not! 

Mr.  Ledyard.  Yes ;  but  1  do  not  believe  in  it. 

Senator  Blair.  Do  you  think  if  we  should  build  in  the  direction  of 
Winnipeg,  and  American  capital  should  be  exerted  in  that  northwestern 
wheat  country  and  tbe  cereals  brought  down  to  St.  Paul,  we  could  get 
our  share  of  the  traffic  obtainable  in  that  country  ? 

Mr.  Ledyard.  1  do  not  think  the  American  roads  conld  compete 
with  tbe  Canadian  railroads  in  face  of  tbe  subsidies  they  have. 

Senator  Blair.  That  difficulty  may  be  in  the  way,  and  if  that  one 
difficulty  is  enough  to  prevent  our  competing  with  tbe  Canadian  roads, 
why  go  on  with  these  flimsy  exactions! 

Mr.  Ledyard.  I  do  not  think  it  a  flimsy  exaction  to  make  theCana- 
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dian  roads  live  up  to  our  interstate- commerce  law  and  give  the  properly 
appointed  body  bere  supervision  over  tbeir  traffic. 

Senator  Blair.  The  interstate-commerce  law  exercises  no  super- 
vision over  the  rate  of  a  tariff. 

Mr.  Led  YARD.  I  think  they  should,  so  far  as  foreign  earners  are  con- 
cerned. 

Senator  Blair.  Then  you  want  a  new  law  ^ 

Mr.  Ledtard.  I  think  they  should  observe  the  rates  our  Commission 
say  are  proper. 

Senator  Blair.  In  other  words,  you  want  us  to  regulate  the  amount 
of  fares  and  the  amount  of  rates  on  freights  in  Canada,  and  provide  by 
law  that  the  Canadian  roads  shall  not  carry  merchaudise  cheaper  than 
the  American  roads  do,  because  if  they  carry  cheaper  than  we  do  they 
take  the  trade.  That  is  exercising  a  power  in  a  foreign  country  that 
you  are  not  exercising  in  your  own  country. 

Mr.  Ledtard.  I  say  with  reference  to  traffic  that  originates  or  comes 
into  this  country. 

Senator  Blair.  You  think  we  should  treat  traffic  through  Canada 
in  such  manner  as  will  prevent  the  Canadian  lines  from  charging  any 
more  to  the  shipper  than  the  American  railroad  charges  to  tlio  8hip])er  I 

Mr.  Ledyard.  Yes,  and  that  they  shall  not  vary  that  rate  without 
the  consent  of  the  Interstate  Commerce  Commission. 

Senator  Blair.  I  have  been  trying  to  develop  the  idea  that  it  is  not 
of  the  slightest  consequence  to  you  railroad  people  to  apply  the  inter- 
state-commerce law  in  Canada,  as  the  law  is  today. 

Mr.  Ledyard.  I  agree  with  you  in  that. 

Senator  Blair.  Then  I  am  glad  we  understand  each  other.  Yon  are 
now  basing  your  remedy  upon  the  assumption  that  we  are  to  regulate 
the  fares  and  rates  of  freights  on  traffic  carried  by  the  Canadian  roads 
through  the  United  States  ! 

Mr.  Ledyard.  We  are  to  regulate  the  charges  imposed  by  Canadian 
railways  on  traffic  passing  over  Canadian  roads  from  the  United  St^Ues 
into  Canada  and  from  Canada  into  the  United  States. 

Senator  Blair.  Then  if  we  provide  that  it  shall  cost  as  much  to  carry 
that  traffic  in  Canada  as  it  will  cost*to  carry  that  traffic  in  the  United 
States,  do  you  say  you  can  compete  f 

Mr.  Ledyard.  Then  we  can  compete. 

Senator  Blair.  Now,  if  along  this  line  where  the  Canadian  Paciflo 
is  to  be  in  the  future  they  are  to  build  branches  leading  to  this  country 
by  way  of  Sault  Ste.  Marie  and  Duluth  and  drain  that  western  country'; 
if  they  are  to  tap  Chicago ;  if  they  are  to  come  into  the  United  States 
by  every  line  of  land  and  water  that  they  choose  to  invest  their  capital 
in,  and  if  they  are  rich  enough  to  obtain  the  control  of  every  railroad  in 
this  country,  why  should  we  not  have  the  same  right  to  invest  our  cap- 
ital in  reaching  that  northwestern  country  and  sharing  in  the  traffic! 
If  they  are  to  have  the  privilege  of  coming  into  this  country  and  tap- 
ping our  commercial  centers,  why  should  not  oar  roads,  where  we  can 
touch  and  tap  the  coming  development  of  Canada,  have  that  same 
privilege  f 

Mr.  Ledyard.  We  should. 

Senator  Blair.  You  think  that  if  they  have  the  privilege  of  meeting 
our  capital  here,  we  should  have  the  privilege  of  meeting  their  capital  in 
Canada f 

Mr.  Ledyard.  We  ought  to  have  that. 

Senator  Blair.  It  has  been  shown  that  Canada  possesses  150,000 
square  miles  of  as  good  wheat  country  as  we  have,  which  wheat  coon- 
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try  extends  1,500  miles  farther  ou  towards  the  North  Pole.  Now,  why, 
when  the  prodacts  of  that  area  come  this  way,  should  not  the  American 
roads  haul  them  ? 

Mr.  Ledyabd.    There  is  uo  reason  why  they  should  not. 

Senator  Blaib.  The  Canadians  are  not  raising  the  quantity  of  wheat 
novr,  but  when  they  do,  is  there  any  reason  why  American  capital 
should  not  build  roads  to  tap  that  country  and  get  the  benefit  of  that 
long  haul  f 

Mr.  Ledyabd.  There  is  no  reason  why  they  shbuld.not. 

Senator  Blaib.  And  if  we  build  roads  in  Canada  we  can  extend  to 
Canada  the  same  privileges  with  respect  to  this  country  under  a  gen- 
eral railroad  law. 

Mr.  Ledyabd.  Exactly. 

Senator  Blaib.  And  the  remedy  for  the  difficulty  now  existing  lies 
in  this  general  railroad  law  affording  equal  ))rivileges  to  both  countries. 

Mr.  Ledyabd.. Yes,  sir. 

Senator. Blaib.  Then  the  application' of  the  interstate-commerce  law 
as  it  is  to-day  is  not  a  remedy  for  existing  evils,  and  its  application  in 
Canada  is  not  of  the  slightest  consequence  t 

Mr.  Ledyabd.  I  do  not  see  how  it  can  be  enforced.  A  rebate  may 
be  given  in  Canada,  and  how  are  you  going  to  remedy  itt 

^nator  Blaib.  Well,  we  have  got  to  do  some  fighting,  that  is  all, 
unless  we  can  agree  upon  something.  Can  you  think  of  any  other  con- 
ditions that  ought  to  be  imposed  upon  Canada  in  order  to  give  the 
Americoti  roads  a  chance  9 

Mr.  Ledyabd.  Nothing. 

Senator  Gobman.  If  the  rule  that  yon  suggest  is  carried  out,  what 
would  be  the  effect  upon  the  producers  in  this  country  as  to  rates  t 

Mr.  Ledyabd.  If  the  entfre  system  maintained  rates,  and  there  was 
uo  fluctuation,  it  would  make  no  difference  as  to  the  amount  of  the  rate 
from  the  great  gathering  centers  to  the  sea-board.  It  might  if  any  con- 
cessions were  made,  but  in  the  general  question  it  would  not.  There 
is  competition  enough  between  the  American  railroads  to  always  keep 
rates  down. 

Senator  Gobdian.  How  with  respect  to  the  facilities  for  carrying  the 
freight  t 

Mr.  Ledyabd.  The  facilities  are  more  than  we  want  today,  and  are 
more  than  we  will  want  for  a  good  many  years  to  come. 

Senator  Gobman.  Do  you  not  think  that  if  the  Commission  had  power 
to  fix  an  arbitrary  rate  on  every  ton  of  freight  moved,  the  effect  would 
be  that  the  Canadian  roads  would  put  up  their  rates  to  the  same  point! 

Mr.  Ledyabd.  I  say  that  the  Canadian  roads  ought  not  to  be  per- 
mitted to  change  their  rate  without  the  consent  of  the  Commission.  I 
think  the  Commission  is  too  broad-minded  to  allow  the  Pennsylvania 
Bailroad  to  make  a  20cent  rate  from  Chicago  to  New  York  and  not 
allow  the  Grand  Trunk  to  do  the  same.  I  say  that  the  Commission 
ought  to  say  to  the  Canadian  roads,  ''You  shall  not  go  below  a  re^ison- 
able  rate  while  our  railroads  are  observing  the  long  and  short  haul 
clause,  and  have  to  make  low  local  rates  on  that  account,  because  you 
can  recoup  yourselves  on  the  local  business  in  Canada  and  the  Ameri- 
can railroads  can  not." 

Senator  Gobman.  I  understand  your  reason  for  that  is  this :  that  the 
Canadian  road  is  constructed  by  public  money. 
.  Mr.  Ledyabd.  Largely  aided  by  public  money,  and  they  can  operate 
cheaper. 

0543-^18 
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Senator  OoBiCAN.  And  the  conditioDS  are  such  tbat  tbey  cau,  in  fact, 
carry  tho  grain  cheaper,  not  having  to  make  returns  to  the  investors: 

Mr.  Ledyabd.  Not  only  that,  bntihey  can  and  do  charge  higher  local 
rates,  and  io  connection  with  the  investment  can  operate  cheaper  than 
the  American  roads. 

Senator  Gobman.  Therefore  you  would  treat  the  tratBc  over  their 
railroads  like  property  that  comes  in  from  abroad,  and  yon  would  put  a 
tax  upon  it,  or  allow  it  to  come  in  on  such  terms  as  would  not  be  a  men- 
ace to  American  railroads  t 

Mr.  Ledyabd.  I  would  not  put  a  tax  on  it^  I  would  say  simply,  ^<If 
you  want  to  do  the  business,  you  shall  do  it  on  principles  that  are  jost 
to  yon,  but  not  unjust  to  the  American  railwayn  that  hare  not  the  akl 
you  have,  and  that  are  not  able  to  recoup  themselves  by  charging  as 
higli  lopal  rates  as  you  can  charge.'' 

Senator  Gobhan.  And  yon  advocate  on  our  side  the  legalizing  of 
.]>ooling  Y  Would  you  go  as  far  as  Mr.  Depew  and  make  the  condition 
that  the  Interstate  Commerce  Commission  should  agree  ti>  the  rates 
that  shall  be  charged  by  the  trunk  lines  before  the  pool  rates  become 
operative  Y  Do  you  see  any  objection  to  that  t 
r    Mr.  Ledyabb.  Not  the  slightest. 

Senator  Gobman.  And  you  think  by  these  two  arrangements  the 
cost  of  transportation  to  the  public  would  still  be  kept  at  the  minimum  t 

Mr.  Lebyabb.  Yes,  sir;  and  leave  a  fair  return  for  the  investment. 
I  do  not  think  any  railroad  can  for  a  long  time  make  any  money  out  of 
the  rate  of  half  a  cent  per  ton  per  mile.  ^ 

Senator  Gobilan.  Can  any  railroad  make  money  x>ut  of  that  rate  for 
any  length  of  timet 

Mr.  Lebyabb.  I  think  not.  It  is  about  one-third  of  what  the  Eng- 
lish rates  are  for  the  same  distance. 

Senator  Gobman.  So  with  the  present  facilities  we  have,  and  all  the 
improvements  we  have,  you  believe  that  half  a  cent  a  ton  per  mile  is 
lower  than  you  can  haul  the  freight  for  and  make  a  fair  return — say  a 
return  of  4  per  cent,  on  the  capital  invested  t 

,Mr.  Lebyabb.  Yes,  sir;  and  keep  the  property  up  and  provide  for 
the  betterments. 

Senator  Babboitb.  Would  not  your  local  business  stand  a  higher 
charge  t 

Mr.  Lebyabb.  The  local  charge  was  higher  heretofore,  but  the  local 
business  is  now  governed  by  the  through  rate.  If  the  through  rate 
goes  down,  the  local  rate  goes  down. 

Senator' Babbgub.  That  is  the  aggregate,  but  not  the  rate  per  ton 
per  mile  Y 

Mr.  Lebyabb.  If  you  put  down  your  through  rate  to  3  mills,  your 
local  rate  will  go  down  to  5  mills. 

COST  OF  OPEBATINa  CANABIAN  BOABS. 

Senator  Blaib.  Relatively,  how  much  more  expensive  is  it  to  operate 
a  railroad  in  this  country  than  in  Canadu  t 

Mr«  Lebyabb.  I  could  not  give  the  exact  figures,  but  I  should  say 
considerably  more.  I  have  bought  steel  rails  delivered  in  New  Tork  as 
low  as  $20  a  ton,  and  I  have  had  to  pay  $35  for  steel  rails  sit  the  Pitts- 
burgh mUls. 

Senator  Gobman.  That  is  not  so  of  to-day,  is  it  ? 

Mr.  Lebyabb.  Steel  rails  are  lower  to-day  than  they  have  ever  been 
in  this  country.    There  is  now  a  combination  between  the  English  steel- 
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rail  makers  to  put  up  the  prices.  Again,  many  classes  of  labor  are 
cheaper  in  Canada  than  here,  running  from  10  to  15  per  cent,  lower. 
Engineers  get  about  the  same.  Trackmen,  conductors,  trainmen, 
operators,  station  agents,  and  machinists,  I  think,  run  from  10  to 
15  per  cent,  lower  than  the  wages  paid  to  similar  persons  in  the  United 
States.  The  only  thing  in  Ganada  that  costs  more  than  in  the  United 
States  is  fuel. 

Senator  Gorman.  Do  the  Canadians  have  as  good  a  class  of  men  at 
these  lower  prices  as  in  the  United  States  Y 

Mr.  Ledyabd.  Jost  as  good  men.  The  best  class  of  common  labor 
I  ever  saw  in  my  life  is  on  the  Canadian  railroads.  I  think  in  some  re- 
spects they  are  a  better  class  of  labor  than  our  men.  A  great  many  of 
them  are  young  men.  Farmers'  sons  and  men  from  England  jand  Scot- 
land come  over  and  fonA  a  better  class  of  labor  than  we  can  get  here. 
The  mechanics  are  about  the  same  class  of  men  as  ours. 

Senator  Blaib.  Do  you  say  that  is  true  of  all  the  railroads  in  Can- 
ada t 

Mr.  Ledyabd.  I  say  it  is  true  of  all  the  raihroads  east  of  Lake  Huron. 

Senator  Blaib.  Among  operating  expenses,  is  any  one  item  larger 
than  that  of  labor  t 

Mr.  Ledyabd.  No,  sir.  Next  to  the  item  of  labor  is  fuel,  and  that 
costs  more  in  Canada  than  in  the  United  States. 

Senator  Blaib.  What  proportion  of  operating  expenses  do  you  think 
labor  constitutes  t 

Mr.  Ledyabd.  Labor  constitutes,  I  think,  not  far  from  50  to  60  per 
cent.    By  labor,  I  mean  all  salaries. 

Senator  Blaib.  Equalizing  all  expenses  for  fuel,  how  do  the  other 
items  comparet 

Mr.  Ledyabd.  All  are  in  favor  of  the  Canadian  railroads. 

Senator  Blaib.  Can  you  give  an  approximate  statement  of  how 
much  greater  the  percentage  of  expenditure  is  in  this  country  than  in 
Canada  for  operating  railroads,  taking  everything  into  account,  the 
higher  rates  of  capital  and  everything  t 

Mr.  Ledyabd.  That  depends  on  the  length  of  the  railroad. 

Senator  Blaiu.  Then  leave  out  the  matter  of  capital  and  tell  me. 

Mr.  Ledyabd.  That  I  can  not  tell  you.  I  think  the  Canadian  rail- 
roads, at  the  higher  rates  and  lower  expenses,  can  earn  more  on  a  given 
amount  of  capital  than  an  American  road  can. 

Senator  Blaib.  Can  you  give  an  average  of  how  much  t 

Mr.  Ledyabd.  I  do  not  know.  They  organize  their  roads  differently 
from  ours.  They  have  no  bonds.  They  have  first  or  second  preferred 
stock.  Then  they  have  elements  that  enter  into  the  building  of  roads 
there  that  do  not  enter  here. 

Senator  Blaib.  Did  your  road  have  a  bonus  from  the  Canadian  Gov- 
ernment f 

Mr.  Ledyabd.  Yes,  sir ;  the  Canada  Southern  received  certain  bo- 
nuses.   We  got  (350,000. 

Senator  Blaib.  Then  it  was  practically  the  competition  of  individuals 
against  a  foreign  government  t 

Mr.  Ledyabd.  Yes,  sir ;  practically  that 

At  4  o'clock  and  56  minutes  p.  m.^  the  committee  adjourned  until  to« 
morrow  at  10  o^dock  a.  m. 
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New  York,  May  10, 1889. 
The  committee  met  at  10  o'clock  a.  m.,  parsnant  to  adjoarnment. 

STATEHBHT  OF  CHABLES  8.  SMITH. 

Mr.  Oharles  S.  Smith,  president  of  the  Chamber  of  Commerce  of 
New  York  City,  appeared. 

The  Chairman.  Mr.  Smith,  what  is  your  relation  to  the  business  men 
of  this  city  t 

Mr.  Smith.  I  am  a  retired  dry  goods  commission  merchant,  and  am 
president  of  Ihe  Chamber  of  Commerce  of  New  York. 

The  Chairman.  You  have  been  listening  to  what  has  been  said  here 
this  morning.  You  will  please  give  your  views,  in  your  own  way,  touch- 
ing the  questions  of  interest  to  the  public  which  the  committee  is  here 
to  examine  into. 

Mr.  Smith.  Mr.  Chairman,  and  gentlemen  of  the  committee :  The 
Chamber  of  Commerce  which  I  have  the  honor  to  represent  are  of  the 
opinion  that  the  interstate  commerce  bill  in  its  operation  has  been  of 
very  sreat  public  service.    I  believe  that  we  are  indebted  to  you,  sir, 
Mr.  Cbairinan,  and  to  your  associate,  my  friend  Senator  Reagan,  as  the 
authors  of  that  bill.    I  esteem  it  to  be  of  great  public  utility  that  there 
has  been  this  free  discussion  before  a  committee  of  the  Senate  of  the  -^ 
United  States,  who  have  given  so  much  study  to  this  question  and  who  ^ 
are  so  well  versed  and  so  well  skilled  in  the  various  ramifications  of  the  ^ 
railroad  problem. 

Now,  sir,  while  my  associates  in  the  Chamber  of  Commerce  and  I  are  ^ 
ready  to  give  credit  to  the  Interstate  Commerce  Commissioners  and  to  ^ 
the  operation  of  that  law  to  the  fullest  extent,  yet  we  are  of  the  opinion  ^ 
that  the  laws  which  govern  the  operation  of  that  Commission  are  capa- 
ble of  wise  revision  and  amendment.    I  will  endeavor  to  indicate  th< 
))oints  which  seem  to  us  desirable  in  respect  to  which  this  law  should 
be  amended ;  but  before  doing  so  I  wish  to  ask  your  indulgence  for  a 
very  few  moments  to  refer  to  some  facts  which  relate  to  the  existing- 
state  of  things. 

You,  Mr.  Chairman,  and  your  associates  on  this  committee,  are  per- 
fectly aware  that  for  a  quater  of  a  century  and  until  recently  the  great 
railroad  corporations  of  our  country  controlled  absolutely  our  State  leg- 
islatures in  respect  to  every  thiug  which  affected  the  making  of  laws 
concerning  them. 

About  ten  or  twelve  years  ago  a  very  interesting  state  of  things  oc- 
curred in  New  York,  which  my  friend  Mr.  Kernan,  late  New  York 
State  railroad  commissioner,  will  remember.  In  consequence  of  a 
contest,  or  a  railroad  war— perhaps  it  is  too  strong  to  call  it  a  war,  but 
It  gave  rise  to  a  very  great  difference  of  opinion  between  certain  mem- 
bers of  the  trunk  lines— a  state  of  affairs  existed  in  New  York  which 
created  very  great  indignation  on  the  part  of  the  merchants.  For  a 
period  of  about  three  weeks  or  more  New  York  shippers  were  unable 
to  send  their  goods  West  without  paying  a  discriminating  price  of  from 
}  OKI  f^"*®  P®r  hundred  pounds  higher  than  the  same  lines  accorded 
to  Philadelphia  and  Boston  and  to  other  Eastern  cities.  The  exibtence 
ot  that  state  of  facts  was  proved,  and  was  admitted  by  the  railroads, 
and  finally  terminated  in  the  calling  of  a  very  prominent  meeting  iu  the 
Ohamber  ol  Commerce  in  this  city.  The  result  of  that  meeting  was  an 
application  to  the  legislature  of  the  State  of  New  York  for  a  committee 
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of  iDvestigatiou,   whicb   caused   the   appoiuttncut  of  the  eoiumittee 
known  as  the  Hepburn  investigating  committee. 

Yon  will  admit,  sir,  I  am  sure,  that  that  committee  did  very  great 
service  to  the  public.  It  supplied  us  witli  a  vast  amount  of  valuable 
information  concerning  railro'ad  methods,  which  did  great  service  both 
to  the  railroads  and  to  the  public,  and  which  has  been  the  basis  of  sub- 
sequent railroad  legislation  throughout  the  whole  country.  The  out- 
come of  this  Hepburn  investigating  committee  was  the  appointment  of 
a  State  railroad  commission  in  New  York  State,  and  the  working  of  the 
railroad  commission  was  so  satisfactory  to  tlie  Chamber  of  Commerce, 
and  to  the  merchants  of  New  York  generally  that  they  were  prepared 
to  favor  the  interstate  commerce  bill.  We  were  prejudiced  in  favor  of 
it  at  the  start. 

THE  LONa  AND  SHORT  HAUL  CLAUSE. 

One  of  the  Senators  from  our  State  at  the  time  this  bill  was  under  dis- 
cussion— I  think  it  was  in  January  1887 —  wrote  a  letter  to  the  Chamber 
of  Commerce  asking  them  to  consider  the  provisions  of  the  proposed 
bill  for  the  regulation  of  interstate  commerce,  and  to  submit  to  him  their 
views  upon  the  subject.  A  committee  of  the  Chamber  of  Commerce 
considered  the  bill  and  made  a  report,  and  I  think  experience  since  then 
has  justified  the  conclusions  at  which  the  committee  arrived  at  that 
time. 

The  committee  feared  that  the  long  and  short  haul  provision  in  sec- 
tion 4  of  the  bill  would  have  a  tendency  to  diminish  our  export  trade, 
and  that  it  would  have  a  like  tendency  to  retard  the  progress  of  the 
West  and  decrease  the  value  of  farming  l^nds. 

Now,  sir,  I  want  to  call  your  attention  to  a  few  facts  in  substantia- 
tion of  the  opinion  which  the  committee  of  the  Chamber  of  Commerce 
then  entertained,  and  which  it  now  entertains.  Before  doing  so,  how- 
ever, I  will  allude  to  a  fact  familiar  to  yon,  which  will  lead  up  to  the 
figures  to  which  I  ask  your  attention. 

The  foreign  export  price  of  flour  and  grain  is  fixed  mainly  in  London. 
Chicago  fixes  the  home  price,  and  the  question  whether  Chicago  can 
meet  the  English  price  or  the  continental  price  depends  mainly  upon 
the  price  of  transportation  between  Chicago  and  the  sea-port.  Now, 
necessarily,  that  price  must  be  elastic.  We  have  to  compete  in  foreign 
markets,  and  the  competition  with  India,  Eussia,  and  the  Black  Sea 
districts  is  growing  every  day,  and  they  are  supplying  a  large  portion 
of  the  foreign  demand  to  our  exclusion. 

The  balance  in  our  favor  with  all  foreign  countries  was,  in — 

1877. 1151,000,000 

1878.. 257.000,000 

1879 264,000.000 

1880 167,000,000 

1881 259,000,000 

Since  1881  the  balance  in  our  favor  has  gradually  been  reduced  until 
1887,  when  the  excess  was  only  $23,000,000,  and  in  1888  the  balance  of 
trade  i^ainst  us  was  $28,000,000. 

Now,  I  do  not  pretend  to  claim  that  this  is  all  due  to  the  operation 
of  the  long  and  short  haul  clause  in  the  interstate-commerce  bill,  but  I 
do  claim  that  that  is  one  of  the  important  fiictors,  and  unless  it  is  modi- 
fieil  as  far  as  it  affects  the  export  trade  it  will  affect  injuriously  the  re- 
vival of  the  demand  for  our  Western  products  in  the  future. 

I  am  sure,  sir,  if  in  your  wisdom  you  do  not  recommen<l  some  change, 
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at  least  in  the  direction  of  export  products,  that  the  European  markets 
will  be  largely  supplied,  more  so  than  in  the  past,  by  India,  Russia,  and 
the  Black  Bea  districts.  They  are  already,  as  I  have  before  remarked^ 
usurping  our  former  place  in  those  markets  to  a  very  large  extent. 

THE  QUSBTION  OF  POOLING. 

Now,  gentlemen  of  the  committee,  as  po  pooling.  The  Chamber  of 
Commerce  never  considered  that  an  unmitigated  ev3.  We  have  always 
considered  that  there  were  two  sides  to  the  question  and  that^here  was 
a  good  deal  to  be  said  on  both  sides.'  We  feel  sure,  sir,  that  the  opera- 
tion of  pooling  tonded  largely  to  decrease  the  outrageous  discriminations 
•against  certain  individuals  and  localities  which  existed  before  the  pool- 
ing system  came  into  operation.  It  secured  greater  uniformity  of  rates. 
Of  that  I  am  certain  from  my  own  experience  as  a  shipper.  It  was  of 
more  benefit  to  a  shipper  to  negotiate  with  Mr.  Fink  as  representing  all 
the  trunk  lines  than  to  visit  all  the  offices  in  the  city  in  detail  and  try 
to  deal  with  them.    Those  were  the  advantages. 

It  had  its  disadvantages,  which  I  must  mention.  It  had  this  very 
grave  disadvantage,  that  it  was  absolutely  and  entirely  under  the  con- 
trol of  the  railroads.  There  was  no  law  above  them.  There  was  no  one 
to  call  them  to  account,  and  they  pursued  that  advantage  sometimes 
very  arbitrarily.   - 

Now,  if  you  could  see  a  way  by  which  you  could  recognize  this  pooling 
system  in  some  degree,  and  place  it  under  the  immediate  supervision  of 
the  Interstate  Commerce  Commissioners,  I  am  of  the  opinion  that  the 
disadvantages  of  the  system  ^ould  be  done  away  with  toa  very  large  ex- 
and  the  advantages  to  which  I  referred  would  be  made  available.  I 
think  it  would  be  wise  to  try  that  measure. 

We  in  New  York  always  considered  when  this  interstate-commerce 
law  was  framed  and  went  into  operation  that  it  was,  to  a  certain  ex- 
tent, tentative.  It  was  a  radical  departure  from  previous  methods. 
We  supposed,  as  a  matter  of  course,  that  nobody,  wise  as  is  the  Senate 
of  the  United  IStates,  could  frame  a  law,  which,  if  experience  proved 
was  necessary,  would  not  have  some  amendment,  and  I  think  in  the 
matter  Unit  T  liave  indicated  it  is  worthy  of  your  study,  although  I  am 
quite  aware  tijui  similnr  arguments  have  been  addressed  to  you  over 
and  over  again. 

One  great  difficulty  with  the  operation  of  the  present  law  is  this:  I 
do  not  believe  that  the  law  is  carried  out  by  the  railroads.  A  very 
prominent  railroad  official  told  me  the  other  day  that  he  believed  the 
interstate  commerce  law  was  violated  secretly  every  twenty -four  hours, 
and  that  this  was  true  of  all  the  trunk  lines.  This  maybe  a  strong  state- 
ment, but  there  is  very  little  belief  on  the  part  of  the  railroad  officials 
or  the  public  that  this  interstate  law  is  observed  in  its  integrity. 

VALUE  OF  TH£  CANADIAN  LINES. 

Mr.  Chairman,  I  desire  to  say  a  few  words  about  Canada  and  the 
Canadian  lines.  As  to  the  Canadian  lines,  they  have  been  of  very 
great  advantage  to  New  England  and  totheWest.  Therearealarge  num- 
ber of  very  important  mills,  with  a  production  of  from  one  to  two  mil- 
lions per  annum,  located  in  the  East,  notably  at  such  places  as  York, 
Lewiston,  Saco,  and  Biddeford,  which  can  ship  their  goods  by  the 
Canadian  lines  direct  to  Chicago  quite  as  cheaply,  and  I  have  known 
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iu8taiitL>:8  iu  which  they  have  have  been  shipped  5  ceuts  per  hnndred 
cheaper,  than  they  could  be  landed  in  Kew  York  from  the  points  I  have 
named. 

Now,  it  is  unfair  to  cnt  off  Chicago  and  other  Western  cities  from 
these  facilities.  If  you  should  do  away  with  competition  by  the  Cana- 
dian lines  our  Westein  friends  would,  in  many  instances  and  at  certain 
times,  have  to  pay  at  least  50  i>er  cent,  more  on  freight,  because  the 
goods  would  have  to  be  brought  to  New  York  or  Boston  and  then 
shipped  to  the  West. 

I  agree  with  my  friend,  Mr.  Wiman,  and  other  friends  that  commer- 
.cial  union  and  fair  reciprocity  with  Canada  is  a  very  good  thing  to  have. 
We  have  five  millions  of  people  there,  and  if— and  this  is  a  big  ^'  if,"  I 
admit — but  if  Canada  would  assimilate  her  tariff  to  that  of  the  United 
States,  make  it  alike,  or  substantially  like  ours,  then,  in  that  case,  I  * 
should  bo  glad  to  see  as  free  trade  between  the  United  States  and  Can- 
ada as  to-day  exists  between  the  State  of  New  York  and  your  own 
State  of  Illinois.  I  do  not  say  that  it  is  possible ;  it  is  not  possible  in 
the  near  future,  but  I  think  it  looms  up  in  the  distant  future,  and  when 
it  comes  I  think  it  will  be  advantageous  to  all  of  us. 

In  regard  to  these  Canadian  lines,  I  have  some  considerable  fault  to 
find  with  them  in  reference  to  a  statement  which  I  will  now  make  to 
you.  The  firm  with  which  I  was  formerly  connected  shipped  for  export 
last  year,  I  think,  about  two  millions  of  plain  cotton  goods.  These  goods 
were  sent  largely  to  China,  some  few  to  India  and  Japan,  and  some  to 
the  Bed  Sea  ports.  Every  bale  of  those  goods  was  shipped  by  the  Can- 
adian Pacific  line  and  by  English  steamers  from  Vancouver.  I  think 
that  this  is  substantially  true  of  probably  from  six  to  seven  million  dol- 
lars more  of  cotton  goods  which  were  exported  by  our  Eastern  and 
Southern  mills  last  year.  I  am  told  that  more  than  00  per  cent,  of  our 
export  of  cotton  goods  went  by  that  line — ^the  Canadian  Pacific.  And 
it  is  probable  that  the  tea  and  silk  trade  will  also  be  diverted  in  the 
same  direction. 

There  is  some  reason  for  that.  You  can  not  make  this  diversion  of 
trade  from  the  former  methods  of  shipment  to  the  Canadian  Pacific 
Bailway,  as  I  have  remarked,  without  a  reason,  and  that  reason  must 
be  a  pecuniary  one.  I  have  no  proof  that  the  Canadian  lines  have  given 
rebates  to  secure  this  trade,  but  certainly  some  inducement  has  been 
given  for  this  diversion  of  trade. 

I  consider  it,  fhrthermore,  absolutely  unfair  and  unjust  to  our. ex- 
clusively American  lines  that  the  Canadian  lines  shonld  be  permitted 
to  take  goods  in  New  England,  carry  them  through  Canada,  and  re-enter 
the  States  of  Michigan  and  Illinois  and  deliver  those  goods  in  comi>e- 
tition  with  our  lines  unless  they  are  subjected  to  the  same  conditions, 
substantially,  to  which  our  lines  are  subjected. 

I  know  that  the  Canadian  railroad  officials  claim  that  they  observe 
the  provisions  of  the  interstate-commerce  law.  It  is  denied  on  the  part 
of  our  American  friends.  I  know  personally  that  the  Canadian  lines 
are  getting  a  very  much  larger  percentage  of  business  from  the  New 
England  States  and  Chicago  than  they  received  in  former  years,  and  I 
think  it  is  due  to  our  exclusively  American  lines  that  they  should  have 
a  fair  investigation  of  that  subject,  and  that  the  question,  as  far  as  they 
are  concerned,  should  be  put  upon  a  fair  basis.  That  is,  we  ask  fair 
play  for  American  lines;  we  do  not  ask  anything  more. 

I  will  be  glad  to  answer  any  questions,  Mr.  Chairman,  which  any  mem- 
ber of  the  committee  may  see  fit  to  ask. 
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SHIPMENTS  TO  CHINA  AND  JAPAN. 

The  Chairman.  You  referred  to  a  shipment  of  cotton  ^oods  by  y^iir 
old  firm  by  way  of  the  Canadian  Pacific  Railway  to  the  Pacific  coast. 
What  road  did  it  go  on  from  here  to  where  it  strnck  the  Canadian 
Pacific!  • 

Mr.  Smith.  It  went  by  the  Grand  Trunk  line  through  Maine. 

The  Chairman.  Your  firm  is  located  here  in  New  York,  is  it  not! 

Mr.  Smith.  Yes,  sir;  and  in  Boston,  too. 

The  Chairman.  What  is  the  method  of  shipment  of  these  export 
cotton  goods! 

Mr.  Smith.  When  full  car-load  shipments  are  to  bo  made  the  rail- 
road company  runs  cars  into  flie  mill-yard,  and,  when  loaded,  removes 
them. 

Senator  Reagan.  Do  you  send  by  water  or  by  land  ! 

Mr.  Smith.  By  land  to  Vancouver  j  then  by  water  to  China. 

Senator  BsAaAN.  How  mach  less  did  you  say  the  charge  was  for 
transportation  on  the  Canadian  lines  than  conhl  be  procured  on  Amer- 
ican lines  ! 

Mr.  Smith.  I  did  not  state  that.  I  do  not  know.  I  stated  that  there 
must  have  been  some  discrimination  in  order  to  secare  the  diversion 
from  the  American  to  the  Canadian  lines. 

Senator  Ueagan.  Do  you  know  what  the  actual  charge  is  this  year  T 

Mr.  Smith.  Ooods  go  by  the  Canadian  Pacific  Railroad  to  Vancouver, 
and  then  take  English  steamer^  on  the  Pacific.  The  cost  of  freight  taken 
from  the  mills,  say  at  Lowell,  Mass.,  or  other  large  manufacturing  cities 
in  New  England,  for  drills  and  sheetings  landed  in  Shanghai,  China,  is 
(13  for  40  cubic  feet.'  Exceptional  rates  have  been  made  as  low  as 
$12. 

Sheetings  are  packed  twenty  pieces  of  40  yards  each  in  a  bale,  and 
drills  fifteen  pieces  of  40  yards ;  four  to  five  bales  of  sheetings  36  inches 
wide,  and  six  bales  drills  30  inches  wide,  measure  40  cubic  feet. 

The  advantage  of  shipping  by  the  Ciinadian  route  is  the  saving  of 
handling.  The  goods  loaded  in  cars  at  the  mills  are  changed  only  once, 
whereas  by  other  routes,  starting  say  from  New  York,  two  more  hand- 
lings are  necessary,  and  the  extra  expense  of  carting  is  to  l)e  added. 
The  frequent  handling  of  baled  goods  for  export  is  very  objectionable. 

By  direct  steamer  from  New  York  to  Shanghai,  via  the  Suez  Canal,  . 
the  price  is  40  to  45  shillings  sterlingper  40 .cubic  feet  landed  in  Shang- 
hai.   This  route  takes  thirty  days  longer,  and.  insncance  costs  §  of  I  * 
per  cent,  more  than  by  the  Pacific  Mail  and  Panama  route  or  by  the  . 
Canadian  Pacific.    Shipments  by  Pacific  Mail,  via  Panama^  to  San 
Francisco,  by  steamerto  Shanghai,  cost  $30  per  40  cubic.feet. 

One  large  American  shipping  house  occasionally  loads  chartered  • 
steamers  (route  via  Suez  Canal)  with  their  own  shipments  at  a  pre 
sumed  saving  in  the  cost  of  freight  over  other  modes  of  shipment. 

Tea  and  silk  from  China  and  Japan  come  mainly  to  this  country  by 
the  Suez  Canal  route. 

The  Chairman.  The  Interstate  Commerce  Commission  have  recently 
intimated  that  they  would  require  the  publication  of  the  inland  route 
separate  and  distinct  from  the  rate  to  China,  for  instance.    Do  you  . 
know  what  the  inland  rate  wns,  or  whether  it  was  a  separate  rate  from  • 
the  rate  clear  through  ? 

Mr.  Smith.  Is'o,  sir;  I  do  not.    Tli<^  only  rate  givenis  a  through  oiie 
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THE  EXPORT  BUSINESS. 

Senator  Keaoan.  Do  you  think  it  woakl  be  advidable  to  repeal  the 
fonrtb  section  of  the  bill,  the  long  and  short  haul  clause? 

Mr.  Smith.  I  think  it  woald  be  advisable  to  amend  it,  at  least  in  re- 
spect to  our  export  business.  I  think  that  we  should  allow  more  lati- 
tude to  exporters;  that  is,  that  we  should  do  nothing  to  prevent  our 
products  going  aoroad.  It  is  a  great  aid  to  us.  While  I  would  not 
abrogate  it  absolutely,  I  think  that  in  regard  to  export  business  some 
amendment  should  be  made.  ' 

Senator  Beagan.  Would  you  favor  an  amendment  that  would  enable 
the  roads  to  carry  freight  through  from  Chicago,  for  instance,  to  the 
sea-board  for  less  than  the  cost  of  transportation,  in  order  to  reach  tho 
competition  of  Bussia  and  Asia? 

Mr.  Smith.  I  think  it  would  be  an  evil,  but  it  would  be  the  lesser  of 
two  evils.    We  must  make  rates  so  that  our  produce  can  be  exported. 

Senator  Beagan.  In  tbat  event  would  not  the  result  be  that  the 
railroads  would  be  greatly  the  sufferers  on  a*ccount  of  the  loss  of  reve- 
nue, or  they  would  have  to  tax  the  people  of  New  York  or  other  States 
more  than  reasonable  rates  in  order  to  make  up  the  deficit  of  revenue  f 

Mr.  Smith.  I  think  there  is  some  foundation  for  that  argument,  but, 
at  the  same  time,  the  export  business  is  so  small  a  percentage  of  their 
entire  traffic  that  that  question  would  not  have  very  great  weight  in  the 
general  result  of  their  earnings. 

Senator  Reagan.  If  the  export  traffic  is  very  small,  compared  with 
the  income  of  those  lines,  would  it  not  be  a  great  hardship  to  impose 
upon  that  internal  commerce  a  burden  not  proper  for  it  to  bear  in  order 
to  facilitate  some  other  interest  f 

Mr.  Smith.  I  think  so,  sir,  to  a  certain  extent,  but  I  think  it  would 
result  in  the  greatest  good  to  the  greatest  number,  and  I  think  it  is  very 
much  to  the  advantage  of  the  West,  and,  indeed,  to  the  whole  country, 
that  we  should  not  prohibit  our  export  trade.  While  there  is  truth  in 
what  you  say,  and  the  railroads  must  make  a  profit  on  the  average,  yet 
I  think  it  is  so  desirable  that  we  keep  this  export  business  moving  that 
it  would  be  the  lesser  of  two  evils  if  the  lines  did  occasionally  carry  a 
thousand  cars  of  grain  at  a  little  less  than  the  cost  of  transportation. 

Senator  Harris.  Is  not  your  recommendation  practically  this:  That 
the  law  should  be  so  amended  as  to  authorize  the  carrier  to  publish  two 
through  rates,  one  a  through  rate  lor  export  traffic,  and  the  other  the 
rate  to  New  York,  for  instance,  for  domestic  consumption-^two  through 
rates  for  the  same  character  of  merchandise,  but  at  different  rates  of 
transportation  over  the  same  line  and  between  the  same  points? 

Mr.  Smith.  Yes,  sir;  practically  that. 

The  Chairman.  Could  that  be  done  without  encouraging  fraud? 

Mr.  Smith.  I  think  so  under  the  direction  of  the  Interstate  Commis- 
sion. Suppose  you  should  permit  the  railroads  to  make  a  through  rate, 
in  combination  with  the  steam-ship  lines,  from  Chicago  to  Liverpool. 

Senator  Reagan.  Would  not  that  destroy  the  business  of  your  local 
merchants  here  ? 

Mr.  Smith.  No,  I  think  not.  Our  merchants  in  New  York  are  largely 
brokers,  as  far  as  the  export  of  grain  is  concerned.  For  instance,  they 
make  contracts  for  delivering  the  grain  that  is  stored  in  Chicago,  just 
as  we  do  with  our  cotton  mills.  We  formerly  kept  all  our  goods  here 
in  New  York.  Now  we  largely  keep  samples  here,  and  deliver  orders 
from  the  mills.  It  is  a  saving  of  handling  and  freight.  New  York 
merchants  make  contracts,  and  deliver  grain  from  the  elevators  in  Chi- 
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cargo  to  the  »hips  in  our  harbor,  and  save  handling  and'storage  charges 
in  New  York. 

Senator  Bea(>an.  Woald  you  regard  it  as  fair  to  the  people  of  this 
community  to  compel  them  to  pay  .more  than  the  cost  of  transportation 
of  their  flour  from  the  West  in  order  to  enable  the  niilroads  to  carry 
grain  and  flour  for  less  than  the  cost  of  transportation  for  the  foreign 
markets  t    Would  it  be  just  to  'the  people  of  this  country  and  this  city  f 

Mr.  Smith.  I  do  not  think  it  would  be  just,  to  answer  that  Question 
abstractly,  but  nt  the  same  time  I  go  back  to  my  original  proi)Osition 
that  it  is  the  lesser  of  two  evils.  We  can  not  eat  all  we  raise.  We  must 
have  a  foreign  outlet  for  our  products  or  stagnate,  and  we  must  have  it 
by  the  sea-l^ard  and  in  competition  with  Eussia  and  India  and  the 
Black  8ea.  There  must  be  a  combination  between  steam-ship  lineaand 
our  railroads  in  order  to  meet  that  competition,  and  they  unitedly  must 
make  a  price  that  will  enable  us  to  secure  a  foreign  market  for  our  ex- 
port products. 

Senator  Gorman.  You  do  not  attribute  the  decrease  in  our  exports*  to 
the  long  and  short  haul  clause  alone  or  the  railroad  charges  in  our  coun- 
try, do  you  f 

Mr.  Smith.  No,  sir.  I  stated  that  I  did  not  attribute  it  to  that  alone^ 
but  I  think  it  is  one  of  the  factors. 

Senator  Oorman.  Is  it  not  a  very  minor  factor  t  Are  there  not  other 
conditions  t 

Mr.  Smith.  I  think  so  (corners  in  wheat,  for  example,  are  factors  in 
obstructing  export),  but  it  is  notan  unimportant  factor,  sir.  J  think  that 
we  are  going  to  have  bitter  competition  with  India.  They  are  building 
roads  very  rapidly ;  they  are  bringing  grain  tp  the  seaboard,  and  I  am 
very  apprehensive  that  we  shall  lose  our  markets  abroad 

The  Chairman.  In  any  event  t 

Mr.  Smith.  Yes,  sir ;  in  any  event,  unless  we  make  extraordinary  ex- 
ertions, which  we  must  do ;  it  is  vital. . 

The  Chairman.  Is  there  any  condition  of  accommodation  to  the  trans- 
portation lines  of  the  country  that  in  a  year  or  two  hence  will  enable  us 
to  successfully  compete  with  India  Y 

Mr.  Smith.  I  am  not  a  prophet,  but  I  should  think  there  iis.  I  think 
with  our  labor-saving  agricultural  machines  and  the  ingenuity  of  our 
people  at  the  West  we  can  compete  with  them.  We  are  doing  so  to- 
day in  the  manufacture  of  cotton  goods,  although  we  are  paying  40  to 
50  per  cent,  more  for  labor  than  are  the  manufacturers  of  England  \  I 
mean  on  a  low  grade  of  goods,  where  the  cost  of  production  is  mainly  in 
the  raw  material.  We  are  competing  with  England  in  the  China  and 
Japan  markets.  This  is  done  solely  by  Yankee  pluck  and  the  use  of 
the  best  labor-saving  machinery.  I  do  not  think  our  great  West  is 
going  to  be  satisfied  without  customers  abroad. 

Senator  Gorman.  Is  it  not  a  fact  that  since  the  passage  of  the  inter- 
state-commerce law  with  the  long  and  short  haul  clause  there  has  been 
a  very  large  decrease  In  the  aggregate  charges  from  Chicago  to  New 
York,  for  instance,  on  grain  and  all  other  detul  freight  t 

Mr.  Smith.  I  have  that  impression,  but  I  can  not  answer  the  ques- 
tion with  any  exactness.  I  have  been  out  of  business  for  eighteen 
months,  and  have  not  been  interested  in  the  matter.  Formerly  I  took 
great  interest  in  it,  was  chairman  of  the  interstate  commerce  committee 
of  the  Chamber  of  Commerce,  and  kept  the  run  of  it. 

Senator  Gorman.  If  it  be  a  fact,  as  it  is,  that  there  has  been  a  very 
considerable  decrease  in  the  aggregate  charge  for  the  through  haul  from 
Chicago  to  New  York,  and  that  it  is  now  about  a  half  a  cent  a  tou  a 
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miie,  do  you  believe,  as  a  basiness  man,  that  it  is  possible  for  the  car- 
riers to  carry  for  much  less  than  thatf 

Mr.  Smith.  I  should  say  not,  wich  the  present  st-ate  of  their  watered 
stacbs.  If  they  were  capitalized  at  what  the  roads  actually  cost  then  I 
should  think  they  might  do  so. 

Senator  Gobman.  Eliminating  all  that^I  am  talking  about  the  oper- 
ating expenses,  without  regard  to  the  capital  invested— -if  it  be  a  fact, 
as  asserted  by  the  railroad  people,  that  it  is  not  possible  to  haul  freight 
and  pay  operating  expenses  for  less  than  a  half  a  cent  a  ton  a  mile,  and 
the  roads  are  now  down  to  that  point,  does  it  not  follow,  as  a  matter  of 
course,  that  you  must  look  finally  for  economies  to  meet  this  competi- 
tion that  you  talk  about  t 

Mr.  Smith.  Yes,  sir ;  that  would  be  entirely  true,  if  we  did  not  all 
know  that  as  soon  as  trade  revived  the  railroads  would  put  up  prices. 
There  is  no  law  to  govern  or  stop  them  from  putting  up  prices  to  double 
what  they  are  no^.  They  have  done  it  before.  It  is  only  natural  to 
expect  they  will  do  it  again. 

Senator  Reagan.  We  have  this  law  now,  that  under  the  interstate 
commerce  law  the  Commission  has  the  right  to  demand  copies  of  rates, 
and  that  the  rates  must  be  reasonable. 

Mr.  Smith.  That  is  a  very  elastic  word.  If  one  man  was  asked  what 
^^  reason  able"  meant  in  regard  to  freight  he  might  put  it  at  10  cents 
per  hundred,  another  at  15  cents,  and  another  at  20  cents.  I  think  the 
rates  are  very  reasonable  now.  IS'one  of  us  have  any  complaint  to  make 
as  to  the  present  rates. 

Senator  Oobman.  Is  it  not  true  that  your  rail  competition  comes 
from  the  fact  that  the  Enghsh  and  Russian  Governments,  as  such,  are 
constructing  railroads  in  India  and  Russia,  and  then  supplying  the  line 
of  steamers  with  public  money  to  carry  their  freight  to  Liverpool  and 
elsewhere  at  a  rate  that  it  is  not  possible  for  private  competition  to 
meet  t    Is  not  that  the  troubled 

Mr.  Smith.  I  am  sure  that  we  in  this  country  can  never  compete  on 
ocean-carrying  trade  if  our  Oovemment  is  going  to  pursue  the  policy 
that  it  will  not  subsidize  ocean  steamers.  England  is  doing  it  when- 
ever it  is  necessary,  and  we  have  got  to  let  them  do  the  ocean-carrying 
trade  unless  we  arrive  at  the  conclusion  that  it  is  best  to  have  Ameri- 
can steamers.  The  English  Government  has  built  her  ocean  steam- 
ship business  under  absolute  protection  principles.  When  I  first 
crossed  the  Atlantic  the  English  steamers  got  (15,000  for  carrying  the 
mails  each  trip;  and,  of  course,  we  can  not  compete  with  Engkind, 
France,  or  Germany  until  we  do  something  of  that  sort  at  the  com- 
mencement. 

Senator  Gobman.  So  that  it  is  not  alone  the  charges  on  our  railroads 
that  control  this  trade  t 

Mr.  Smith.  There  is  not  a  single  American  steamer  on  the  'north 
Atlantic  now  (if  we  except  one  or  two  that  were  bought  by  the  Inman 
Line,  formerly  running  from  Philadelphia  as  American  ships)  between 
Kew  York  and  any  European  port.  The  foreign  companies  on  the 
average  pay  small  dividends,  and  the  people  are  satisfied,  and  of  course 
we  can  not  compete  with  them  now  unless  we  have  Government  aid. 
It  would  be  utterly  useless  to  attempt  it  without  it. 

Senator  Gorman.  Is  not  that  the  real  reason  why  you  are  compelled 
to  ship  your  cotton  goods,  which  you  say  are  manufactured  in  the  United 
States,  and  go  west  to  the  Pacitic  Ocean  and  then  to  Ohina  and 
Japan,  by  the  English  lines  I 

Mr.  Smith.  Yes,  sir ;  but  not  entirely.    We  used  to  ship  our  goods 
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by  the  Pacific  Mail  aud  by  the  Dnion  Pacific.  We  formerly  had  large 
Bhlpments  by  direct  steamers  here  that  were  loaded  io  New  York,  went 
throagh  the  Suez  Canal,  aroand  the  peninsala  and  into  China. 

Senator  Gorman.  That  was  all  prior  to  the  completion  of  the  Cana- 
dian Pacific  t 

Mr.  Smith.  Yes,  sir  j  bat  they  are  running  to-day.  They  ad vertiso, 
but  they  do  not  get  much  freight,  at  least  of  cotton  goods.  I  saw  an 
advertisement  in  the  Journal  of  Commerce  yesterday  of  that  lino  of 
steamers.  It  is  a  question  of  prices.  Anybody  will  ship  by  the  cheap- 
est line,  other  things  being  equal. 

Senator  Oorman.  Is  it  not  a  fact  that  the  English  Government  have 
subsidized  lines  of  steamers  running  from  Vancouver  to  China  and 
Japan  f 

Mr.  Smith.  Yes,  sir  j  that  is  true. 

Senator  Gorman.  Is  not  that  the  reason  principally  why  the  trade  is 
now  being  diverted  and  all  of  it  sent  over  the  Canadian  Pacific  f 

Mr.  Smith.  I  have  no  doubt  it  is  one  of  the  factors  contributing  to 
that  end. 

Senator  Gorman.  How  are  we  to  meet  it  f 

_  • 

Mr.  Smith.  We  must  do  the  same  thing.  Why  should  we  not  do  itt 
We  have  done  it  for  the  railroads.  Why  should  we  not  do  it  for  the 
steam-ships  I  It  concerns  onr  dignity  as  a  nation,  as  well  as  our  inter- 
est, to  have  our  own  ships. 

Senator  Gorman.  So  that  I  understand  yon  to  say  that  in  dealing 
with  this  question  and  holding  our  own  on  both  .the  Atlantic  and  the 
Pacific,  we  have  got  to  look  beyond  the  railroads  to  the  steam-ships  t 

Mr.  Smith.  Yes,  sir;  in  my  opinion, in  the  end. 


STATEMENT  OF  J.  H.  HEBSICK 

Mr.  J.  H.  Herrick,  a  grain  merchant  of  New  York  City,  appeared. 

The  Chairman.  What  is  your  official  relation  to  a  portion  of  the  mer- 
chants of  this  city  t 

Mr.  Herriok.  I  am  a  grain  merchant,  and  have  been  for  thirty  years 
or  more. 

The  Chairman.  Are  you  not  at  the  head  of  some  organization  t 

Mr.  HsRRiGH.  I  am  chairman  of  the  committee  on  interstate  com- 
merce of  the  New  York  Produce  Exchange,  the  largest  collection  of 
merchants  in  New  York. 

The  Chairman.  You  have  been  listening  to  and  reading  what  has 
been  said  here  before  this  committee  for  several  days,  and  you  know 
generally  what  the  committee's  mission  here  is.  Will  you  proceed  now, 
in  your  own  way,  with  what  you  have  to  say  in  reference  to  the  general 
subject  t 

Mr.  Herrick.  I  did  not  understand  that  the  interstate  commerce 
law  was  as  much  under  discussion  as  it  seems  to  have  been  here. 

The  Chairman.  The  committee  has  not  come  here  for  a  general  dis- 
cussion of  the  interstate  commerce  act.  That  has  only  come  in  by  way 
of  sufferance  and  by  way  of  suggestion.  The  purpose  of  the  committee 
here  principally  is  to  deal  with  the  Canadian  question.  Yon  can  refer 
to  either  or  both  if  you  think  proper. 

Mr.  Herriok.  I  will  begin  with  the  law,  because  I  differ  very  much 
from  the  views  of  the  previous  witness. 

The  Chairman.  Well,  give  us  your  views. 

Mr.  Herrick.  Before  the  law  was  passed  pooling  was  customary 
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and  general,  and  under  the  system  of  pooling  then  in  existence  the  dis- 
criminatioQ  was  of  the  inost  flagrant  and  unjust  character.  Since  the 
passage  of  the  law,  the  abrogation  of  pooling  and  (he  enforcement  of 
the  long  and  short  haul  clause,  the  position  of  the  merchant  has  very 
greatly  improved  and  there  is  very  much  less  discrimination  than  pre- 
viously existed,  and  we  now  feel  that  the  only  or  principal  fault  of  the 
law,  prior  to  its  amendment  in  March,  was  that  it«  penalties  were  not 
sufficient. 

It  would  seem  as  if  the  law  was  drawn  and  its  penalties  emasculated 
before  it  was  passed,  but  some  of  these  objections  have  been  remedied 
by  the  legislation  of  last  March,  and  as  a  general  thing  the  condition 
of  the  mercantile  interest  in  this  country  is  very  much  better  than  it 
was  previous  to  the  passage  of  the  law. 

THE  EXPOBT  TRADE. 

But  the  railroads  have  adopted  another  system  which  is  totally  de- 
structive to  the  commerce  of  the  entire  sea-board,  namely :  They  make 
cheaper  through  rates,  including  ocean  freight,  to  any  foreign  port  than 
they  will  make  for  the  same  article  to  the  sea-board,  and  the  committee 
of  which  I  am  chairman  was  formed  about  a  year  ago  to  try  this  un- 
lawful discrimination  before  the  Interstate  Commerce  Commission,  on . 
the  trial  of  which  we  proved  that  bills  of  lading  on  the  same  day  from 
Milwaukee  to  Liverpool  were  19  cents  a  hundred  and  33  cents  a  hun- 
dred to  New  York,  and  as  a  result  of  that  trial  it  was  admitted  by  the 
railroad  defendants  that  the  rates  would  average  10  to  12  cents  more 
per  hundred  for  sea  board  transportation  than  for  export  consignment. 

Senator  Harris.  At  what  date  was  thatf 

Mr.  Herrigk.  That  was  a  year  ago  last  January — January,  1888 ; 
the  case  was  tried  in  Jpne ;  the  system  generally  prevailed  of  a  dis- 
crimination against  the  sea-board,  and  the  effect  was  to  totally  destroy 
the  commercial  interests  in  grain  and  provisions  in  New  York* 

The  Chairman.  On  account  of  the  discrimination  between  export 
products  and  those  coming  to  New  York  and  Boston  for  local  consump- 
tion t 

Mr.  Herrigk.  Yes,  sir;  local  consumption  or  export  sale  from  here. 
The  argument  has  been  advanced,  as  the  witness  before  me  advanced 
it,  that  cheap  transportation,  or  rather  a  cut  rate,  should  be  made  in  ordei^ 
that  our  surplus  may  compete  in  foreign  markets,  whereas  although  the 
making  of  a  cheaper  rate  to  Liverpool  may  temporarily  stimulate  the 
movement  and  thereby  depress  that  market,  which  not  only  affects  the 
price  on  the  western  farm  but  all  over  the  world,  the  ultimate  result  is 
injurious;  it  is  a  very  simple  matter  to  prove  this  j  foreign  markets  de- 
pend on  our  surplus  grain  and  provisions  ;  if  withheld,  prices  in  Europe 
would  be  much  higher ;  if  you  let  the  natural  law  take  its  course  with- 
out this  artificial  stimulus  of  supplies,  the  markets  will  absorb  our  sur- 
plus at  better  prices  without  unjust  discrimination  to  the  merchants  of 
the  sea-board,  who  have  large  warehouses,  capital,  and  plants  for  the 
m<nnagement  of  a  share  of  our  exportable  products. 

The  Chairman.  What  remedy  have  you  to  suggest  for  the  present 
condition  of  affairs  f 

Mr.  Herrigk.  The  railroads  as  a  general  rule  seem  to  give  their 
hearty  approval  of  the  law,  provided  pooling  and  the  long  and  short 
haul  clause  were  altered,  but  I  believe  it  is  the  opinion  of  our  mer- 
chants judging  from  the  treatment  of  the  mercantile  interests  by  the 
railroads,  that  the  very  things  the  railroads  want  abrogated  are  the 
very  things  the  roorcantilo  interevSts  want  kept  in  force. 
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Tbe  prodnction  of  grain  all  over  the  world  has  increaBed,  and  it  is  a 
wider  question  than  1  or  2  cents  on  a  rate  between  Chicago  and  foreign 
ports.  It  is  a  far  wider  qaestion.  There  is  no  rate  than  can  be  made 
that  can  overcome  the  overproduction  of  grain,  aud  unless  we  change 
our  farming  more  in  keeping  with  the  English  plan,  where  their  aver- 
age is  from  28  to  30  bushels  to  the  acre,  while  ours  is  only  12  bushels  to 
the  acre,  in  twenty  years  we  shall  have  no  grain  for  export,  but  will 
consume  it  all  ourselves.  Our  land  needs  the  English  system  of  high 
manuring  to  produce  from  28  to  30  bushels  to  the  acre,  and  that  will 
not  come  until  it  is  forced  upon  us.  The  producing  region  is  moving 
west,  and  after  awhile  we  will  reach  the  limit  of  virgin-soil  prodnction. 

Now,  the  rate  of  freight  from  Chicago  to  N§w  York  to-day  is  8  cents  a 
bushel,  lake  and  rail.  That  is  equivalent  to  about  18}  cents  a  hundred^ 
and  the  railway  people  say  that  it  is  utterly  impossible  for  them  to  haul 
grain  at  less  than  20  cents  a  hundred  and  get  their  money  back.  In  the 
season  of  open-water  navigation  all-rail  rates  are  very  low  indeed,  or 
else  all  grain  comes  down  the  lakes  and  takes  either  the  canal  or  rail- 
road at  Dunkirk,  Buffalo,  or  Erie. 

We  have  sustained  canals  in  the  State  of  New  York  for  years,  and 
these  canals  are  regulators  of  rates.  Without  the  canal  to  regulate  the 
railroads  the  rates  would  be  higher  all  the  year  around.  We  are  op- 
posed to  shutting  out  the  Canadian  roads,  because  they  act  in  the  winter 
as  the  canal  acts  in  the  summer  season  to  regulate  the  railroad  rates. 
If  the  Canadian  railroads  were  prevented  from  hauling  this  property 
the  trunk  lines  in  the  United  States  would  naturally  raise  their  price. 

The  Chairman.  Suppose  the  Canadian  railroads  are  put  under  the 
operation  of  the  same  law  that  the  railroads  in  the  United  States  op- 
erate under Y 

Mr.  Herbiok.  I  was  just  coming  to  thaf.  So  far  as  the  State  of 
New  York  is  concerned,  it  is  probable  that  from  a  selfish  standpoint 
the  cutting  off  of  those  roads  would  bring  to  New  York  and  Philadel- 
phia a  gocKl  deal  of  property  that  now  goes  through  Canada  to  Portland 
or  Boston.  But  New  York  has  no  selfish  interest  when  you  want  to  ben- 
fit  the  whole  country.  We  need  the  Canadian  roads  as  a  regulator,  but 
we  must  put  the  Canadian  roads  under  the  same  system  of  government 
as  our  own  roads. 

The  Chairman.  How  would  they  be  a  regulator  if  they  were  under 
the  same  system  f 

Mr.  Herriok.  The  more  the  avenues  of  transportation  the  cheaper 
would  be  your  rate. 

The  Chairman.  That  would  be  the  theory.- 

Mr.  Herrick.  Yes,  sir. 

Senator  Blair.  With  a  pool  1 

Mr.  Herriok.  I  am  not  in  favor  of  a  pool.  I  am  very  much  opposed 
to  a  pool.  The  previous  witness  stated  that  pooling,  under  some  plan 
of  supervision  by  the  Government,  would  be  a  good  thing,  but  it  seems 
to  me  that  is  simply  another  way  of  stating  that  a  Government  regnla- 
tion  would  be  the  best  thing  to  have,  and  I  am  not  sure  that  these  rail- 
road gentlemen  can  be  kept  in  order  without  Government  regulation 
sooner  or  later. 

The  Chairman.  We  have  some  Government  regulation  now. 

Mr.  Herrick.  Now,  as  to  this  cheaper  rate  to  the  foreign  consumer 
than  to  the  seaboard  consumer,  we  think  it  is  very  wicked.  We  have 
not  had  a  decision  from  the  Commission  yet,  but  we  are  expecting  it. 
Minneapolis  flour  is  cheaper  in  London  than  in  New  York  City.    It  is 
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taken  over  tbcro  cbeaper  than  it  is  brought  to  tLe  sea-boarcl.  At  times 
American  dour  can  be  bought  in  London  and  brought  back  here  and 
sold  at  a  pioHt. 

The  Chairman.  What  is  the  explanation  of  that  t 

Mr.  nsBBiOK.  It  is  carried  over  there  so  cheaply. 

The  Oh  AIRMAN.  By  what  route  or  routes  t 

Mr.  Hebbiok.  I  do  not  know  by  what  route  it  arrived  there. 

The  Chairman.  What  route  did  it  take  from  Minneapolis! 

Mr.  Herbiok.  It  probably  came  over  the  tmnk  lines. 

The  Chairman.  Did  it  travel  on  the  rail  at  all! 

Mr.  Hebrigk.  Yes,  sir ;  all  rail.  It  was  winter  season.  Last  Janu- 
ary there  was  a  difiereuce  of  10  or  15  cents  per  hundred  on  a  through 
biil  to  London  as  against  New  York.    That  is  30  cents  a  barrel. 

The  Chairman.  It  went  through  some  port  of  the  United  States : 
went  out  and  came  back  again  through  some  portion  of  the  United 
States,  did  it ! 

Mr.  Hebbigk.  Yes,  sir ;  but  all  routes  compete  at  this  rate. 

The  Chaibman.  And  yet  it  can  get  to  London  at  so  cheap  a  rate 
that  it  can  come  back  here  apd  be  sold  at  a  profit. 

Mr.  Bebbiok.  Yes,  sir ;  bnt  I  do  not  m«an  to  say  that  it  was  a  con- 
stant thing,  by  any  means.  The  opportunity  occurred,  however,  from 
time  to  time. 

The  Chairman.  What  does  it  cost  yon  to  get  your  flour  from  the 
Minneapolis  mills  at  this  time  Y 

Mr.  Herrigk.  Mr.  Carl  can  tell  you  better  about  that.  I  deal  in 
grain  and  not  in  fionr. 

Mr.  Carl.  Twenty-seven  and  a  half  cents  a  hundred  from  Minneapo- 
lis here. 

The  Chairman.  These  lines  of  steamers  operated  by  the  Canadian 
roads,  or  operated  in  connection  with  them,  are  subsidized  by  the  Brit- 
isU  Government,  are  they  t 

Mr.  Herrigk.  Yes,  sir  ]  so  I  understand,  and  they  receive  quite  large 
subsidies.  With  the  same  subsidies  I  believe  we  could  do  our  share  of 
the  carrying  trade  without  a  doubt. 

The  Chairman.  Yon  think  that  this  reduction  of  export,  which  has 
seemed  to  be  going  on  for  a  number  of  years,  has  other  cause  than  lo- 
cal legislation. 

Mr.  Herrigk.  Very  much  so.  The  interstate  commerce  act  can  nob 
affect  onr  agricultural  products  one  jot  I  should  think.  It  is  a  very 
much  larger  question. 

The  Chairman.  It  is  a  question  of  supply  and  demand. 

Mr.  Herrigk.  Yes,  sir ;  the  world  demand.  I  do  not  think  econom- 
ically that  the  most  profitable  thing  that  we  can  do  is  to  raise  grain  for 
export.  I  think  we  get  less  money  out  of  it  than  on  any  other  articles 
We  raise. 

The  Chairman.  You  also  expressed  the  belief  that  unless  there  is  a 
more  economical  condition  of  affairs  in  the  agricultural  business  of  the 
country  wo  will  not  raise  any  more  grain  than  we  need  for  ourselves. 

Mr.  Herrigk.  The  increase  of  population  is  greater  than  the  increase 
of  our  producing  area,  and  we  will  reach  a  point  in  a  very  few  years 
when  we  will  consume  all  our  products.  Our  crops  were  deficient  this 
year;  there  was  a  large  deficiency.  It  was  60,000  less  of  wheat  than 
our  usual  production. 

The  Chairman.  For  the  year  1888 1 

Mr.  Herrigk.  Yes,  sir.  We  began  on  a  declining  scale  of  prices  in 
1883.    Prior  to  that  time  $1  for  a  bushel  of  wheat  in  New  York  was  con 
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sidered  hard  pau  ind  we  felt  ahsolutelysiire  that  it  would  rauge  higher 
tbaD  that,  bntsiuce  1883^  ander  iucreased  foreign  prodactioD,  cheaper 
metbodtj  of  cnltivation  aud  much  lower  rates  of  transportation  the  par 
value  of  wheat  Beems  to  have  declined  from  $1  per  bushel  to  80  cents. 

The  Chairman.  That  is  so  everywhere,  is  it  f 

Mr.  Herrick.  Yes,  sir. 

The  Chairman.  On  account  of  the  increased  production  f 

Mr.  nERRiCK.  Qn  account  of  the  increased  production  throughout 
the  world.  If  the  penalties  of  the  interstate  commerce  act  are  made 
sufficiently  stringent  it  will  be  found  to  be  a  vast  advantage  both  to  the 
railways  and  to  tbe  merchants.  The  railway  people  themselves  state 
that  if  this  law  can  be  enlbrced  they  would  like  nothing  better. 

The  Chairman.  And  the  merchants  say  the  same  thing! 

Mr.  llERRiCK.  Yq8,  sir.  I  want  to  say  on  this  subject  of  throagh 
freight  that  it  is  not  a  question  of  New  York  charges  or  Kew  York  com- 
merce. The  New  York  merchants  only  ask  that  if  the  rate  be  20  ceDt« 
to  New  York  that  the  ocean  rate  shall  be  added  and  nothing  else.  It  is 
not  that  the  sea-board  people  want  to  tax  this  traffic  in  any  way. 

The  Chairman.  You  express  the  belief  that  these  Canadian  roads 
ought  to  be  put  under  the^operation  of  the  interstate  commerce  act,  so 
far  as  any  business  touching  the  United  States  is  concerned. 

Mr.  Herrick.  Yes,  sir. 
-  The  (Chairman.  And  if  that  were  done  you  would  be  satisfied. 

Mr.  Ueurick.  Yes,  sir ;  and  if  it  can  not  be  reached  in  any  other 
way  I  do  not  see  but  that  you  will  have  to  exclude  them  as  the  lesser 
of  two  evils. 

The  Chairman.  You  would  not  favor  the  exclusion  of  the  Canadian 
roads  unless  there  were  no  other  way  to  prevent  their  getting  an  advan- 
tage over  American  capital  and  roads. 

.  Mr.  Herrick.  No,  sir.  The  question  of  the  most  good  to  the  largest 
number  is  reached  by  the  largest  number  of  carriers. 

Senator  Gorman.  You  stated  a  moment  ago  that  the  Erie  Canal  was 
a  regulator  of  the  railroad  charges  during  the  season  of  navigation. 

Mr.  Herrick.  Yes,  sir. 

Senator  Gorman,  fs  it  a  very  important  factor  f 

Mr.  Herrick.  We  consider  it  very  much  of  a  factor;  yes,  sir. 
,    Senator  Gorman.  It  is  now  practically  a  free  canal  f 

Mr.  Hkrriok,  Yes,  sir. 

Senator  Gorman.  What  is  the  result  of  that ;  to  bring  the  railroads 
down  to  the  minimun  charges! 

Mr.  Herrick.  Yes,  sir. 

Senator  Gorman.  And  the  prices  are  satisfactory  to  the  merchants 
generally,  are  they  ! 

Mr.  Herrick.  Y"es,  sir;  the  prices  at  present  are  as  low  as  could  be 
exj)ected  or  wished.  I  paid  years  ago  60  cents  a  bushel  for  wheat  from 
Chicago  to  New  York,  and  you  can  bring  it  now  for  8  cents. 

Senator  Gorman.  Now,  what  effect  have  the  Canadian  railroads  on 
this  transportation  by  lake  and  through  Canadian  canals! 

Mr.  Herrick.  There  is  some  diversion  in  that  direction,  in  years  of 
large  supply  and  active  foreign  markets,  when  the  rates  are  variable ; 
but  the  carrying  tonnage  by  way  of  Montreal  is  not  sufficient  to  make 
that  an  important  factor. 

Senator  Gorman.  Then  that  is  for  want  of  transportation  from  Mon- 
treal on  ocean  steamers! 

Mr.  Herrick.  Yes,  sir. 

Senator  Gorman.  But  1  am  speaking  of  that  route  itself.  Do  you 
know  anything  about  the  condition  of  it! 
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Mr.  Hebbiok.  Do  yoa  mean  whether  it  is  in  working  order  t 

Senator  Gobman.  Yes ;  and  as  to  its  economy,  and  whether  it  is  likely 
to  be  an  active  competitor  with  yonr  water  lines  in  the  State  of  New  York. 

Mr.  Herbick.  I  do  not  think  I  have  studied  that  matter  sufficiently 
to  make  my  views  of  any  valne.  Theie  is  talk  of  deepening  the  Wei- 
land  Canal  and  taking  larger  vessels  through.  But  the  navigation  of 
the  St.  Lawrence  is  intricate  and  dangerous,  and  I  think  that  will  always 
handicap  that  route. 

Senator  Eeagan.  What  is  the  cause  of  danger  there  t 

Mr.  Hebbigk.  It  is  the  great  distance  and  the  rapidity  of  the  cur- 
rent, and  they  have  a  canal  that  goes  by  the  rapids  above  Montreal. 

Senator  Gobman.  I  understood  you  to  say  a  moment  ago  that  you 
were  opposed  to  pooling. 

Mr.  BLbbbigk.  Yes,  sir. 

Senator  Gobman.  Are  you  opposed  to  an  arrangement  by  which  the 
railroads  could  come  together  as  they  do  now  and  agree  upon  uniform 
basis  of  charges  for  various  classes  of  freight  between  here  and  Chicago  f 

Mr.  Hebbigk.  I  should  have  no  objection  to  that. 

Senator  Gobman.  Then  if  they  made  such  a  rate  as  now  exists,  a  low 
and  satisfactory  rate,  and  made  an  equal  charge  to  every  shipper,  it  is 
what  you  desire,  I  understand,  as  a  merchant! 

Mr.  Hebbigk.  Yes,  sir;  it  is  necessary  in  order  that  the  merchant 
might  live.  One  man  can  not  live  if  another  has  a  better  rate  than  he. 
If  a  large  proportion  of  the  movement  of  grain  or  provisions  goes  in  one 
direction  it  is  moral  evidence  that  the  rate  of  freight  has  something  to 
do  with  it.    Water  does  not  run  up  hill. 

Senator  Gobman.  That  is  what  they  profess  to  do  now. 

Mr.  Hebbigk.  Yes,  sir. 

Senator  Gobman'.  What  objection  would  you  have,  as  a  merchant  and 
citizen,  if  the  law  permitted  the  railroads  to  make  that  combination  and 
agree  upon  the  rates  as  they  are  now,  and  they  were  enforced  under 
the  provisions  of  the  law  after  the  Interstate  Commerce  Commission  ap- 
proved the  rates  so  agreed  upon  1 

Mr.  Hebbigk.  Well,  my  experience  with  them  makes  me  very  dis- 
trustful of  railroads,  and  if  this  plan  fails  then  I  agree  with  Mr.  Smith 
that  Government  supervision  is  the  only  thing  that  will  keep  us  safe. 
*  Senator  Gobman.  Would  not  that  afford  you  greater  protection  than 
you  have  to-day  t 

Mr.  Hebbigk.  Well,  I  do  not  think  pooling  would.  I  do  not  know 
that  I  could  tell  exactly  why  it  would  not. 

Senator  Gobman.  Do  you  think  it  would  give  more  stability  to  rates  t 

Mr.  Hebbigk.  It  is  not  necessary  to  have  a  system  of  pooling  to  have 
uniform  rates.    They  do  that  by  agreement  without  pooling. 

Senator  Gobman.  Well,  it  is  the  same  thing.  I  treat  the  pool  as  an 
agreement  with  respect  to  rates. 

Mr.  Hebbigk.  There  is  no  objection  to  an  agreement  as  to  rates  if 
that  was  all. 

Senator  Gobman.  Then  would  not  the  public  be  very  much  better 
protected  if  it  came  within  the  law  that  the  Interstate  Commerce  Com- 
mission had  a  right  to  enforce  that  contract  and  see  that  it  was  abso- 
lutely fair  between  points  and  individuals! 

Mr.  Hebbigk.  If  that  is  all  there  is  in  pooling,  yes. 

Senator  Gobman.  What  else  do  you  understand  there  is  in  itt 

Mr.  Hebbigk.  I  do  not  know  what  else  there  is  about  it. 

Senator  Habbis.  Allow  me  to  inquire  if  under  the  pooling  contract 
the  pool  shall  control  the  distribution  of  freights  and  deprive  the  ship- 
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per  of  the'  privilege  of  selecting  his  own  line,  woald  not  that  be  an  in- 
conveiiieuce  and  au  evil  f 

Mr.  Hebbigk.  Yes,  and  au  iujastice  besides. 

Senator  Habbis.  I  think  so,  too.  If,  on  the  other  baud,  any  one  car- 
rier failed  to  get  the  percentage  of  traffic  that  the  pool  allowed  hiui, 
he  was  paid  in  cash  to  make  up  the  deficit  for  services  that  he  had 
not  reudered  and  that  were  rendered  by  another  carrier,  and  would  not 
that  be  au  injustice  and  a  wrong  f  To  illustrate :  If  the  Erie  road  is  en- 
titled to  sucii  a  percentage  of  traffic  and  fails  to  get  it  and  the  New 
York  Central  does  that  amount  of  traffic  in  excess  of  the  percentage 
allowed  it,  and  the  New  York  Central  is  compelled  to  pay  tbediflference 
and  make  up  the  shortage,  would  it  not  be  an  injustice  and  a  wrong  f 

Mr.  Hebbxok.  Supposing  such  an  allowance  were  not  made,  the 
the  natural  tendency  of  the  Erie  road,  for  example,  would  be  to  cut  the 
rate.  They  would  have  to  put  the  price  down  to  such  a  point  that  they 
would  get  some  business. 

Senator  Habbis.  So  I  understand.  But  if  the  Erie  road  did  not  get 
its  percentage  of  the  traffic  and  the  New  York  Central  got  an  excess  of 
the  percentage  allowed  it,  and  the  New  York  Central  carried  the 
freight,  and  the  New  York  Central  had  to  make  up  the  shortage,  as 
there  is  some  evidence  tending  to  show  it  did,  if  it  does  not  absolutely 
show  it,  under  the  old  pooling  system,  the  Erie  having  received  9500,000 
a  year  chiefly  from  the.New  York  Central,  is  not  the  effect  of  that,  that 
the  New  York  Central  road  has  done  that  amount  of  business  for  which 
it  gets  no  compensation,  and  the  Erie  gets  that  amount  of  money  for 
which  it  renders  no  service? 

Mr.  Hebbigk.  It  seems  to  me  the  railroads  are  quite  as  great  a  ne- 
cessity to  the  merchants  as  the  merchants  are  to  the  railroads,  and  no 
system  can  be  carried  on  unless  it  brings  with  it  fair  compensation,  and 
the  effect  of  paying  the  Erie  for  traffic  it  did  not  carry  is  to  keep  rates 
at  a  moderately  remunerative  basis.  That  is  the  object.  The  merchant 
will  not  gain  by  the  bankrupting  of  the  railway,  and  if  the  railway  does 
not  receive  a  compensation  of  some  kind  it  will  reduce  the  price  to  get 
the  business. 

Senator  Habbis.  Then  you  think  it  is  wise  to  sustain  a  road  that  is 
not  necessary  to  the  commerce  of  the  country  through  which  it  runs  Y 

Mr.  Hebbigk.  There  is  a  mercantile  standard  that  if  every  carrier 
maintains  will  be  of  advantage  to  the  whole  country. 

Senator  Habbis.  Do  you  not  think  if  the  New  York  Central  could 
carry  an  amount  of  traffic,  the  charges  upon  which  aggregate  $500,000 
a  year  without  compensation,  that  it  could  carry  those  freights  that  it 
got  for  a  less  price  than  it  is  in  the  habit  of  charging  when  it  makes  up 
this  half  million  of  dollars  t 

Mr.  Hebbigk.  There  is  no  question  of  the  correctness  of  that  posi- 
tion theoretically,  but  the  very  moment  there  are  a  less  number  of  car- 
riers there  will  be  a  higher  price  for  those  remaining. 


STATEMENT  OF  EDWABD  H.  AMHIDOWH. 

Mr.  Edwabd  H.  Ammidown,  of  the  Chamber  of  Commerce  of  New 
York,  appeared. 

The  Chaibman.  You  are  a  business  man,  and  occupy  au  official  rela- 
tion to  some  commercial  organization,  do  you  not ! 

Mr.  Ammidown.  Yes,  sir. 

The  Chaibman.  Please  state  what  that  relation  is. 
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Mr.  Ammjbown.  I  am  chairman  of  the  committee  on  foreign  commerce 
and  tbe  revenue  laws  of  the  Chamber  of  Commerce  of  New  York. 

The  Chairman.  Are  yon  in  active  business  besides  f 

Mr.  Ammidown.  Yes,  air. 

The  Ghaibman.  Will  you  please,  in  your  own  way,  give  your  views 
to  the  committee  on  the^ubject  under  consideration,  more  especially 
with  reference  to  our  relations  with  Canada  on  the  transportation  ques- 
tion. 

Mr.  Ammidown.  Mr.  Chairman,  I  heard  what  Mr.  Smith,  president  of 
the  Chamber  of  Commerce,  had  to  say.  He  went  over  the  ground  very 
fuUy,  and  as  to  the  material  part  of  his  observations  I  fully  concur. 
There  may  be  some  statements  or  details  of  fact  in  which  I  might  differ 
with  him,  but  generally  I  would  like  to  be  understood  as  indorsing  what 
Mr.  Smith  has  said  in  respect  to  the.  question  as  to  what  arrangement 
CAU  be  (bade  to  prevent  the  Canadian  roads  competing  unduly  with  the 
American  roUds. 

I  do  not  believe  there  is  much  difTerence  of  opinion  on  that  subject. 
It  is  a  question  of  fair  dealing.  No  man  would  claim — ^I  do  not  believe 
a  fair  Canadian  himself  would — that  the  Canadian  roads  should  be  al- 
lowed to  take  advantage  of  specific  legislation  controlling  American 
roads.    I  am  quite  sure  the  American  people  will  not  stand  it. 

The  argument  that  perhaps  cheapo  transcontinental  transportation 
or  transportation  from  the  interior  of  the  country,  through  Canada,  to 
the  sea-ports  might  be  of  advantage  in  promoting  foreign  commerce  I 
do  not  consider  of  much  consequence,  for  the  reason  that  as  compared 
with  the  internal  traffic  of  this  country  our  foreign  commerce  is  unim- 
portant It  is  a  mere  drop  in  the  bucket,  and  should  not  be  considered 
in  any  discussion  or  argument  concerning  the  advantages  of  the  inter-^ 
nal  commerce  of  the  country. 

Mr.  Herrick,  who  preceded  me,  stated,  I  think,  that  our  exports  of 
food  products  were  growing  less;  and  that,  I  think,  is  the  testimony  of 
the  Government  reports,  that  in  proportion  to  the  production  of  raw 
material  the  exports  of  raw  material,  food  or  other,  are  growing  less, 
and  the  conversion  of  food  and  raw  material  into  manufactured  products 
for  export  in  this  country  is  growing  greater. 

For  that  reason  the  true  policy  of  legislation  in  this  country,  it  seems 
to  me,  should  be  to  develop,  protect,  and  promote  our  internal  business, 
and  take  such  course,  in  reference  to  the  Canadian  roads,  or  any  other 
foreign  instrumentality  that  interferes  with  our  prosperity,  as  may  be 
uecessary  to  prevent  their  doing  us  any  damage. 

OOMPABATIYB  YALX7B  OF  OXJB  FOREIGN  OOMMESOB. 

The  question  which  I  have  suggested  as  to  the  comparative  value  of 
our  external  trade  is,  it  seems  to  me,  one  that  should  be  considered  by 
your  committee  as  having  an  important  bearing  upon  your  conclusions. « 

I  have  observed — and  I  want  to  bring  this  point  particularly  before 
you — I  have  observed  that  the  Bureau  of  Statistics  of  the  Treasury 
Department,  in  giving  the  proportion  of  our  exports  which  are  classed 
as  manufactured  articles  and  the  proportion  which  are  classed  as  raw 
material,  or  non-manufactured  articles,  states,  practically,  that  for  a 
number  of  years  our  exports  of  manufactured  articles  have  not  exceeded 
from  15  to  20  ])er  cent,  of  the  total  exports. 

If  you  look  at  the  record  /or  the  last  twenty-five  or  thirty  years,  say 
twenty -five  years,  you  will  find  that  even  according  to  the  method 
adopted  by  the  Treasury  Department  in  making  up  these  statistics  there 
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1)08  been  a  gradual  increase  iu  the  proportion  of  inauufactared  articles 
eiported.  Twenty  years  ago  it  was,  say,  12  to  J^  per  cent.  Now  it 
runs  from  18  to  22  per  cent.  These  figares  are  according  to  the  method 
adov>ted  by  the  Bureau  of  Statistics  of  the  Treasury  Department  in 
making  up  its  re[>orts,  but  there  is  a  gross  defect  iu  the  method,  and 
that  is  what  I  want  to  call  to  your  attentiop. 

The  Census  Bureau  in  making  up  the  report  for  18S0  stated  that 
our  manufactured  products  amounted  to  about  fifty-six  or  fifty-seven 
hundred  millions  of  dollars;  and  it  gave  a  detailed  statement  of  those 
manufactured  products,  the  amount  of  each  produced  in  the  oouutry, 
'wages  paid,  their  market  price,  and  so  on. 

Now,  the  Treasury  statistics  of  annual  exports  totally  ignore  the 
classification  of  the  Census  Bureau,  and  the  Treasury  Bureau  makes 
up  a  chissification  by  which  it  excludes  from  the  class  of  manufactures 
a  great  variety  of  articles  which  the  census  reports  include  as  products 
of  manufacture. 

The  effect  of  that  singular  discrimination  or  difference  of  method  iu 
making  up  the  reports  of  the  Government  is,  to  say  the  least,  remark- 
able ;  for  if  you  make  up  tlie  list  of  exports,  classifying  them  according 
to  the  classification  of  the  Census  Bureau,  you  will  find  that  the  ex- 
ports of  manufactured  articles  for  a  series  of  years  amount  to  nearly 
50  per  cent,  of  the  exports  of  the  United  States  instead  of  from  15  to 
20  per  cent. ;  and  iu  my  judgment  the  classification  of  the  Census  Bu- 
reau is  the  correct  one. 

So,  as  a  matter  of  fact,  instead  of  an  increase  of  exports  of  raw  ma- 
terials from  this  country,  we  are  increasing  more  rapidly  in  manufact- 
ured exports  and  are  gradually  learning  to  convert  the  raw  materials 
that.this  country  produces  into  manufactured  products  before  they  are 
exported,  instead  of  sending  them  abroad  in  the  raw  state  to  be  manu- 
factured there  and  brought  back. 

IMPORTANCE  OF  CHEAP  TRANSPORTATION. 

Now,  the  bearing  of  what  I  have  just  said  upon  the  question  before 
you  is  this :  That  it  is  more  iniportant  by  far  to  secure  cheap  transx^or- 
tation  within  the  United  States  than  it  is  to  consider  anything  else,  for 
by  cheap  transportation  the  cost  of  internal  trafi&c  of  all  kinds  and  of 
home  x)roduction  will  be  cheapened  along  the  line  on  which  reduction  of 
cost  may  be  most  readily  obtained.  Thereby  our  food,  raw  and  manu- 
factured products  may  be  cheapened  for  our  own  consumption,  and  also 
may  reach  the  sea  board  and  go  into  foreign  markets  in  competition 
with  foreign  products  when  otherwise  it  would  be  impossible. 

The  fact,  it  seems  to  me,  that  we  are  sending  three  hundred  and  odd 
millions  of  dollars  of  manufactured  products  abroad  shows  that  we  can 
produce  manufactured  products  and  send  them  abroad  if  weliave  the 
proper  facilities  for  doing  so. 

Now  I  would  suggest  that  this  committee  consider  the  best  methods 
of  promoting  cheapness  of  transportation  within  the  United  States. 

The  Chairman.  That  is  what  we  have  been  trying  to  do. 

Mr.  Ammidown.  And  to  remove  every  obstacle  that  tends  to  prevent 
active  competition  between  those  who  are  doing  the  transportation  busi- 
ness in  the  United  States. 

Let  these  roads  all  compete.  1  am  one  of  those  wbo  believe  that  com- 
petition should  not  be  prevented  or  opposed  or  restricted.  I  want  to 
see  competition  among  the  transportation  lines  in  this  country,  and  I 
would  remove  every  obstacle  that  i)revents  active  competition  botweeu 
them,  so  that  the  rates  may  be  reduced  to  the  lowest  possible  point. 


THE  UNITED  STATES  AND  c'aNADA,  293 

I  do  not  believe  in  legislating  in  this  conntry  to  prevent  competition. 
for  the  soul  of  prosperity  in  this  conntry  is  competition,  andl  would 
look  especially  to  the  avoidance  of  legislative  measures  which  would 
interfere  with  competition  among  the  lines  of  trausi)ortation. 

The  Chairman.  Do  you  mean  to  intimate  by  that  that  you  would  be 
opposed  to  any  species  of  pooling  by  the  railroads  t 

Mr.  Ammidown.  1  would  be  opposed  to  pooling  to  this  extent.  I 
would  be  opposed  to  pooling  unless  some  restriction  or  supervision 
should  be  placed  over  it  to  prevent  pools  from  interfering  with  free  com- 
petition in  transportation.  , 

The  Chairman.  If  the  railroads  are  allowetl  to  make  contracts  with 
each  other,  is  there  any  way  to  prevent  it  f 

Mr.  AMMiDOViTN.  I  do  not  know*that  there  is.  It  is  a  very  difficult 
question.  That  is  a  very  big  subject  and  a  very  complicated  one  and  a 
very  difficult  one  to  handle. 

The  Chairman.  I  think  the  committee  realize  that  pretty  well. 

Mr.  Ammidown.  That  is  all  I  have  to  say. 

The  Chairman.  You  have  no  suggestions  to  make  as  to  the  manner 
of  putting  the  railroads  of  Canada,  for  instance,  in  such  a  position  as 
that  they  should  only  be  on  perfect  equality  with  those  in  the  United 
States,  have  yon  t 

Mr.  Ammidown.  No,  sir;  I  have  no  definite  programme  of  that  kind. 
I  think  it  is  a  very  difficult  question,  but  you  gentlemen  will  undoubt- 
edly ascertain  how  to  accomplish  that  purpose. 

Senator  Blair.  There  can  be  no  doubt  that  the  Canadian  railroads 
can  better  compete  and  so  the  more  reduce  internal  transportation  rates 
in  this  country  as  things  now  are  than  if  they  were  compelled  to  con- 
form to  the  interstate  commerce  law,  is  there  t 

Mr.  Ammidown.  No,  sir;  I  hOiVe  no  doubt  of  it. 

Senator  Blair.  We  are  not  responsible  for  the  legislation  of  Canada. 

Mr.  Ammidown,  No,  sir ;  of  course  we  are  not. 

Senator  Blair.  And  existing  conditions  do  exist. 

Mr.  Ammidown.  There  is  no  doubt  about  that. 

Senator  Blair.  Now,  can  you  disturb  those  conditions  by  any  affirma- 
tive action  (hat  extends  the  interstate  commerce  law  to  the  Cd>nadian 
roads  without  increasing  the  cost  of  transportation  to  the  people  of  this 
country  t 

Mr.  Ami^udown.  You  have  got  to  meet  the  popular  demand  that  the 
transportation  lines  of  Canada  shall  not  profit  by  any  legislation  en- 
acted in  the  United  States  applying  to  American  roads  only.  You  have 
got  to  meet  t]iat. 

Senator  Blair.  The  Canadians  are  not  to  blame  for  that  legislation. 

Mr.  Ammidown.  I  know  that,  but  the  people  of  this  country  will  not 
permit  the  Canadian  roads  to  have  the  benefit  of  our  legislation. 

Senator  Blair.  Would  you  recommend  to  the  committee  that  they 
report  any  legislative  action  as  desirable  by  Congress  that  would  in- 
crease the  cost  of  transportation  to  the  people  of  this  country  ? 

Mr.  Ammidown.  No,  I  am  not  in  favor  of  that,  but  it  may  tempo- 
rarily be  necessary.  Yet  I  can  see  that  if  you  remove  all  obstacles  to 
competition,  and  let  the  railroads  here  in  this  country  compete  freely, 
they  will  reduce  rates,  as  they  have  been  doing  for  the  last  twenty.five 
years,  as  rapidly  as  new  inventions  and  the  rapidly-increasing  business 
will  permit.    Bates  are  constantly  being  reduced  on  the  average. 

Senator  Blair.  Yet  here  are  two  countries  alongside ;  each  legislates, 
for  itself.  The  conditions  which  existed  up  to  the  enactment  oV  the  in- 
testate commerce  law  came  about  legally  under  treaties  and  the  natural 
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relations  existing  between  tliese  great  people  alongside  eacb  other  under 
ludepeudQut  political  control.  All  these  relations  were  entered  into  with 
the  knowle<]ge  of  each  party.  Now  we  come  along  and  impose  upon 
onr  own  railroads  by  our  own  action  conditions  that  compel  an  increase 
of  the  cost  of  transportation  to  the  people  of  this  country. 

^r.  Amhidown.  That  is  the  question,  whether  it  would  or  not.  I 
think  that  is  an  open  question. 

Senator  Blaib.  If  that  be  an  open  question,  until  that  question  is 
settled,  why  should  we  impose  the  provisions  ofthe  interstate  com luerce 
law  upon  the  roads  of  Canada  t  We  do  not  know  that  there  is  any  oc- 
casion f&r  it. 

Mr.  Ammibown.  We  should  impose  it  upon  the  Canadian  railways, 
because  it  is  demanded  by  the  people*'of  this  country. 

Senator  Blaib.  That  may  be  a  question  whether  the  people  of  this 
country  are  demanding  it.  Now,  if  they  do  demand  it,  what  would 
they  not  demand  if  they  examined  the  question  further;  and  after  all, 
are  we  not  committed  to  the  real  equity  ofthe  question  rather  than  to 
the  interest  or  the  desire  of  the  people  1   • 

Mr.  Ammidown.  Tou  stand  between  two  fires.  There  is  a  possibility 
of  your  action  restricting  traffic  over  the  American  roads,  and  on  the 
other  hand  there  is  a  general  demand,  based  on  a  sense  of  justice  and 
equity,  that  the  Canadian  roads  should  not  be  permitted  to  take  ad- 
vantage of  legislation  in  this  country  for  their  own  profit.  lAovr  as  be- 
tween those  two  fires  you  have  got  to  find  a  way  to  do  what  is  best* 

STATEMEHT  OF  JOHV  D.  KEEHAH. 

Mr.  John  D.  Kebnan  appeared. 

The  Chaibman.  This  committee,  some  years  ago,  heard  yon  in  this 
city  when  you  were  a  railroad  commissioner  for  the  State  of  New  York. 
Tou  understand  the  general  purposes  for  which  the  committee  is  here, 
and  we  would  be  glad  to  hear  you  on  the  subject-matter  of  this  inquiry. 

Mr.  Kebnan.  I  understand  the  object  of  this  inquiry  to  be  to  ascer- 
tain what,  if  any,  further  legislation  is  necessary  to  protect  American 
railways  engaged  in  through  transportation  from  the  West  against 
what  is  alleged  to  be  the  competition  of  the  Canadian  lines. 

While  this  inquiry  is  useful  to  ascertain  the  results  thus  far  attained 
under  the  attempt  at  the  regulation  of  railways  by  law,  known  as  the 
interstate-commerce  act,  it  seems  quite  clear  that  the  time  for  further 
legislation  has  not  arrived,  except  possibly  in  one  single  direction^  and 
there  is  great  doubt  as  to  that.  • 

The  two  clauses  of  the  act,  their  observance  of  which  is  said  ta  put 
our  railroads  at  a  disadvantage  with  the  Canadian  lines,  are,  of  course, 
the  pooling  prohibition  and  the  long  and  short  haul  clause.  The  first 
forbids,  as  we  all  understand,  an  amicable  arrangement  with  the  Cana- 
dian lines  by  which  satisfactory  rates  can  be  agreed  upon  and  the  traf- 
fic divided  into  agreed  proportions. 

THE  question  OF    LEQALIZING  POOLINa. 

I  have  always  thought  that  it  would  have  been  better  to  have  left  out 
the  pooling  prohibition  as  a  first  step  in  national  railway  legislation. 

I  wrote  for  the  New  York  Times  an  article  which  states  my  position, 
and  from  which  I  would  like  to  read  a  paragraph : 

Upon  the  questiun  of  restraining  excessive  and  ruinons  competition  of  adiYision, 
either  of  earnings  or  of  business  between  existing  lines,  and  of  settling  dispntes  with* 
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ont  rate  wan,  somethinff  itiII  have  to  be  done.  I  urged  Senator  Cnllom^s  committee 
not  to  forbid  "pooling,"  but  to  provide,  as  they  did,  that  the  subject  sbould  be  left 
to  tbefarther  inyestigatioiiof  the  United  States  commission  before  legislation  should 
deal  with  it  directly.  This  was  not  because  I  belieyed  "  poolins  "  to  be  legal,  because, 
on  the  contrary,  I  thonebt  it  to  be  in  some  respects  an  illegarconspiracy  and  an  as* 
sumption  of  power  by  tne  cori>orati«ns  engaged  in  it  entirely  outside  of  that  given  to 
them  by  their  charters.  But  **  pooling"  was  working  at  this  problem,  and  it  seemed 
safe,  in  view  of  the  other  provisions  of  the  act  as  to  unjust  discriminations,  etc.,  to 
loave  it  in  its  erippled  condition  without  adding  a  statutory  to  the  existing  common 
law  prohibition.  The  object  of  thus  leaving  it  was  simply  that  it  might  develop  the 
principles  npon  which  legislators  might  proceed  to  remedy  certain  conceded  evils 
without  injustice  to  any  public  interest.  It  is  not  certain  but  that  Congress  was,  on 
the  whole,  riffht.  The  cnsis  of  prohibition  1ms  come  and  ffone  with  less  disturbance 
than  was  anncipated.  A  keen  appreciation  ^f  the  evils  ofezcessive  competition  has 
come  from  th^  suspension  of  **  pooling,"  and  it  may  be  that  Jnst  remedial  legislation 
can  now  be  more  easily  obtained  than  if  the  field  was  not  clear.  At  any  rate,  this  is 
a  great  pressing  question  for  railway  owners.  It  is  also  one  as  to  which  it  is  doubtful 
wnether  their  late  action  and  presidents'  agreement  will  long  aid  them.  The  inherent 
legal  defect  of  the  old  "pool*^  is  dangerously  close  to  that  agreement.  Nothing  will 
remove  it  except  legislation.  Railway  presidents  can  hardly  present  what  many  re- 
gard as  a  misdeed  and  abuse  on  their  part  for  legislative  approval.  Railway  owners 
well  organized  and  thorough  mast«rs  of  the  question  coula  speak  louder  and  would 
be  more^acionsly  received.  If  they  proceeded  in  the  broad  spirit  suggests  they 
woulddisarm  opposition  by  coupling  with  their  proposals  fair  and  adequate  provision 
for  governmental  supervision,  or  some  other  form  of  suitable  proteotion  for  tne  public 
interests  involved. 

Why  do  I  say  that  Oongress  was  probably  right  in  the  view  it 
adopted  t  Becaaso  the  act  went  farther  than  I  anticipated.  The  inter- 
state act  not  only  forbids  pooling,  bat  attempts  to  snbstitate  for  it  pro- 
visions that  preserve  to  railroads  all  of  the  legitimate  advantages 
claimed  to  result  from  pooling. 

I  am  not  snre  that  this  act  does  not  give  to  railroads  all  the  legiti- 
mate advantages  that  pooling  ever  gave  them,  although  my  idea  was 
to  leave  pooling  ia  its  crippled  condition  nnder  the  common  law,  before 
going  beyond  the  provisions  of  the  act  with  respect  to  unjust  discrimi- 
nations, etc.  The  professed  object  of  poolli  was  to  maintain  npon  rail- 
roads  uniform  and  steady  rates  and  to  forbid  unjust  discrimination. 
The  interstate  commerce  act  seeks  to  accomplish  this  same  object  un- 
dertheprovis)onswhichforbidnDJustdiscl*iminatious,and  which  reqaire 
that  rates  shall  be  published  and  shall  not  be  cut  by  rebates,  etc. 

Until  the  law  has  been  longer  in  force  and  more  thoroughly  tested, 
the  people  do  not  desire  that  its  provisions  be  changed  so  as  to  legalize 
pooling.  This  is  true,  I  think,  even  though  the  proposition  to  legalize 
pooling  be  sugar-coated  with  the  suggestion  that  the  same  shall  be 
placed  under  the  supervision  of  the  national  Commission,  i  am  not  at 
all  certain  bat  that  at  some  future  time  something  like  pooling  may 
become  a  necessity,  but  that  time  needs  to  be  preceded  by  longer  ex- 
perience in  the  testing  of  the  act  in  its  present  shape,  so  that  when  Con- 
.gress  legalizes  pooling  it  may  be  able  to  determine  what  restrictions 
and  safe-guards  are  needed  to  protect  the  public. 

When  the  question  is  asked,  '^  Do  you  object  to  an  agreement  among 
trunk  lines  to  avoid  discriminations  and  to  maintain  steady  rates  f^ 
the  reply  is,  ^^Not  at  all ;  but  the  difficulty  is  that  at  present  you  can 
not  pass  a  law  which  shall  legalize  a  pool  and  yet  which  shall  contain 
adequate  provisions  to  protect  the  public  against  those  abuses,  which 
we  know  have  always  been  incidental  to  pools.'' 

Here  is  an  illustration  of  those  abuses :  At  Middletown  there  was  a 
condensed-milk  establishment  that  was  shipping  heavily  and  there  were 
three  roads  competing  for  its  business  to  and  from  New  York,  the  Erie, 
the  Kew  York,  Ontario  and  Western,  and  the  New  York,  Susquehanna, 
and  Western.    The  rate  went  dovin  to  6  cents  a  hundred.    The  three 
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roads  then  combined.  What  was  the  result  f  They  put  the  rate  op  to 
15  cent  a  hundred^  and  then  made  this  division  between  them.  The 
road  that  did  the  work  got  6  cents  as.  covering  the  expense  of  the  serv- 
ice; and  the  9  cents  of  profit  was  divided  between  the  three  roads 
equally.  This  is  an  illastration  of  the  evtl  that  may  come  from  legaliz- 
ing a  pool.  The  rate  which  excessive  competition  made  too  low  was  by 
the  action  of  a  pool  made  unnecessarily  high.  It  is  just  as  Senator 
Harris  suggested,  that  under  a  pool  some  line  that  is  doing  no  work 
whatever  gets  paid  just  as  large  a  share  of  the  profit  in  the  transaction 
as  the  road  receives  that  does  all  the  work.  That  was  the  precisa  case 
in  that  instance. 

Again,  there  is  another  phase  of  the  question  to  be  considered. 
When  railroads  insist  that  a  remedy  against  Canadian  competition  can 
be  found  in  pooling,  they  forget  a  good  deal  of  their  history.  When 
pooling  existed  the  Canadian  roads  were  always  kicking  out  of  the 
traces;  they  always  retired  from  the  pool  when  a  scarcity  of  transpor- 
tation invited  the  cutting  of  rates.  They  were  only  loyal' to  the  pool 
when  there  was  plenty  of  traffic  and  no  pool  was  needed.  So  I  doubt 
whether  there  would  be  the  relief  afforded  in  this  direction  that  is  an- 
ticipated. 

The  proposition  before  this  committee  is  simply  whether  the  time  has 
yet  come  when  any  further  legislation  on  this  pooling  question  can  be 
had.  It  seems  to  me  that  the  time  has  not  yet  arrived,  because  this 
act  was  designed  to  give  to  railroads,  if  they  obeyed  its  provisions,  pre- 
cisely the  benefits  that  they  had  derived  under  the  pool.  Having 
adopted  such  policy  there  ought  not  to  be  further  legislation  by  Con- 
gress upon  the  subject  until  the  law  is  longer  tested  and  it  is  ascer- 
tained whether  or  not  it  will  accomplish  its  design. 

THE  SHORT-HAUL  PROVISION. 

Neither  does  the  long  and  short  haul  clause  stand  in  that  way  of  the 
American  lines  in  competition  with  the  Canadian  lines  as  much  as  some 
Insist. 

After  examining  that  question  thoroughly  I  introduced  an  aot  before 
the  New  York  board  applying  the  long  and  short  haul  clause  to  the 
transportation  of  New  York  State.  1  reached  the  conclusion  that  the 
long  and  short  haul  clanse  was  right  in  pnneiple,  and  that  it  would 
operate  beneficially  to  the  people  and  without  injury  to  railroads  within 
the  limits  of  a  State. 

When  asked  by  Senator  Cnllom's  committee  whether  it  was  advisable 
to  insert  the  long  and  short  haul  clause  in  the  interstate  commerce  act 
and  apply  it  at  once  to  the  transportation  of  the  whole  United  States, 
I  said^that  I  believed  it  wiser  not  to  put  it  in  this  first  act  of  national  leg- 
islation. The  history  of  railroad  regulation  by  law  has  always  been 
that  it  is  best  that  it  be  a  matter  of  slow  growth,  and  that  serious  com- 
plications are  apt  to  result  from  the  sudden  application  of  extreme 
measures. 

The  long  and  short  clause  has  at  times,  when  made^  of  universal  ap- 
plication, proved  not  only  injurious  to  the  railroads  but  also  to  the  peo- 
ple, and  therefore  there  always  should  be  authority  in  some  body  in 
exceptional  cases  to  modify  its  application. 

It  seemed  ajs  though  a  national  commission  of  five  men  would  not  be 
equal  to  the  task  of  speedily  considering  and  determining:  the  many  ex- 
ceptional cases  which  would  be  likely  to  arise  throughout  the  entire 
United  States. 
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The  people^  however,  are  not  ready  to  have  this  clause  repealed  to 
the  end  that  the  American  lines  may  fight  the  Canadian  lines  on  through 
business  and  recoup  on  local  business.  We  haV^  gone  through  this 
crisis  of  adopting  the  long  and  short  haul  principle,  and  the  evils  tlint 
were  predicted  by  the  railroad  men  if  this  clause  were  put  in  the  act 
have  not  generally  been  fulfilled ;  at  least  the  people  do  not  so  concede. 

It  is  by  no  means  yet  clear  that  the  trunk  lines,  in  fairly  good  times, 
can  not  live  even  under  the  long  and  short  haul  clause.  Their  local 
business  is  so  much  higher  in  grade  and  greater  in  volume  than  upon 
the  Canadian  lines  that  they  have  a  great  advantage  over  the  latter. 
This  argument  seems  well  sustained  when  you  think  of  a  line  like  the 
Pennsylvania,  running  from  Chicago  through  a  rich  territory,  as  com- 
pared with  the  Canadian  Pacific,  running  through  a  sparsely-settled 
country,  poor  in  local  business.  Our  local  trade  is  a  so  much  better  pay- 
ing business  to  our  railroads  than  theirs  is  to  Canadian  roads  that  the 
American  roads  can  probably  keep  their  local  rates  within  the  law,  or 
within  the  throngh  rates,  and  live,  while  Canadian  lines  will  starve 
under  their  policy  of  making  low  through  rates  tq  get  the  business  to 
Portland,  and  then  getting  just  as  high  local  rates  as  their  local  business 
will  stand.  This.may  be  wrong,  but  at  this  stage  of  the  question  the 
people  will  insist  that  the  wrong  shall  be  much  more  clearly  and  prac- 
tically developed  than  it  is  to  day  before  they  are  ready  to  have  that 
clause  changed  or  repealed.  People  now  regard  the  Grand  Trunk  in 
winter  as  the  equivalent  of  the  Erie  Canal  in  summer  as  a  rate-regu- 
lator, and  would  jQO  more  tolerate  legislation  to  cut  off  one  than  to  fill  up 
the  other. 

SEGX7LATI0N  OF  THE  CANADIAN  LINES. 

T)Ke  one  direction  in  which  we  can  move  seems  to  be  simply  to  insist 
that  the  Canadian  lines  in  competition  with  American  lines  over  Amer- 
ican soil  to  and  from  American  points  shall  observe  American  laws 
applicable  to  that  transportation  upon  our  own  railroads.  Now  this 
demand  of  the  American  railroads  is  right.  If  you  at^mpt  to  restrict 
an  American  railway  by  law  it  is  the  duty  of  the  country  to  it  as  one 
of  its  citizens,  and  it  is  the  duty  of  the  country  to  the  capital  invested 
in  it,  that  we  insist  that  foreign  competing  lines  running  in  and  out  of 
American  points  shall  observe  that  same  law.  While  this  is  true,  it  is 
a  very  different  question  to  say  thatr  we  mustamend  the  interstate  com- 
merce act.  to  accomplish  it. 

Senator  Blaib.  You  are  evidently  proceeding  upon  the  principle 
that  the  railroads  in  this  country,  are  guaranteed  all  the  transportation 
of  the  country,  and  that  anything  that  occurs  to  take  from  existing 
railroads  here  any  of  the  transportation  of  the  country  is  a  wrong. 

Mr.  Kernan.  I  do  not  say  that. 

Senator  Blaib.  Then  why  is  it  a  wrong  to  the  railroads  of  this  country 
that  transportation  may  ba  taken  along  the  border  by  existing  railroads 
under  the  conditions  in  another  country  that  previously  existed,  with- 
out imposing  conditions  upon  the  foreign  country  f 

Mr.  Kebnan.  I  say  simply  this,  that  if  you  put  American  railroads 
engaged  in  transporting  traffic  from  Chicago  to  New  York  under  cer- 
tain restrictions,  such  as  the  publication  and  filing  of  rates,  the  long 
and  short  haul  clauses,  etc.,  that  in  justice  to  them  you  ought  to  put 
foreign  lines  carrying  from  Chicago  to  New  York,  <tr  from  Chicago  to 
Portland,  under  the  same  law  ;  that  is  all. 

Senator  Blaib.  Then  leave  out  these  land-ways  and  consider  the 
water-ways  which  tap  these  centers  in  some  way.    If  you  impose  the 

N 
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regnlatious  of  tbis  iDterstate  commerce  law  upon  tlie  American  land- 
waySt  why  mast  you  not,  in  justice  to  the  American  laud-ways,  impose 
the  same  oonditions  upon  the  ocean  f 

Mr.  Kernan.  Because  you  have  got  to  consider  all  questions  of 
transportation  as  ending  at  your  sea-board. 

Senator  Blair.  Why  any  more  than  at  the  termini  of  your  land 
boundaries  t 

Mr.  Eernan.  Simply  because  you  can  not  control  rates  on  the  ocean. 

Senator  Blair.  Neither  can  you  in  a  foreign  country. 

Mr.  EIernan.  I  think  there  are  two  sides  to  the  question  as  to 
whether  the  Canadian  roads  are  under  the  law  today  or  not.  I  under- 
stand the  Interstate  Commerce  Commission  to  hold  that  the  transport 
tation  of  coal  from  Bu£falo  to  a  point  in  Canada  is  under  the  interstate 
commerce  law  and  that  the  obligation  to  publish  rates,  etc.,  applies  to 
that  shipment. 

The  Chairman.  We  have  the  decision  here. 

Mr.  Eernan.  My  point  is  this,  that  the  interstate  commerce  law  in 
its  substantial  provisions  applies  to  all  classes  of  business  that  the  Can- 
adian  lines  take  at  American  points  and  carry  over  American  soil 
partly  and  over  Canadian  soil  partly  and  then  to  American  points ;  at 
least  until  this  question  is  judicially  determined  to  the  contrary,  we  do 
not  need  further  legislation  or  amendment. 

The  Chairman.  And  in  addition  to  that,  whether  any  business  touch- 
ing the  United  States  and  going  into  Canada  or  coming  from  Canada 
into  the  United  States  is  not  covered  by  the  act 

Mr.  Ejsrnan.  I  think  it  a  question  how  far  the  interstate  commerce 
law  applies  on  Canadian  lines  to  traf&c  taken  from  American  points 
into  Canada  and  brought  back  to  American  points.  Conceding  that 
tJie  Canadian  lines  ought  to  be  under  the  same  control  as  the  United 
States  lines  which  are  engaged  in  that  competitive  business,  still  no 
legislation  need  be  had  yet,  because  it  has  not  been  determined  by  any 
court  as  to  how  far  the  present  law  covers  the  situation. 

The  complications  that  may  result  to  our  own  merchants  from  harsh 
legislation  as  weAl  as  to  the  citizens  of  a  friendly  foreign  neighbor 
warn  us  to  go  slowly  about  this  question,  which  involves  such  vast 
commercial  interests.    • 

Senator  Blair.  I  do  not  know. but  what  «^ou  may  have  misunder- 
stood me.  Ton  are  laying  down  the  proposition,  as  others  have,  that 
it  is  an  injustice  to  the  American  railroads  to  impose  upon  them  the  in- 
terstate commerce  law,  and  at  the  same  time  permit  the  Canadian  roads 
to  take  transportation  from  our  country  without  applying  to  them  the 
interstate  commerce  law.  I  was  asking  you  with  reference  to  that.  I 
was  not  discussing  the  question  whether  it  ought  to  be  ap[)lied  or  not. 
Now,  if  it  be  a  pnnciple  that  all  the  transportation  that  exists  in  this 
country  belongs  to  the  railroads  in  this  country,  and  that  the  producers 
and  those  who  want  transportation  are  not  to  avail  themselves  of  the  op- 
portunities of  nature  outside  of  our  own  boundary,  without  our  going 
beyond  our  political  boundary  and  imposing  our  laws  elsewhere,  if  that 
be  the  principle,  so  far  as  land  carriage  is  concerned,  why  not  apply  it 
to  the  high  seas  t 

Mr.  Kernan.  My  position  simply  is  that  in  so  far  as  Canadian  rail- 
ways are  American  railways,  in  so  far  as  they  come  on  American  soil 
to  get  and  take  business,  to  that  extent  the  laws  ought  to  be  similar 
with  reference  to  them  and  to  our  own  railroads. 
Senator  Blair.  Within  our  territory  or  outside  our  territory  1 

Mr.  Kernan.  In  so  far  as  we  may  legislate.    There  is  no  reason  why 


THE   UNITED   STATES   AND   CANADA.  299 

the  same  rale  sbonld  not  apply  to  water-ways  in  so  far  as  we  can  prac- 
tically reach  them  by  legislation,  but  I  do  not  see  how  ocean  rates  can 
be  touched  at  all ;  they  are  entirely  beyond  our  jurisdiction. 

There  is  reason  to  believe  that  the  substantial  provisions  of  the  inter- 
state commerce  act  apply  to-day  to  the  Canadian  lines,  and  the  only 
provision  that  probably  does  not  apply  is  the  long  and  short  haul  clause 
to  some  extent;  that  is,  they  may  carry  at  a  low  rate  from  Chicago 
to  Portland,  and  then  recoup  their  loss  in  Canada  by  a  higher  local 
rate.  I  do  not  think  the  interstate  commerce  law  will  reach  that  prop- 
osition, but  after  all  this  fact  is  not  very  important  if  it  be  true  that 
the  higher  grade  and  greater  amoupt  of  local  business  on  our  trunk 
lines  will  enable  them  to  keep  within  the  law  and  live,  while  Canadian 
railroads  starve  upon  what  they  can  get  out  of  their  local  rates  while 
carrying  their  through  business  below  cost. 

THE  EXPORT  BUSINESS. 

There  have  been  other  questions  talked  about  here  that  are  impor- 
tant, this  question  for  instance  about  export  rates.  I  was  counsel  for 
the  Produce  Exchange  against  the  trunk  lines  when  that  question  was 
brought  before  the  Interstate  Commerce  Commission ;  the  evidence 
was  all  presented  a  year  ago.  The  whole  question  was  investigated  as 
to  whether  in  the  first  place  the  law  forbids  a  lower  inland  transporta- 
tion rate  for  exports  than  for  consignments  to  the  sea-board  j  in  the  next 
place  whether,  if  the  law  does  forbid  it,  it  is  wise  public  policy  to  amend 
the  law  and  to  thus  facilitate  the  removal  of  American  products  to  for- 
eign markets ;  and  thirdly,  whether  if  it  is  wise  to  permit  low  export 
rates  to  the  sea  board,  they  can  be  practically  maintained  without  com- 
plete rate  demoralization. 

The  practice  of  making  lower  export  rates  on  the  trunk  lines  to  the 
sea-board  to  enable  us  to  meet  competition  in  foreign  markets,  etc,  was 
tried  by  the  trunk  lines,  and  it  utterly  failed  by  the  vote  of  the  trunlt 
lines  themselves.  They  determined  that  it  could  not  be  practically 
done. 

The  reasons  why  it  is  not  practical  to  do  it  are  many.  I  will  suggest 
one.  Ton  can  not  maintain  two  rates  for  like  transportation  service 
between  Chicago  and  New  York.  The  lower  rate  is  constantly  drag- 
ging down  the  higher  one.  Upon  some  of  the  trunk  lines  coming  to 
New  York  City  they  were  carrying  grain  for  export  in  the  winter  of 
1887~'88  at  15  cents  a  hundred,  while  at  the  same  time  the  tariff  rate  to 
the  sea-board  was  30  cents  a  hundred.  They  were  thus  carrying  for 
less  than  cost  for  export  and  at  the  same  time  they  were  maintaining 
against  the  consignee  at  the  sea-port  a  rate  that  was  double  the  inland 
export  rate;  they  were  losing  money  on  the  export  business  and  recoup* 
ing  on  the  local  business. 

Senator  Gokivian.  You  say  you  went  over  this  matter  some  timeagof 

Mr.  Kebnan.  Yjes,  sir.  I  asked  Mr.  Fink,  <'  Have  you  ever  known  a 
condition  of  foreign  markets  which  made  it  necessary  ^hat  the  trunk 
lines  should  cut  the  rate  in  this  way  f  ^  He  said  that  he  had  not  known 
a  time  when  the  inland  tariff  rate  would  not  move  the  grain  to  meet 
competition  abroad,  though  such  occasions  might  arise.  Also  that  he 
had  not  known  a  time  when  such  cuts  in  the  export  rate  on  the  part  of 
raiTroads  had  not  been  caused  rather  by  a  desire  to  cut  into  each  othei's 
business  than  by  any  competitive  conditions  existing  in  foreign  markets 
which  require^l  the  cut  to  send  our  surplus  abroad. 

Novembei  4, 1887,  the  trunk  lines  adopted  this  new  plan  of  making 
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export  rates.  They  provided  that  the  basis  of  the  rate  siiould  oe  to 
take  the  inland  tariff  rate  and  to  add  the  ocean  rate,  the  sum  of  both 
to  make  the  through  rate.  The  desired  flexibility  lay  in  the  nse  of  the 
word  "  substantially ,**  and  the  result  was  that  durin^T^  that  winter  they 
carried  grain  at  30  cents  a  hundred  atid  less  from  Chicago  to  Liverpool. 

Let  us  see  how  that  operated.  The  ocean  steamer  got  15  cents  a  hun- 
dred for  carrying  to  Liverpool,  while  the  railroad  got  15  cents  a  hundred 
for  carrying  from  Chicago  to  New  York,  and  at  the  same  time  the  tariff 
rate  that  the  railroad  maintained  was  from  25  to  30  cents  a  hundred 
from  Chicago  to  New  York  to  the  domestic  sea-board  consignee. 

At  the  time  these  steamers  were  getting  15  cents  a  hundred  you  could 
get  a  steamer  in  the  harbor  of  New  York  at  2  or  3  cents  a  hundred  to 
carry  to  Liverpool.  What  became  of  this  overcharge  on  the  ocean  f 
Being  put  into  the  hands  of  the  steamer,  it  was  outside  of  our  jurisdic- 
tion, and  it  there  formed  a  big  fund  for  the  purpose  of  paying  the  rebates 
that  secured  the  business  in  the  competitive  fights.  The  railroads  paid 
no  rebates  of  any  kind  whatever,  but  the  fund  was  put  where  it  could 
be  used  for  that  purpose  entirely  outside  of  the  reach  of  the  law. 

There  is  another  difficulty  about  this  theory.  Conceding  there  raay 
be  times  in  foreign  markets  when  it  would  be  wise  policy  and  beneficial 
for  our  Western  producer  to  have  a  low  rate  from  the  West  direct  to  for- 
eign ports,  the  difficulty  is  such  a  low  rate  can  not  be  given  to  export 
business  exclusively  because  you  can  not  maintain  beside  each  other 
two  rates  for  the  same  service.  Every  one  wants  the  j^wer  rate,  and 
in  tlie  struggle  to  get  it  all  sorts  of  rate-cutting  device*  are  developed 
and  worked  until  your  tariff  rates  are  totally  demoralized. 

Senator  Reagan.  Have  you  copies  of  your  brief  in  that  case  t 

Mr.  Kern  AN.  Yes,  sir;  and  I  will  furnish  them  to  you.  The  ques- 
tion is,  does  the  law  now  forbid  this  practice  of  making  a  lower  inland 
rate  tor  export  than  for  sea-board  consignment  ?  We  insist  that  the  law^ 
forbids  it,  and  that  the  tariff'  rate  must  be  the  inland  rate  on  all  bus- 
iness to  the  sea-board,  otherwise  you  put  the  control  of  your  inland  rates 
in  the  steam-ship  lines,  whereby  all  control  -over  your  inland  rates  is 
lost. 

My  conclusion  is  that  it  is  as  yet  premature  to  undertake  to  amend 
the  interstate  commerce  act,  either  as  to  pooling, the  long  and  short 
haul  clause,  or  for  the  purpose  of  restricting  Canadian  railroad  compe- 
tition. 

STATEMENT  OF  JOSIAH  J.  WHITE. 

Mr.  JosiAH  J.  White,  of  tlie  Chamber  of  Commerce,  appeared. 

The  Chairman.  Mr.  White,  you  have  given  the  subject  of  interstate 
commerce  considerable  thought,  and  1  notice  that  you  have  attended 
most  of  the  sessions  of  the  committee  and  have  been  a  close  listener. 
Will  you  please  go  on  in  your  own  way  without  the  interposition  of 
questions  by  the.com mit tee  and  give  us  your  views  as  well  as  a  brief 
summing  up  of  the  situation  as  brought  out  by  the  testimony'. 

Mr.  White.  I  did  not  think  when  the  resolution  under  which  you  are 
acting  was  presented  to  me  that  there  would  be  any  thing  which  I  could 
say  which  would  be  of  service  to  y(»ur  committee.  The  wide  range,  how- 
ever, which  the  inquiry  has  taken  has  brought  out  matters  pregnant 
with  interest  and  iustructive  to  the  student  of  interstate  commerce,  of 
which  I  am  one,  having  been  engaged  the  greater  part  of  my  life  in 
the  transportation  business  and  in  both  foreign  and  domestic  commerce. 
Comments  and  attacks  have  been  made  here  upon  some  of  the  provisions 
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ofthelawitBelf  which  calls  for  some  answer,  and  as  lam  put  down  as  one 
of  the  fathers  of  the  law,  I  will  try  to  make  sach  answer  as  is  possible 
in  the  brief  time  given  me. 

First.  The  investigation  of  this  subject  has  brought  to  notice  very 
important  commercial  subjects,  which  I  beg  you  will  give  that  consider- ' 
ation  which  the  magnitude  of  the  interests  involved  demand. 

It  has  not  been  shown  that  we  are  menaced  by  lines  like  the  Grand 
Trunk  passing  from  one  State  to  the  other  via  Canada,  but  by  the  real- 
ization of  that  ancient  policy  of  Great  Britain  which  has. successfully 
wrested  from  us  the  ocean-carrying  business  of  even  our  own  products 
and  now  seeks  to  secure  what  naturally  belongs  to  American  transpor- 
tation lines,  viz,  the  overland  carrying  trade,  by  which  the  most  rapid 
transit  is  afforded  to  commerce  between  the  continents  of  Asia  and 
Europe,  and,  in  my  opinion,  this  British  line  will,  unless  aid  is  given  to 
our  transcontinental  lines,  do  the  carrying  across  the  continent  of  mer- 
chandise and  passengers  between  the  Pacific  coast  at  Puget  Sound  and 
the  American  Atlantic  sea-ports. 

In  our  modern  times  commerce  seeks  the  channels  which  afford  the 
shortest  routes  and  the  quickest  transportation ;  especially  is  this  the 
case  with  valuable  and  perishable  merchandise  like  the  silks  and  teas 
of  China,  a  difference  of  one  day  even  in  the  time  of  their  transportation 
being  counted  as  of  importance.  Whichever  is  the  shortest  route 
across  the  continent  will  get  this  trade  in  the  through  traffic  betweeti 
Asia  and  Europe,  and  if  I  am  correct  in  my  figures  this  merchandise 
wiirin  a  very  short  time  be  brought  from  the  Pacific  to  this  very  port 
of  New  York  in  less  time  via  the  Canadian  Pacific  Eailroad  than  via 
any  of  the  American  transcontinental  lines.  It  has  been  mentioned 
here  that  Halifax  will  probably  be  the  Atlantfc  terminus  of  the  Cana- 
dian Pacific.  It  has  not  been  mentioned,  but  I  desire  to  call  your  at- 
tention to  the  fact  that  Halifax  is  700  miles  nearer  to  Liverpool  than  is 
New  York.  I  have  not  the  data  with  me,  but  I  am  under  the  impres- 
sion that  there  is  less  distance  between  Vancouver  (the  occidental  ter- 
minus of  the  Canadian  Pacific)  and  Yokahama  than  between  San  Fran- 
cisco and  Yokahama.  You  have  had  it  iu  evidence  as  to  how  much 
shorter  the  Canadian  Pacific  route  is  between  the  Pacific  and  Atlantic 
sea-boards  than  any  of  our  American  routes,  and  can  readily  see  that 
commerce  will  be  conducted  between  Asia  and  Europe  by  the  much 
shorter  route  controlled  by  our  foreign  neighbors.  It  can  not  but  be 
expected  if  added  to  these  natural  advantages  this  foreign  route  is,  as 
intimated,  in  receipt  of  substantial  aid  in  the  shape  of  subsidies  for  its 
railway  and  steamship  lines. 

I  desire  also  to  call  your  attention  to  the  fact  that  the  Canadian  Pa- 
cific has  a  station  at  Preacott,  Ontario,  directly  opposite  Ogdensburg, 
in  this  State,  which  is  the  northern  terminus  of  the  Rome,  Watertown 
and  Ogdensburg  Eailroad;  that  without  breaking  bulk  the  cars  of  the 
Canadian  Pacific  may  be  transferred  across  the  St.  Lawrence  Kiver  on 
floats  similar  to  those  in  use  in  this  harbor,  to  the  Home,  Watertown 
and  Ogdensburg  Kailroad,  and  by  it  distributed  to  the  various  railroads 
terminating  in  this  and  other  cities.  I  believe  that  ere  long  you  will  see 
Asiatic  merchandise  being  landed  in  this  metropolis  by  this  route,  because 
it  can  be  done  in  less  time  than  by  any  existing  American  route,  and 
probably  at  less  freight  rate  because  of  the  shorter  distance. 

The  policy  of  Great  Britain  has  always  been  to  foster  its  commerce 
by  subsidies,  bounties,  etc.  It  has  kept  up  communication  with  the 
**'uttermost  islands  of  the  seas,"  so  that  this  little  island  has  become 
the  commercial  center  of  the  world  and  the  mistress  of  the  seas.    By 
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the  same  liberal  policy  It  caused  all  exchanges  to  center  in  London, 
which  is  now  the  money  center  of  the  world;  and  we  of  America,  with 
oar  vaat  productions  and  riches  of  the  earth  unsurpassed,  are  paying  a 
tax  to  London  In  the  shape  of  a  banker's  commission,  because  of  these 
commercial  exchanges  centering  there. 

And  we  are  also  paying  vast  sums  to  these  subsidized  British  ships 
for  the  carriage  of  the  products  of  our  soil,  while  the  American  ship  has 
almost  ceased  to  exist,  and  has  little  or  no  share  in  the  carnage  of  Amer- 
ican merchandise.  It  is  not  pleasant  to  our  American  pride  in  this  cen- 
tennial time  of  glorification  to  contemplate  that  of  the  total  tonnage  of 
vessels  entered  at  all  the  ports  of  the  United  States  one  hundred  years 
ago.  one-third  only  of  the  total  tonnage  was  thai;  of  foreign  bottoms, 
while  two-thirds  of  the  total  was  American,  while  the  statistics  of  the 
year  1888  show  that  of  the  total  entries  at  all  ports,  three-fifths  of  the 
tonnage  was  foreign  and  only  two-flfths  was  American,  and  this  in- 
cludes the  tonnage  engaged  in  the  coastwise  trade,  from  which  foreign 
vessels  are  excluded. 

It  would  seem  now  th  at  the  ancient  and  successful  policy  of  Great  Britain 

is  reasserting  itself  on  this  continent,  and  while  she  may  not  participate 
in  our  coastwise  trade  she  appreciates  the  value  of  the  transcontinental 
commerce  and  is  determined  on  maintaining  her  commercial  supremacy, 
and,  if  i)0S8ible,  to  do  our  transcontinental  carrying  for  us. 

Are  we  to  rest  quietly  and  see  this  channel  of  commerce  which  natur- 
ally belongs  to  the  United  States  wrested  from  ust  For  many  years 
patriotic  American  merchants  have  urged  upon  the  attention  of  Con- 
gress remedies  for- the  declining  American  merchant  marine  without 
avail,  chiefly  because  Western  Congressmen  seem  to  have  regarded  the 
matter  as  an  Eastern  interest.  For  many  years  patriotic  business  men 
urged  interstate  commerce  legislation ;  fortunately  a  responsive  cord 
was  touched  in  the  hearts  of  their  Western  brethren  and  the  measure 
became  a  law.  Would  to  Ood  that  this  investigation  may  result  in  the 
better  consideration  and  amelioration  by  Congress  of  commerce  in 
general. 

If  I  understand  the  purpose  of  the  present  inquiry,  it  is  to  find  a 
remedy  for  a  supposed  injury  to  the  business  of  the  trunk  lines  which 
are  subject  to  the  interstate  commerce  law,  by  the  diversion  of  the  traffic 
to  Canadian  railways  which  are  not  within  the  jurisdiction  of  the  law 
as  to  their  local  traffic,  and  it  is  charged  by  the  complainants  that  this 
disparity  gives  the  Canadian  railways  the  stdvantage,  and  that,  in  order 
to  arrive  at  parity,  privileges  of  operating  in  this  country  should  be  de* 
nied  the  Canadians,  and  that  the  salient  features  of  the  interstate  com- 
merce law  should  be  repealed. 

I  do  not  think  the  complainants  have  proven  their  case,  o^  that  the 
remedies  sought  should  be  applied.  Were  the  selfish  view  to  be  Uiken 
of  what  course  would  tend  to  be  of  the  most  benefit  to  Kew  York,  the 
decision  would  be  to  stop  the  operation  of  the  Canadian  railways  in 
this  country,  for  it  would  divert  trade  to  New  York  now  enjoyed  by 
Boston,  Portland,  and  other  New  England  cities,  for  without  the  Cana- 
dian railways  the  Northeastern  States  would  have  to  be  subject  to  the 
arbitary  rates  imposed  by  the  trunk  lines  for  the  longer  distance  irom 
Chicago  to  the  New  England  towns,  while  the  Grand  Trunk  afifor<ls  as 
short  distance  to  these  points  as  the  American  lines  do  to  New  York. 
The  chief  complaint  seems  to  be  lodged  against  the  Grand  Trunk.  Rail- 
road. Its  route  to  New  York  is  much  longer  than  any  of  the  Amer- 
ican lines,  and  it  would  seem  that  the  short  lines  ought  to  be  able  to 
compete  with  the  longer  ones^  and  I  do  not  think  that  lines  like  the 
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Grand  Trunk  can  recoup  from  their  local  traffic  sufficiently  to  enable 
them  to  cut  the  trunk  lines'  rate  between  Chicago  and  New  York.  It  is 
only  possible  for  the  latter's  rate  to  be  cat  by  the  Orand  Trunk  when 
it  is  excessive.  , 

For  the  first  six  months  after  the  interstate  commerce  act  went  into 
effect  it  was  the  practice  of  railroad  officials  to  cast  odium  upon  it  by 
charging  to  the  law  every  evil  complained  of  by  the  ]>ublic.  After 
a  while  the  stockholders  of  the  railroads  realized  that  the  operation  of 
the  law,  while  it  cut  off  certain  privileges  which  railroad  magnates  en- 
joyed, increased  the  earnings  of  the  railroads,  and  the  crusade  against 
the  act  ceased. 

Now,  apparently,  some  of  these  magnates  want  these  privileges  re- 
stored, utilizing  the  question  now  under  consideration  for  a  reason  why 
the  anti-pooling  section  and  the  long  and  short  haul  clause  should  be 
repealed. 

No  feature  of  any  law  is  so  little  understood  as  this  long  and  short 
haul  clause.  It  can  not  be  this  provision  of  the  law  which  is  injurious 
to  the  complainers,  for  no  conaplaint  or  request  has  been  made  to  the 
Commission,  which  has  full  discretion  not  to  apply  this  clause  whenever 
it  is  deemed  necessary  to  suspend  its  operations.  The  common  impres- 
sion seems  to  be  that  the  railroads  are  obliged  under  this  clause  to 
charge  as  much  per  ton  .per  mile  for  the  long  as  for  the  short  haul; 
whereas  the  fact  is  the  clause  permits  the  railroad  to  charge  as  much 
in  the  aggregate  for  a  haul  of  500  miles  as  it  does  for  a  thousand-mile 
haul.  Even  this  just  provision  may  be  suspended,  and  were  it  shown 
to  the  Commission  that  its  suspension  was  necessary  to  the  competition 
with  Canadian  railways  it  is  to  be  believed  that  the  request  for  suspen- 
sion would  readily  be  granted. 

But  it  is  asked  that  the  anti-pooling  clause  shall  be  repealed,  and  that 
l)0oling  shall  be  legalized,  and  the  Government  shall  take  a  hand  in  the 
making  of  tariffs.  It  is  claimed  that  tariff'  rates  can  not  be  maintained 
without  pooling.  They  never  were  maintained  under  the  pool  and,  so 
far  as  the  trunk  lines  are  concerned,  have  been  better  maintained  since 
the  pool  was  abolished  than  they  ever  were  before. 

Senator  Blaib.  Please  explain  about  that. 

Mr.  White.  The  pool  rates  were  established  only  to  serve  as  au- 
thority to  agents  at  local  stations  to  charge  high  rates  for  small  ship- 
ments, but  no  shipper  of  a  large  amount  ever  thought  of  paying  the 
tariff  rates ;  he  always  made  a  piivate  contract  for  a  rebate  on  the  tariff 
rates ;  he  never  knew  how  much  rebate  his  neighbor  got,  and  if  he  at- 
tempted to  speculate  in  grain  or  produce  he  always  ran  the  risk  of  hav- 
ing some  railroad  magnate  interested  in  a  deal  in  which  the  rebate  was 
much  larger  than  his  and  which  would  be  the  ruin  of  his  speculation. 
It  took  but  a  short  time  to  have  the  information  that  rates  were  not 
maintained  to  reach  the  stock  market;  then  stocks  would  go  down ;  the 
magnates  might  desire  to  bull  the  market  and  a  meeting  would  be  called, 
and  with  ^at  Nourish  of  trumpets  it  is  announced  that  the  pool  rates 
are  restored,  and  up  go  stocks,  but  shippers  did  not  have  to  wait  long 
before  they  made  their  private  rates  with  the  railroad  officials. 

Senator  Blaib.  Do  you  mean  by  this  that  after  declaring  that  the 
full  tariff  would  be  rigidly  enforced  they  would  within  a  few  days  pro- 
ceed to  cut  in  this  secret  manner  f 

Mr.  White.  Tes :  and  in  less  time  than  you  would  think. 

Senator  BI4AIB.  How  soon  after  their  declaration  f 

Mr.  White.  I  have  been  to  one  of  these  officials  and  received  a  cut 
rate  In  less  than  thirty  minutes  after  he  attended  the  meeting. 
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Senator  Blais.  Not  since  the  law  was, en  acted  f 

Mr.  White.  'So  ;  before.  The  law  has  prevented  these  evil  prac- 
tices. It  is  also  claimed  that  a  governmental  contract  of  pooling  would 
prevent  discrimination  by  the  Canadian  roads.  According  to  Mr.  Fink's 
testimony  there  are  a  thousand  ways  to  evade  the  law  (and  it  is  pre- 
sumable that  it  is  being  evaded,  by  ttie  American  railroads).  If  any 
discrimination  or  evasion  is  being  practiced  by  the  Canadians  it  is  be- 
ing done  in  this  country,  and  they  can  be  brought  under  the  same  juris- 
diction as  to  this  as  the  Americans,  If  you  want  to  stop  this  discrim- 
ination, I  think  it  will  be  necessary  to  pass  an  amendment  which  will 
meet  the  case. 

The  Chaibman.  What  would  yon  suggest! 

Mr.  White.  The  law  should  be  ma^e  so  as  to  meet  the  indirect 
methods  and  subterfuges  employed  in  its  evasion,  and  I  do  not  believe 
you  can  ever  effectually  prevent  it  without  providing  a  reward  for  the 
informer.    This  would  be  an  effectual  estoppel  to  the  law-breaker. 

The  pool  prevents  competition  and  creates  monopoly.  There  is  no 
limit  to  the  excessive  charges  which  can  be  made  if  competition  is  pre- 
vented. I  think  that  before  the  people  of  this  country  will  permit  ius 
Government  to  be  the  administrator  of  a  pool  system,  or  of  the  making 
of  tariffs,  it  will  demand  that  these  officials  shall  be  selected  by  the  peo- 
.  pie,  and  nqt  appointed  by  the  Executive. 

It  is  taking  a  long  step  towards  government  ownership  of  the  rail- 
ways when  it  undertakes  to  run  pools  and  make  tariffs. 

I  think  it  is  impossible  to  upset  the  natural  laws  of  trade^  that  rail 
roads  should  be  left  to  themselves  to  make  their  rates  of  freight,  the 
same  as  ships  do ;  that  freedom  to  compete  and  solicit  traffic  should  not 
be  hampered  by  any  such  obstructive  invention  as  is  the  pool. 

There  is  no  inducement  under  the  pool  principle  for  a  railroad  to 
solicit  freight  or  make  inducements  for  traffic.  There  is  no  inducement 
to  improve  equipments  or  to  keep  up  with  the  march  of  railroad 
science,  which  is  progressing  with  almost  lightning  rapidity.  There  is 
no  need  of  keeping  np  the  road-bed ;  even  the  road  may  remain  idle, 
and  yet  it  will  receive  payment  for  which  it  never  carried  transporta- 
tion. As  an  instance  of  how  rapid  is  the  progress  of  railroading,  I  will 
state  that  the  cost  of  transportation  in  18S0  was  only  one-fifth  of  what 
it  was  in  1865.  The  principle  of  the  pool  tends  to  stop  all  progress,  and 
maintains  in  existence  effete  railways.  Effete  railways,  like  effete  ships, 
must  give  way  to  modem  improvements.  The  useless  railways  should 
be  sold  as  old  junk,  as  is  the  case  with  the  old  hulk  when  it  becomes 
nseless  as  a  transporter. 

It  has  been  said  that  the  railroads  are  suffering  because  they  are  not 
allowed  to  pool. 

The  railroads  of  this  country  which  have  not  been  over-capitalized,  or 
built  in  advance  of  the  needs  of  population,  are  prosperous,  but  many 
railways  have  been  built  in  advance  of  the  time  when  they  can  be  util- 
ized and  many  are  capitalized  for  three  times  their  cost.  The  railroads 
which  are  suffering  are  those  which  have  been  built  merely  to  realize 
the  profits  of  projection. 

The  criticisms  made  of  the  interstate  commerce  law  and  of  the  Commis- 
sion  created  by  the  act  are  in  the  main  unjust. 

It  is  not  a  x)erfect  act,  it  is  a  growing  one,  and  will  need  many  amend- 
ments, which  experience  and  the  requirements  of  commerce  will  dictate 
as  time  goes  on. 

One  of  the  measures  which  the  sea-ports  are  very  much  interested  in 
seeing  enacted  is  the  prohibition  of  the  granting  of  through  bills  of  lad 
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iDg  from  interior  prodaoing  sections  throagh  to  an  ocean  foreign  port 
at  a  less  rate  than  the  exporter  at  the  8ea-i>ort  can  get  from  the  raihroad 
and  the  ocean  ship.  This  is  one  of  the  subterfnges  for  discriminating 
in  the  inland  railroad  freight  charge  and  has  been  very  disastrous  to 
the  btisiness  of  exporting  at  the  sea-board  iK)rts. 

Aside  from  the  improvements  which  can  be  made  in  the  law  with 
the  aiding  light  of  experience,  the  law  has  not  had  a  fair  trial.  Not 
a  single  one  of  the  Commissioners  appointed  has  been  numbered 
among  the  pronounced  friends  and  advocates  of  the  law.  Not  a 
single  one  of  the  Commissioners  has  ever  had  any  commercial  ex- 
perience— the  principal  questions  which  the  Commission  have  before 
them  are  those  of  commerce,  of  grave  imi)ort.  Complaint  is  made  that 
decisions  are  slow,  but  the  public  should  be  patient  and  give  the  Com* 
missioners  time  to  study  the  subject,  bearing  in  mind  that  the  Commis- 
sioners are  all  of  them  lawyers,  and  that  they  are  overworked,  the  of- 
fice work  iilone  requiring  the  talents  and  entire  time  of  a  first-class 
business  man.  The  questions  of  law  submitted,  and  which  the  Commis- 
sioners are  perfectly  competent  to  deal  with,  are  very  few  and  might  be 
attended  to  by  counsel  which  the  Commissioners  could  employ  or  by 
the  Department  of  Justice. 

The  Commisfiion  needs  more  forcefhl  administration  and  more  intel- 
ligence of  the  subject  treated.  Nearly  all  of  our  former  ship-owners 
and  merchants  have  gone  into  railroading,  and  many  of  them  are  well 
versed  in  and. were  the  advocates  of  interstate  commerce  legislation. 
Had  some  of  these  been  selected  or  invited  to  act  as  Commissioners 
they  might  have  served  and  better  progress  would  have  been  made  and 
more  satisfaction  given.  Laymen  seem  to  have  been  unwilling  to  go 
before  a  body  composed  of  all  lawyers,  therefore  they  are  necessitated 
to  employ  lawyers  to  conduct  their  cases.  This  is  contrary  to  the  de- 
sign of  the  authors  of  the  measure ;  it  was  designed  that  laymen  should 
in  part,  at  least,  compose  the  Commission,  as  in  the  various  State  com- 
missions, and  where  laymen  feel  no  hesitancy  in  presenting  their  cases. 
The  discretion  given  the  Commissioners  to  suspend  the  long  and  short 
haul  clause  should  l^e  exercised  only  by  those  intelligent  of  the  com- 
mercial conditions  which  would  warrant  such  saspension. 

In  conclusion,  I  would  say  that  the  only  danger  menacing  the  rail- 
ways of  the  United  States  is  that  mentioned  in  Sie  first  part  of  my  re- 
marks. It  is  a  grave  danger  and  calls  for  the  exercise  of  radical  pre- 
ventive' measures.  We  have  the  climatic  advantage  in  this  country 
over  the  British  possessions,  and  if  we  do  not  possess  now  the  shortest 
overland  route  between  the  oceans  the  Government  should  aid,  if  neces- 
sary, in  building  one.  It  should  subsidize  fast  steam-ship  lines  which 
should  effect  commnnication  between  this  country  and  Asia  and  Europe 
in  the  shortest  possible  time.  It  is  to  be  hoped  that  Congress  will  now 
do  something  to  stay  the  loss  of  the  only  commercial  advantage  left  to 
this  country,  and  will  take  warning  of  the  decay  of  all  empires  from  the 
earliest  annals  which  have  neglected  their  commerce. 

The  largeness  of  the  subject  of  the'regulation  of  commerce  between 
the  States,  the  inability  of  the  present  machinery  to  properly  deal  with 
the  work,  together  with  the  vast  general  commerce  interest  of  this 
nation,  calls  for  especial  provisions  for  the  treatment  of  these  para- 
moant  interests. 

I  had  the  honor  to  suggest  when  your  committee  met  here  last  to 
iuqaire  as  to  the  desirability  of  an  interstate  commerce  law  that  the 
magnitude  of  this  and  kindred  subjects  called  for  the  establishment  of 
6543- — 2Q 
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a  department  of  commerce  to  be  presided  over  by  a  cabinet  minister  of 
experience  in  commerce. 

May  I  not  hope  that  the  members  of  this  committee  will  call  the  at- 
tention of  Congress  to  the  desirability  and  the  necessity  for  this  de- 
partment of  the  Government.  ^ 

I  will  read,  in  conclusion,  a  short  extract  from  a  paper  written  by  me 
some  time  since  on  ^'  Transportation." 

It  ifl  said  that  the  earliest  perception  of  the  importance  of  transportation  facilities 
in  this  oountry  to  the  welfare  of  the  whole  people,  and  tbe  necessity  of  art.io  aid  the 
boontifal  piovisioii  of  natural  water-ways  in  order  to  >j^ive  better  facilities  for  inland 
commerce,  originated  with  the  **  Father  of  his  Country/'  who,  before  the  war  was 
fairly  closed,  and  while  in  command  of  the  army  at  Newbargb,  traversed,  one  han- 
dred  years  ago,  n  region  not  far  from  where  we  stand  to-day,  and,  describing  this 
Jonmey,  he  wrote : 

''I  have  lately  made  a  tonr  through  the  Lalces  George  and  Cbnmplain  as  far  as 
Crown  Point ;  then  returning  to  Schenectady,  I  proceeded  up  tlie  Mobawk  River  to 
Fort  Schuyler,  crossed  over  to  Wood  Creek,  which  empties  into  the  Ooeida  Lake,  snd 
affords  the  water  commnnication  with  Ontario ;  I  then  traveri^ed  the  country  to  the 
head  of  the  eastern  branch  of  the  Susquehanna  and  viewed  the  Lake  Otsego,  and  the 
portage  between  that  lake  and  the  Mohawk  River  at  Canajoharle.  Prompted  by 
these  actual  observations,  I  could  not  help  taking  a  more  contemplative  ana  exten- 
sive view  of  the  vast  inland  navigation  of  these  United  States,  and  could  not  but  be 
struck  with  the  immense  diffusion  and  importance  of  it,  and  with  the  goodness  of  that 
Providence  who  has  dealt  his  favors  to  ns  with  so  profuse  a  hand.  Would  to  God  we 
may  have  wisdom  enough  to  improve  them  I  I  shall  not  rest  contented  nntil  I  have 
explored  the  western  country,  and  traversed  those  lines  which  have  given  bounds  to 
a  new  empire.'' 

At  the  close  of  the  war  Washington  made  his  trip  to  the  Western  States,  and  thus 
reported  to  the  governor  of  Virginia : 

''The  Western  States  (I  speak  now  from  my  own  observation)  hang  upon  ft  pivot. 
The  touch  of  a  feather  would  turn  them  any  way.  They  bave'looked  down  the  Mis- 
sissippi till  the  Spaniards,  very  impoliticly,  I  think,  for  themselves,  threw  difficulties 
in  the  way ;  and  they  looked  that  way  for  no  other  reason  than  because  they  could 
glide  quietly  down  the  stream,  without  consideriue,  perhaps,  the  difficnltiea  of  the 
voyage  back  again  and  the  time  necessary  to  per^rm  it,  and  because  they  had  no 
other  means  of  coming  to  ns  but  by  land  transportation  and  unimproved  roads. 
These  causes  have  hitherto  checked  tne  industry  of  the  present  settlers ;  for,  except 
the  demand  for  provisions  occasioned  by  the  increase  of  populatiod,  and  the  little 
flour  which  the  necessities  of  the  Spaniards  compel  them  to  buy,  tney  have  no  in- 
citement to  labor.  But  smooth  the  road  and  make  easy  the  way  for  them,  and  then 
see  what  an  influx  of  articles  will  be  poured  upon  us,  how  amazingly  our  exports 
will  increase,  and  how  amply  we  shall  be  compensated  for  any  trouble  and  expense 
we  may  encounter  to  effect  it.'' 

A  charter  was  obtained  from  the  States  of  Virginia  and  Maryland,  and  Washing- 
ton became  the  first  president  of  the  Transportation  Company.  Afterwards,  in  X7&, 
General  Schuyler  initiated  the  construction  of  artificial  water-ways  in  thia  State  in 
the  territory  traversed  by  Washington,  as  first  mentioned,  and  it  may  be  said  that 
from  this  work  sprang  the  senerai  system  of  canals  in  this  State,  culn^inating,  in 
1^5,  in  the  wonderful  and  blessed  accomplish meut  of  the  Erie  CanaL 


STATEMENT  OF  F.  B.  THIJBBEB. 

Mr.  F.  B.  Thtjrbbb,  of  Thiirber,  Wyland  &  Co.,  wholesale  grocers 
of  Kew  York,  addressed  the  committee  as  follows : 

Upon  the  question  which  this  committee  is  investigating  as  to  the 
competition  of  Canadian  railways  with  those  of  tbe  United  States  and 
the  workings  of  the  interstate  commerce  law,  I  would  say  that  it 
seems  to  me,  in  justice  to  our  American  railroads,  that  competing  Cana- 
dian roads  should  be  placed  under  similar  restrictions  to  those  of  our 
own  roads,  and  if  this  can  not  be  done  then  our  own  roads  should  be 
relieved  from  these  restrictions  to  an  extent  which  would  enable  them  to 
compete  with  Canadian  roads* 
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The  intent  of  the  interstate  oommerce  law  is  to  secure  jnstice  alike  fot 
carriers  and  shippers.  Prior  to  the  enaetmeot  of  that  law  railroad  man 
agers,  following  the  line  of  least  resistance  and  consulting  their  own 
convenience,  often  yielded  to  the  importunities  of  large  shippers  to  the 
detriment  of  the  small  ones,  and  under  the  form  of  special  rates,  re- 
bates, and  drawbacks,  so  much  injustice  was  done  to  the  smaller  ship- 
per that  the  interstate  commerce  law  was  enacted  to  prevent  its  con- 
tinoance.  It  is  a  curious  fact,  however,  that  the  railroads  immediately 
adopted  a^system  which  in  many  cases  resulted  in  greater  discrimina- 
tion aiid  iiyustice  to  the  small  shipper  than  had  been  previously  perpe- 
trated under  the  guise  of  special  rates,  rebates,  and  drawbacks. 

This  was  accomplished  under  the  guise  of  <'  classification ; "  under 
the  pretense  of  simplifying  and  making  more  uniform  the  classification 
of  freight,  which  object  everybody  recognized  as  desirable,  and  which 
has  constantly  been  urged  by  the  Interstate  Commerce  Commissioners. 
The  managers  of  the  east  and  west  trunk  lines  between  Chicago  and 
the  sea-board  arranged  a  classification  by  which  several  hundred  articles 
which  had,  previous  to  the  enactment  of  the  interstate  commerce  law, 
been  carried  at  the  same  rate,  without  regard  to  quantity,  were  rated, 
in  less  than  car-load  quantities,  in  higher  classifications  than  in  car- 
loads, the  difference  thus  established  ranging  from  25  to  100  per  cent, 
of  the  rates  charged  for  transportation.  This  discriminated  against  the 
farmer  or  small  dealer  to  a  greater  extent  than  the  special  rates  and 
other  devices  employed  to  favor  large  shippers  did  prior  to  the  en- 
actment of  the  interstate-commerce  law.  Doubtless  the  convenience 
of  railroad  executives  had  something  to  do  with  this^  as  well  as  yield- 
ing to  the  desires  of  the  large  shippers  they  had  formerly  protected  in 
another  manner;  for  it  is  unquestioBably  less  trouble  for  freight  clerks 
to  receive,  bill,  and  deliver  a  given  quantity  of  goods  to  one  shipper 
than  it  is  to  a  number  of  shippers. 

It  may  also  be  said  that  this  was  done  openly,  which  is  preferable  to 
secret  discriminations,  and  that  any  person  shipping  in  car-load  quan- 
tities could  avail  themselves  of  the  same  privilege. 

This  is  true,  but  it  is  equally  true  that  the  intent  of  the  interstate 
commerce  law  to  prevent  the  smaller  shippers  from  being  unjustly  dis< 
criminated  against  is  eva<led  as  eftectuaUy  under  the  guise  of  ^^  classifi- 
cation" as  under  the  previous  system  which  it  was  designed  to  remedy. 

At  present  it  is  practically  impossible  for  a  farmer  to  choose  in  what 
market  he  will  buy  his  agricultural  implements  or  where  he  will  sell 
his  produce.  He  is  compelled  to  deal  with  and  pay  tribute  to  his  near- 
est middle  man,  who  is  fortunate  enough  to  be  able  to  ship  in  such 
quantities. 

The  same  is  true  of  the  thousands  of  small  merchants  scattered 
throughout  the  country.  They  can  not  buy  in  car-load  quantities,  and 
the  difference  in  freight  between  car-loads  and  less  than  car-loads  is  so 
large  as  to  be  prohibitory  on  many  articles.  He  may  prefer  to  deal  in  a 
distant  market  on  account  of  better  quality  or  variety  of  goods,  but  is 
forced  to  deal  with  the  nearest  dealer  who  can  buy  and  ship  in  car-load 
quantities.  He  can  not,  as  formerly,  choose  in  what  market  he  will  buy 
his  goods.  He  is  deprived  of  the  benefits  of  competition  for  his  patron- 
age, which  would  result  if  he  had  free  access  to  all  markets. 

A  privileged  class  is  created  in  the  use  of  our  highways,  and  thesmall 
shipper  is  prevented  from  ever  being  a  large  one.  That  this  is  against 
public  policy  and  public  right  can  not  be  doubted.  The  vote  of  the 
small  shipper  had  as  much  to  do  in  conferring  the  franchises  under 
which  railroads  are  operated  as  the  vote  of  the  large  shipper,  and  the 
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right  of  tbe  citizen  on  the  highway  should  come  in  to  limit  the  appTica- 
tio»  of  the  law  of  wholesale  and  retail  which  applies  to  an  unlimited  ex- 
tent in  purely  private  business. 

The  question  of  classification  goes  to  the  very  bottom  of  the  rate- 
making  power.  If  it  be  true  that  he  who  makes  the  songs  of  a  country 
may  care  little  who  makes  its  laws,  it  is  doubly  true  that  if  railroad 
managers  have  the  power  to  make  the  classifications,  they  need  care  but 
little  for  laws  prohibiting  them  from  favoring  large  shippers  by  means 
of  special  rates,  rebates,  etc 

In  the  present  case  they  have  actually  used  the  pretense  of  simplify- 
ing and  making  more  uniform,  to  make  in  some  respects  a  more  compli- 
cated classification,  inasmuch  as  they  have  esfAblished  two  classes 
according  to  quantity  for  several  hundred  articles  that  under  the  old 
trunk-line  classification  were  in  one  class,  without  regard  to  quantity. 

Their  argument  that  it  costs  more  to  ship  in  small  quantities  is  evi- 
dently only  a  subterfuge,  because  for  many  years  prior  to  the  enactment 
of  the  interstate  commerce  law  they  made  no  such  quantity  discrimination 
in  classification,  and  while  the  present  classification  does  extend  over  a 
wide  area  east  of  Chicago,  from  Chicago  west  to  the  Missouri  Biver  a 
different  classification  is  in  force,  which  does  not  on  many  important 
staples  make  more  than  one-third  the  discrimination  against  less  than 
car-loads  that  the  classification  east  of  Chicago  makes,  while  the  great 
Southern  lines  have  made  no  change  in  their  classification  since  the  en- 
actment of  the  interstate  commerce  law^  and  carry  small  quantities  at 
the  same  rate  per  100  pounds  as  they  do  large  quantities,  except  in  the 
case  of  special  commodities  that  naturally  take  car-load  rates,  and  this 
brings  up  a  very  important  distinction. 

East-bound  traffic,  which  is  composed  principally  of  the  products  of 
our  fields,  forests,  and  mines,  naturally  takes  a  car-load  unit^  while 
west-bound  traffic,  which  is  largely  composed  of  manufactured  goods, 
for  which  the  natural  unit  is  a  commercial  package  complete  in  itself 
and  easily  handled,  should  not  be  subjected  to  the  same  rules  of  classi- 
fication which  might  possibly  be  deemed  reasonable  on  east-bound 
traffic 

The  farmer  who  may  want  to  buy  a  melodeon  or  cultivator  of  a  par- 
ticular pattern  or  make,  under  the  present  classification  is  charged  an 
enormous  price  for  freight  if  he  tries  to  purchase  from  an  eastern  manu- 
facturer. The  small  merchant  in  the  West,  who  wishes  to  buy-  a  few 
packages  of  sugar,  coftee,  or  canned  goods  of  a  particular  kind  in  some 
sea-board  market,  is  charged  40  per  cent.,  by  the  present  classification, 
more  than  if  he  purchased  a  car-load,  while  on  many  other  articles  still 
greater  differences  are  charged  on  less  that  car-load  lots. 

A  case  has  been  made  up  and  argued  before  the  Interstate  Commerce 
Commission  in  behalf  of  retail  merchants  in  the  interior  and  wholesale 
merchants  on  the  sea- board,  and  has  now  been  pending  before  the  board 
for  several  mouths. 

The  length  of  time  taken  by  the  board  to  consider  this  matter  indi- 
cates its  importance,  and  the  embarrassment  they  feel  between  the  op- 
posing interests  of  large  shippers  and  the  general  public. 

It  does  not  seem  possible,  in  view  of  other  decisions  made  by  the 
board,  notably  the  New  England  coal  cases,  where  the  rights  of  the 
general  public  were  sustained,  that  they  can  decide  otherwise  than  in 
favor  of  the  broad  principles  of  equity  I  have  mentioned;  but  if  they 
do  not,  it  is  certain  that  further  legislation  will  be  necessary  if  the  in- 
terest of  the  small  shipper  is  to  be  protected,  as  contemplated  by  those 
who  enacted  the  interstate  commerce  law. 
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Ab  regards  the  long  and  short  haul  feature  of  the  interstate  com 
nierce  law,  it  might,  perhaps,  be  proper  to  make  it  soniewhat  more  elas 
tic  than  it  now  is,  so  as  to  enable  the  railroads  to  meet  water  competi- 
tion, notably  between  the  Pacific  and  Atlantic  coasts,  and,  indeed, 
wherever  similar  conditions  prevail. 

So  far  as  the  prohibition  of  pooling  is  concerned,  I  do  not  think  pool- 
ing is  detrimental  to  the  public,  providing  there  -is  a  ])ower  above  the 
railroads  to  decide  what  is  reasonable,  and  that  power  is  exercised.  If 
unjust  discriminations  are  prohibited  in  one  form  and  the  supervising 
po^er  permits  them  to  go  on  in  another,  as  in  the  classification  matter 
before  mentioned,  of  course  a  supervising  power  is  useless. 

It  is  also  impotent  without  a  su£Qcient  force  to  execute  the  law. 
Laws  without  a  police  force,  or  a  police  force  without  laws,  are  equally 
useless.  Probably  we  can  never  get  befttcr  men  to  constitute  an  inter- 
state commerce  commission  than  those  who  now  compose  it,  but  thev' 
have  been  sadly  crippled  for  want  of  funds.  It  costs  the  railroads 
more  to  maintain  Mr.  Fink's  office  in  New  York  than  Congress  appro- 
priates for  the  Interstate  Commerce  Commission.  If  the  latter  body 
is  to  be  at  all  efficient,  it  must  be  given  sufficient  funds  to  provide  an 
adequate  clerical  force  and  other  facilities  for  supervising  the  vast  in- 
terests it  is -supposed  to  control. 

No  tariff  of  rates  or  classification  sheet  should  be  operative  on  inter- 
state lines  until  examined  by  experts  in  the  interest  of  the  public  and 
approved  by  the  Interstate  Commerce  Commissioners.  Rightly  mau> 
aged  and  properly  supported,  such  a  body  can  be  of  immense  use  alike 
to  the  railroads  and.  the  public.  It  will  shield  the  former  from  the 
^rikes  of  lobbyists  and  the  importunities  and  combinations  of  large 
shippers  who  may  be  in  collusion  with  railroad  executives,  while  on  the 
other  hand  it  can  protect  small  shippers  and  the  general  public  against 
favoritism  and  tyranny,  in  which  large  organizations  are  oftentimes 
prone  to  indulge. 

Small  shippers  constitute  the  great  majority,  and  yet,  because  indi- 
vidually they  are  weak,  they  have  heretofore  had  but  little  considera- 
tion. Even  where  a  number  of  shippers  make  up  a  car-load,  they  are 
not  allowed  car-load  rates  under  the  present  trunk-line  classification, 
and  this  practice  of  discriminating  against  small  shippers  is  fast  build- 
ing up  the  larger  shippers  into  a  class  so  powerful  that  they  will  soon 
be  in  a  position  to  dictate  terms  to  the  railroads  and  at  the  same  time 
forever  prevent  small  shippers  from  becoming  large  ones,  no  matter 
how  hard  and  long  they  may  work. 

At  1  o'clock  p.  m.  the  committee  adjourned  to  meet  in  Boston,  Mass., 
July  5, 1889. 


Boston,  Mass.,  July  5, 1889. 

The  committee  met  at  11  o'clock  a.  m.,  pursuant  to  adjournment. 

Present :  Senators  CuUom  (chairman),  Blair,  Hiscock,  Harris,  Gor- 
man, and  Reagan. 

The  Chairman.  The  Committee  on  Interstate  Commerce  of  the 
United  States  Senate  has  met  in  this  city  to-day  for  the  purpose  of  con- 
tinuing the  investigation  directed  by  resolution  of  the  Senate.  In  order 
that  the  gentlemen  who  have  come  before  us  may  understand  fully  the 
purport  of  our  investigation  and  the  authority  under  which  we  are  act- 
ing, the  clerk  will  read  the  Senate  resolution. 

The  clerk  read  the  resoli*  tion. 

0643 ^21 
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STATEHEH T  OF  WHUAH  BUSS. 

Mr.  Wiiii^iAM  Bliss,  president  of  the  Boston  and  Albany  Bailroad 
Company,  appeared. 

The  Ohaibman.  What  is  yoar  full  name,  Mr.  Bliss t 

Mr.  Bliss.  William  Bliss. 

The  Ohaisman.  Where  do  you  reside  f 

Mr.  Bliss.  In  Boston. 

The  Chaibma]^.  You  are  president  of  a  railroad  that  has  a  termioal 
in  this  city,  are  j'ou  nott 

Mr.  Bliss.  Yes,  sir ;  the  Boston  and  Albany. 

The  Chairman.  What  are  the  termini  of  that  road  f 

Mr.  Bliss.  Boston  and  Albany  and  Hudson. 

The  Chaibman.  What  are  its  connections  t 

Mr.  Bliss.  The  New  York  Central  Kailway. 

The  Chaibman.  To  the  West  t 

Mr.  Bliss.  To  tlie  West. 

The  Chairman.  Has  it  any  other  connection  t 

Mr.  Bliss.  No  other  connection  out  of  the  State. 

The  Chairman.  Have  you  any  business  relations  with  the  Grand 
Trunk  Bailroad  of  Canada? 

Mr.  Bliss.  None  whatever. 

The  Chaibman.  Have  you  never  had  f 

Mr.  Bliss.  Never  had. 

The  Chaibman.  You  are  familiar  with  the  scope  of  the  resolution 
under  which  the  committee  is  charged  with  this  investigation.  Plea46 
proceed  in  your  own  way  to  give  your  general  views  on  the  subject  as 
affecting  your  railroad,  or  the  interests  of  New  England,  or  Boston,  or 
the  country  generally. 

Mr.  Bliss,  It  ia  a  pretty  large  inquiry,  and  I  scarcely  know  where 
to  begin. 

BEGULATION  OF  THE  CANADIAN  BOADS. 

I  am  not  of  those  who  think  that  the  Grand  Trunk  and  the  Canadian 
Pacific  should  be  restricted  from  doing  business  with  this  country  at 
this  late  day.  I  take  it,  however,  that  the  United  States  should  pro- 
tect the  carriers  by  land  iu  this  country  against  the  competition  of  for- 
eign corporations  in  the  same  way  that  protection  is  afforded  to  our 
coastwise  ships  as  against  foreign  ships.  Nevertheless  these  roads  are 
here,  and  they  have  been  doing  business  for  many  years,  and  the  people 
in  northern  New  England  think  they  are  benefited  by  these  connec- 
tions which  they  have  through  Canada.  But  I  think  that  foreign  lines 
ought  to  be  subject  to  all  the  rules  and  regulations  to  which  the  United 
States  roads  are  subject,  both  with  respect  to  Canadian  business  and 
interstate  business. 

The  Chairman.  Yon  think,  as  an  original  proposition,  there  ought  to 
have  been  the  same  restrictions  placed  upon  these  foreign  carriers  as 
there  is  in  regard  to  the  coastwise  trade. 

Mr.  Bliss.  If  it  were  wise  in  one  case,  why  not  in  the  other  f 

The  Chaibman.  What  do  you  think  of  the  question  of  whether  it  was 
wise  to  restrict  the  coastwise  trade  t 

Mr.  Bliss.  I  think  it  was.  Otherwise  our  coastwise  trade  would  be 
in  about  the  same  condition  as  our  foreign  trade  is  by  water. 

The  Chairman.  But  you  think  that  inasmuch  as  these  roads  have 
been  built  and  commercial  relations  established,  one  country  with  the 
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other,  that  it  would  be  unwise  at  this  late  day  to  depart  from  the  pol- 
icy that  has  been  followed  up  to  this  timet 

Mr.  Bliss.  Unwise,  provided  they  are  subject  to  the  regulations  of 
the  interstate  commerce  act  and  all  laws  of  the  United  States  in  rela- 
tion to  the  carriage  of  merchandise. 

The  Ohaibhan.  Do  you  know  whether  or  not  the  Canadian  roads  are 
complying  with  our  rules  or  regulations  now  f 

Mr.  Bliss.  I  can  not  speak, -of  my  own  knowledge. 

The  Chairman.  What  is  the  general  understanding? 

Mr.  Bliss.  The  general  opinion  is  that  they  are  making  reduced 
rates. 

The  Chaibman.  Is  that  contrary  to  the  interstate  commerce  law,  or 
contrary  to  what  is  proper  in  doing  th^  business  f 

Mr.  Bliss.  For  them  to  make  reduced  rates  to  individuals  and  not  to 
the  public,  I  should  say  yes,  decidedly. 

The  Chaibman.  That  is  not  ilght. 

Mr.  Bliss.  I  should  say  not. 

The  Chairman.  Suppose  the  Grand  Trunk  Line  of  Canada  or  the 
Canadian  Pacific  should  observe  the  interstate  commerce  law  so  far  as 
they  do  business  in  the  United  States  in  part,  or  in  whole,  just  as  our 
own  roads  do,  would  there  be  any  objection  to  their  doing  business  t 

Mr.  Bliss.  Certainly  not.    That  is  my  opinion,  at  least. 

The  Chairman.  The  general  manager  of  the  Grand  Trunk  road,  who 
was  before  us  in  New  York  City,  stated  .that  his  company  was  observ- 
ing the  interstate  commerce  act,  and  regarding  it  as  binding  upon  them 
in  all  transactions  in  connection  with  transportation  where  it  originated 
in  the  United  States  or  came  into  the  United  States  from  Canada,  or 
originated  in  the  United  States  and  went  into  Canada  and  back  into 
the  United  States  again.  An  observance  of  the  law  in  all  that  class  of 
.business  would  be  all  that  would  be  necessary,  would  itt 

Mr.  Bliss.  I  should  think  not.  There  is  no  pretense,  I  suppose,  on 
his  part  that  he  must  reduce  his  Canadian  rate  at  the  same  time  he 
reduces  his  interstate  rate. 

The  Chairman.  No,  sir. 

Mr.  Bliss.  Then  he  should  be  prevented  from  making  a  less  rate  on 
his  interstate  traffic  than  he  makes  on  his  intermediate  traffic,  whether 
interstate  or  Canadian.  There  is  no  protection  as  the  law  stands  now 
for  American  railways.  These  Canadian  lines  can  make  such  rates  as 
they  see  fit  on  interstate  traffic  without  affecting  their  local  Canadian 
traffic,  while  the  American  roads  are  prevented  from' meeting  this  com- 
petition because  of  the  long  and  short  haul  clause  in  the  law,  which 
compels  them  to  reduce  their  rates  on  all  intermediate  business.  There 
is  nothing  in  the  law  to  prevent  the  Canadian  roads  making  such  rates 
as  they  see  fit  with  any  steam-ship  line  sailing  from  provincial  ports, 
and  taking  from  the  American  ports  a  large  business,  simply  because 
they  are  not  restricted  as  the  American  roa^s  are. 

The  Chairman.  So  that,  according  to  your  judgment  and  observa- 
tion, the  observance  of  the  interstate  commerce  law  that  would  simply 
apply  to  shipments  from  one  point  in  the  United  States  through  Canada 
to  another  point  in  the  United  States,  or  from  any  point  in  the  United 
States  to  any  point  in  Canada,  would  not  be  sufficient. 

Mr.  Bliss.  I  think  not. 

The  Chairman.  You  think  there  should  be  some  different  or  addi- 
tional regulation. 

Mr.  Bliss.  Some  different  or  wider  regulation. 

The  Chairman.  What,  in  your  judgment,  ought  it  to  be  t 
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Mr.  Bliss.  That  is  qaite  a  di£9cnlt  qaestion.  I  am  snre  I  do  not 
see  bow  yoa  are  to  meet  it.  It  seems  to  me  that  the  Canadian  roads 
might  by  their  own  act  subject  themselves  to  the  control  of  the  Inter- 
state Commerce  Commission  and  all  their  books  be  open  to  its  inspec- 
tioD,  not  only  so  far  as  the  tra£Bc  relates  to  the  United  States,  bat  on 
all  basiness  in  Canada.  If  yon  make  absolutely  the  same  regulations 
for  them  as  yoa  make  for  the  American  roads,  I  do  not  see  why  they 
should  be  restricted  from  doing  business  here.  They  have  done  busi- 
ness BO  long  within  the  United  States  that  they  may,  perhaps,  be  said 
to  have  acquired  a  prescriptive  right  here. 

The  Chatkman.  Please  state  the  connectioDS  with  this  city  or  with 
New  England  of  the  Canadian  Pacific  and  the  Grand  Trunk. 

Mr.  Bliss.  They,  come  in  by  the  Boston  and  Maine,  and  possibly  by 
the  Fitchburg.  The  bulk  of  their  busiuess,  however,  is  done  over  the 
Boston  and  Maine. 

The  CHArnMAN.  So  fiEtr  as  Boston  is  concerned. 

Mr.  Bliss.  So  far  as  Boston  is  concerned. 

The  Chaibiian.  When  yon  speak  of  the  Boston  and  Maine,  do  you 
include  in  that  line  the  Central  Vermout  Railway  t 

Mr.  Bliss.  No,  sir;  the  Boston  and  Maine  is  the  terminus  of  the 
Canadian  lines. 

The  Chaibmajbv.  The  eastern  terminus  t 

Mr.  Bliss.  Yes,  sir. 

The  Chatbmaw.  Where  does  the  Boston  and  Maine  strike  the  Grand 
Trunk  t 

Mr.  Bliss.  It  strikes  the  Central  Vermont  at  White  Biver  Junction, 
and  at  Newport,  I  think,  the  Canadian  Pacific,  but  I  am  not  sure  about 
that. 

The  Chairman.  Has  not  the  Canadian  Pacific  a  connection  that  leads 
it  toward  a  point  in  Nova  Scotia  t 

Mr.  Buss.  At  Mattawamkeag  the  main  lines  connect  with  the  Maine 
Central  east  of  Bangor. 

The  Chairman.  What  do  you  think  will  be  the  effect  upon  commerce 
if  the  Canadian  Pacific  Bailway  completes  a  line  through  the  St^ie  of 
Maine,  in  view  of  the  subsidies  granted  by  the  Dominion  Government 
to  that  road,  which  amount,  as  I  understand  it,  to  one  hundi*ed  and 
five  million  dollars  in  gifts,  and  one  hundred  and  ten  million  dollars  in 
guaranties  of  securities,  making  a  total  of  two  hundred  and  fifteen 
millions,  with  one  hundred  and  eighty-six  thousand  dollars  a  year,  for 
twenty  years,  to  the  line  running  through  the  State  of  Maine,  and  a 
subsidy  of  a  half  million  dollars  a  year  to  a  line  running  from  St.  John, 
New  Brunswick,  or  from  Halifax  to  Europe  t  What  will  be  the  effect 
of  that  on  the  business  of  Boston  t 

Mr.  Bliss.  So  far  as  it  diverted  trade  from  here  it  would  be  an  injury, 
of  course. 

The  Chairman.  What  would  be  the  effect! 

Mr.  Bliss.  In  the  present  state  of  the  law  I  fancy  that  they  will  be 
able  to  make  such  rates  through  the  State  of  Maine  to  and  from  Cana- 
dian ports  as  will  enable  them  to  divert  a  large  share  of  the  business 
now  done  through  Boston. 

The  Chairman.  In  view  of  the  enormous  aid  given  to  the  Canadian 
Pacific  by  the  Dominion  Government,  and  in  view  of  the  subsidized 
steam-ship  lines,  would  it  not  be  a  fact  that  in  the  natural  course  of  trade 
they  would  necessarily  take  away  from  Boston  a  large  volume  of  busi- 
ness that  Boston  now  gets  from  that  direction  t 

Mr.  Bliss.  Yes,  to  the  extent  of  filling  the  ships  sailing  from  Canadian 
ports. 
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The  Ghaisman.  That  woald  be  the  operation  of  itf 

Mr.  Bliss.  Yes,  sir. 

The  Ohaibman.  With  the  subsidies  that  our  roads  have  received  from 
this  country  and  the  subsidies  given  the  Canadian  Pacific  especially  by 
the  Dominion  Government,  is  it  possible  tor  the  American  roads  to 
compete  with  it  si^ccessfully  f 

Mr.  Bliss.  I  do  not  see  why  not,  provided  the  Canadian  roads  are 
obliged  to  conform  to  all  the  laws  and  regulations  to  which  the  Ameri- 
can roads  are  compelled  to  conform.  As  it  is  now  the  rate  on  their  local 
Canadian  traffic  is  not  affected  in  any  way  by  the  rate  made  on  AmericiM^ 
traffic.  Assuming  that  the  wear  and  constant  expense  be  the  same 
whether  the  road  does  $2,000,000  of  business  or  $10,000,00aof  business, 
then  the  only  question  these  people  would  have  to  determine  is  the  ab- 
solute cost  of  doing  the  American  business,  while  the  American  roads 
must  consider  the  effect  of  reduced  rates  upon  all  intermediate  traffic. 

The  Chairman.  What  is  the  amount  of  business  over  the  Boston  and 
Albany  in  tonnage  f 

Mr.  Bliss.  I  think  somewhere  about  three  millions  or  three  millions 
and  a  half  tons  a  year. 

The  CHAiBDiAN.  Ton  are  probably  not  familiar  with  the  tonnage  of 
other  roads  running  in  here. 

Mr.  Bliss.  No,  sir ;  but  you  will  doubtless  find  it  in  the  report  of  the 
Massachusetts  Railroad  Commissioners. 

The  Chaibdcan.  How  much  of  your  tonnage  is  through  business  f 

Mr.  Bliss.  About  40  per  cent,  of  it. 

The  Chairman.  From  Boston  to  where  f 

Mr.  BLI8S.  Between  Boston  and  Albany. 

The  Chairman.  For  how  long  has  your  road  been  in  operation  t 

Mr.  Bliss.  Since  1835  it  has  been  in  operation  as  far  as  Springfield, 
and  to  Albany  since  1841. 

The  Chairman.  Up  to  the  time  your  road  was  built  Boston  was 
somewhat  at  a  disadvantage,  and  very  largely  so  as  between  it  and 
New  York,  was  it  Jiot  t 

Mr.  Bliss.  Very  much  so.  > 

The  Chairman.  What  is  the  situation  now  f 

Mr.  Bliss.  Boston  is  still  at  a  disadvantage.  There  are  the  canal  and 
river  at  New  York,  with  which  no  railway  can  compete.  Not  even  the 
New  York  Central  Bailroad  with  its  low  grades  and  great  equipment 
can  compete  soccessMly  with  the  canal. 

The  Chairman.  Tne  construction  of  your  road  and  the  improved 
methods  of  loading  and  unloading  at  the  terminus  have  relieved  Bos- 
ton's disadvantage  vejy  considerably,  have  they  not  t 

Mr.  Bliss.  It  has  enabled  the  Boston  shippers  to  do  a  little  more  of 
the  foreign  business,  from  the  fact  that  the  roads  west  of  us  make  the 
same  rate  to  Boston  as  to  New  York  on  traffic  destined  for  the  foreign 
market;  but  still,  in  the  summer  season,  with  the  canal  in  operation, 
this  is  not  wholly  effective.  Last  year  grain  was  taken  by  the  ships  for 
almost  nothing.  If  the  market  is  against  them  they  have  to  take  grain 
for  anything  they  can  get,  but  still  they  keep  up  their  sailings  bemuse 
in  the  winter  they  are  able  to  get  better  rates. 

The  Chairman.  When  was  the  bridge  at  Albany  built  t 

Mr.  Bliss.  In  1865.  There  are  two  bridges  there  now.  The  upper' 
one  was  built  in  1865,  and  the  other  one,  I  think,  in  1871  or  1872. 

The  Chairman.  The  chief  embarrassment  under  which  Boston  has 
labored  has  been  from  the  fact  that  it  is  farther  from  the  producing 
center  of  the  West  and  has  not  had  the  Erie  Canal  to  aid  it  in  the  mat* 
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ter  of  transportation.    How  do  yon  do  now;  are  yon  ufiing  the  canal  at 
allt 

Mr,  Bliss.  Not  at  all.  The  rates  to  Albany  are  about  the  same  as 
to  NewYork,  and  then  the  business  must  be  carried  two  hundred  miles 
by  rail.  East-bound  business  can  be  carried  to  better  advantage  by 
lake  and  rail  than  by  canal  and  rail.  In  the  winter  3oston  gets  exactly 
the  same  rate  on  all  foreign  shipments  as  New  York.  In  the  summer, 
or  during  eight  months  of  the  year,  Boston  gets  it  so  far  as  the  rail 
lines  can  meet  the  rates  of  the  canal  and  river  to  New  York. 

The  Chairman.  What  is  the  method  now  in  vogue  among  you  gen- 
tlemen as  to  transporting  grain,  for  instance,  or  cotton  from  the  Soutdi 
for  foreign  shipment ;  do  you  ihake  one  rate  from  the  West  to  Liverpool, 
or  do  3'ou  divide  itf 

Mr.  Buss.  The  through  rate  is  the  sum  of  the  inland  rate  to  New 
York  and  the  ship's  charge  from  Boston  to  Liverpool.  Through  bills 
of  lading  are  given.  The  Grand  Trunk,  I  believe,  has  a  percentage  rate 
with  its  ships,  so  that  its  inland  rate  fluctuates  constantly. 

The  Ohaibman.  Do  you  understand  that  they  have  that  sort  of  an 
arrangement  f 

Mr.  Bliss.  Yes,  sir. 

Senator  HiSGOOK.  How  do  you  know  thatt 

Mr.  Bliss.  As  a  matter  of  common  report. 

Senator  Hisgogk.  You  only  know  it  by  report  f 

Mr.  Bliss.  That  is  all. 

The  Chairman.  Your  own  arrangement  is,  however,  an  absolute  rate 
fixed  and  published,  just  as  you  do  with  shipments  for  home  consump- 
tion. 

Mr.  Bliss.  Exactly. 

The  Chairman.  You  publish  the  rate  from  the  place  of  shipment  to 
Boston  at  so  much  and  then  to  that  amount  the  steamship  rate  in 
added? 

Mr.  Bliss.  Yes,  we  add  the  ship  rate  to  the  inland  rate. 
•  The  Chairman.  Is  that  of  any  particular  inconvenience  to  the  ship- 
per! -^ 

Mr.  Bliss.  Not  that  I  am  aware  of. 

The  Chairman.  Is  it  of  any  particular  inconvenience  to  the  rail- 
Toadt 

Mr.  Bliss.  Not  that  I  am  aware  of. 

Senator  Blair.  Is  not  the  real  difficulty  tha^the  Canadian  roads 
carry  the  greater  distance  more  cheaply  than  the  other  lines,  and  they 
are  able  to  do  so  f 

Mr.  Bliss.  They  do  carry  more  cheaply,  but  whether  they  are  more 
able  to  is  another  question.  I  do  not  know  why  a  railroad  can  carry 
twelve  hundred  miles  cheaper  than  it  can  carry  a  thousand  miles. 

Senator  Blair..  Your  position  is  that  the  consumers  shall  be  put  in 
a  situation  to  be  obliged  to  pay  more  than  they  now  pay  for  their  trans- 
portation going  over  the  Canadian  roads  t 

Mr.  Bliss.  My  position  is  that  the  Canadian  roads  be  subject  to  the 
same  regulations  as  our  roads,  and  then  let  them  make  such  rates  as 
they  have  a  mind  to. 

Senator  Blair.  The  effect  of  it  must  be  that  those  who  have  occasion 
to  pay  for  transportation  must  pay  more  than  they  now  do -over  the 
Canadian  roads. 

Mr.  Bliss.  That  would  depend  upon  whether  the  Canadian  roads 
charged  more  than  they  do  now.  If  they  saw  fit  to  charge  more  they 
would  have  to  change  all  their  rates  in  proportion. 
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Senator  Blair.  But  there  would  be  no  advantage  to  the  American 
roads  in  their  competition  with  the  Canadian  roads  aniess  in  some  way 
something  would  he  done  which  would  cause  the  Canadian  roads  to 
charge  more  than  they  do  now,  would  there  t 

Mr.  Uiiisa  We  should  hope  that  would  be  the  effect  of  it 
•  Senator  Blair.  Then  the  sabstance  of  it  all  is  this:  that  you  insist 
upon  something  being  done,  by  the  application  of  the  interstate  com- 
merce law  outside  of  our  own  political  jurisdiction,  which  would  make 
the  people  pay  more  for  transportation  than  they  do  now. 

Mr.  Bliss.  We  ask  to  have  all  lines  made  equal.  The  carriers  by 
water  jare  wholly  unrestricted  by  law,  and  the  Canadian  railways  have 
"very  nearly  the  same  privileges. 

Senator  Blair.  Tou  might  argue  that  the  American  lines  should  be 
liberated  from  any  inequitable  conditions  which  American  legislation 
places  upon  them.  You  might  argue  that  that  which  would  have  the 
effect  of  enabling  yo<;i  to  charge  less  than  now  be  provided  in  order  that 
you  might  meet  Canadian  competition ;  but  do  you  not  reverse  it  f 

Mr.  Bliss.  I  think  it  a  most  excellent  thing  to  have  the  American 
roads  regulated. 

Senator  Blair.  If  the  effect  of  it  should  be  to  make  the  people  pay 
moret 

Mr.  Bliss.  No  matter  what  the  effect  of  it  be,  they  should  be  regulated, 
and  if  regulated  it  seems  to  me  that  any  roads  that  come  in  competition 
with  the  American  roads  should  also  be  regulated. 

Senator  Blair.  If  the  effect  of  the  regulating  should  be  to  make  the 
cost  greater  to  those  who  pay  for  the  transportation,  would  that  be  an 
advantage  to  the  American  lines  t 

Mr.  Bliss.  Whether  the  cost  would  be  greater  or  less  is  a  matter 
not  worthy  of  consideration.  We  have  to  compete  with  the  lakes , 
and  canals,  and  where  water  comes  in  immediate  competition  unless 
we  reduce  rates  to  meet  the  water  lines  we  can  get  none  of  the  traffic, 
and  if  we  do  reduce  we  must  also  reduce  the  rates  on  all  intermediate 
business  affected  by  the  through  rate.  We  are  confronted  with  that 
disadvantage,  while  you  let  the  Canadian  lines  come  in  and  compete 
with  the  water  lines  and  railroad  lines  without  restriction. 

Senator  Blair.  The  evil  is  the  same  now  as  between  the  American 
railroads  as  it  is  between  the  Canadian  lines  t 

Mr.  Bliss.  Yes,  sir;  only  worse  because  it  reaches  more  points. 

Senator  Blair.  Kow,  to  remove  the  real  evil,  do  you  not  begin  at 
the  wrong  end  f  Would  you  not  say  that  the  American  railroads  be  at 
liberty  to  compete  with  the  water  lineSj  or  else  the  water  lines  be  put 
under  the  same  restrictions  as  the  land  lines  f 

Mr.  Bliss.  I  do  not 

Senator  Blair.  That  is  because  you  do  not  want  to  attack  American 
legislation. 

Mr.  Bliss.  I  think  it  a  very  good  plan  to  have  the  railroads  regulated. 
I  think  it  equally  well  as  a  principle  that  the  shorter  haul  should  pay 
no  more  than  the  longer  haul,  but  I  can  not  conceive  of  any  condition 
of  affairs  under  which  a  foreign  corporation  should  be  allowed  to  come 
into  the  United  States  and  make  such  rates  as  they  see  fit  while  the 
American  roads  are  tied  hand  and  foot. 

Senator  Blair.  What  you  ask  for  here  is  that  such  conditions  be 
placed  upon  the  Canadian  people,  who  have  always  done  business 
through  our  country  and  for  our  people,  as  will  oblige  them  to  charge 
our  people  more  than  they  now  do. 

Mr.  Buss.  I  do  not  say  that ;  I  do  not  ask  that    I  do  not  know  what 
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the  efiect  would  be  of  placing  these  foreign  roads  under  the  same  ref- 
lation as  the  United  States  roads.  If  they  were  obliged  to  conform  to 
the  United  States  law  in  every  particular  I  think  the  effect  would  be  to 
make  the  rates  more  stable  all  over  the  country.  'So  community  can  be 
benefited  by  rebates  paid  to  individual  shippers.  If  rates  are  to  be  re- 
duced they  should  be  reduced  to  all  alike. 

Senator  Blaib.  Suppose  that  should  be  prevented,  then  how*  would 
you  stand  t 

Mr.  Bliss.  If  the  Canadian  roads  were  subject  to  the  same  regulations 
both  as  to  American  and  Canadian  business  that  the  American  roads 
are  on  interstate  trafiQc  then  we  should  be  on  an  equal  footing,  but  if 
their  trafiBo  from  the  United  States  to  Canadian  ports  is  unrestricted 
what  is  to  prevent  their  paying  rebates  and  diverting  to  Canadian  ports 
a  large  amount  of  business  which  would  naturally  go  through  the 
Unit^  States  f  If  these  Canadian  lines  are  not  in  a  position  to  offer 
inducements  to  shippers,  how  does  it  happen  that  the  proportion  of 
traffic  going  over  the  Canadian  roads  has  increased  so  largely  since  the 
interstate  commerce  act  went  into  effect  t 

Senator  Blaib.  That  is  a  conundrum,  and  the  answer  seems  to  be 
pretty  plain.  But  suppose  discrimination  as  between  individuals  be 
prohibited,  and  be  eft'ectually  prohibited  on  the  part  of  the  Canadian 
roads,  and  there  should  be  nothing  but  the  application  of  this  long  and 
short  haul  principle,  how  would  that  bet 

Mr.  Bliss.  Then  how  are  you  going  to  prevent  the  Canadian  roads 
making  up  their  losses  on  through  business  by  recouping  on  the  local 
business  t 

Senator  Blaib.  I  do  not  expect  to  provide  a  way  by  which  they 
should  not.  I  was  about  to  ask  you,  as  a  railroad  man,  bow  to  cure  the 
difficulty. 

Mr.  Bliss.  I  could  not. 

Senator  Blaib.  Suppose  discrimination  as  between  individuals  be 
effectually  prohibited  f 

Mr.  Bliss.  Then  you  have  the  geographical  advantage. 

Senator  Blaib.  Is  it  not  by  reason  of  that  geographical  advantage 
that  these  Canadian  roads  are  doing  the  business  cheaper  than  the 
American  roadst 

Mr.  Bliss.  I  mean  to  say  that  a  large  part  of  this  territory  is  exempt 
from  the  operation  of  the  interstate  commerce  law.  The  real  geograph- 
ical advantage  is  that  we  have  the  shorter  line  from  Chicago  to  Bos- 
ton and  to  !New  York. 

Senator  Blaib.  And  from  St  Paul  t 

Mr.  Bliss.  Yes,  and  from  St.  Paul.  Take  the  <<  Soo"  route  and  it 
would  not  be  far  different.  I  believe  they  make  the  same  rates  from 
St.  Paul  as  we  do  from  Chicago. 

Senator  Blaib.  If  you  apply  the  principle  of  the  interstate  commerce 
law  to  these  Canadian  lines  in  order  that  the  American  lines  may  be- 
come better  off  the  cost  of  transportation  to  the  man  who  pays  it  must 
be  increased,  must  it  nott 

Mr.  Bliss.  That  is  not  the  question  which  rules  the  American  lines. 

Senator  Blaib.  Suppose  you  answer  that  question. 

Mr.  Bliss.  I  do  not  know  that  I  am  able  to  answer  that.  I  have  no 
means  of  knowing  what  the  Canadian  lines  propose  to  do.  If  these 
foreign  roads  are  put  under  the  same  restrictions  as  we  are,  and  then 
secure  the  trade,  I  do  not  thiuk  the  American  roads  can  complain.  If,  on 
tbe  other  hand,  these  foreign  competitors  are  not  put  upon  the  same  basis 
with  us  by  some  regulation  we  have  a  right  to  complain  of  this  unfair 
competition. 
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Senator  Blaib.  Has  tbe  basiness  of  your  line  been  itijared  by  the 
existing  condition ;  the  presence  of  this  Canadian  competition  t 

Mr.  Bliss.  If  yon  refer  to  the  Boston  and  Albany,  I  do  not  think 
there  is  any  money  in  this  throngh  basiness  at  all.  Doubtless  it  is 
being  taken  away. 

Senator  Blaib.  Do  you  think  Oanadiaa  competition  does  that  t 

Mr.  Bliss.  Yes,  sir. 

Senator  Blaib.  That  is  yon  mean  to  say  a  condition  has  now  been 
reached  by  which  the  shorter  American  lines  are  unable  to  do  the  through 
business  at  a  profit  t 

Mr.  Bliss.  Not  all  of  them.  , 

Senator  Blaib.  Well,  take  your  road,  then.         • 

Mr.  Bliss.  I  am  speaking  of  my  own  road. 

Senator  Blaib.  Your  road  is  the  same  as  the  Few  York  Gentral  f 

Mr.  Bliss.  Far  from  it.  Our  coal  costs  us  twice  as  much  as  does  the 
coal  of  the  New  York  Central,  and  we  pull  about  two-thirds  of  the  train 
tbey  do.    We  are  almost  an  infant  compared  with  it 

Senator  Blaib.  The  conditions  are  such  that  the  New  York  Gen- 
tral can  allow  you  enough  out  of  the  joint  freight  rate  from  the  western 
point  to  Boston  so  that  you  can  afiford  to  do  the  business  t 

Mr.  Bliss.  W6  do  it. 

Senator  Blaib.  You  think  that  bnsii^ess  is  of  no  value  to  yon  f 

Mr.  Bliss.  I  think  it  is  valueless. 

Senator  Blaib.  And  if  it  were.not  for  some  existing  cause  you  would 
charge  more  for  it,  or  else  3'ou  would  not  do  the  business  if  you  did  not 
receive  a  higher  rate  than  you  now  gett 

Mr.  BlissI  I  think  we  should. 

Senator  Blaib.  You  hardly  do  business  for  nothing,  do  yout 

Mr.  Bliss.  1  do  not  know  about  that.  I  do  not  know  but  what  a  road 
has  to  do  some  of  its  business  for  nothing. 

Senator  Blaib.  But  you  do  this  through  business  t 

Mr.  Bliss.  I  think  a  railroad  chartered  by  a  State  has  a  public  duty 
as  well  as  cori)orate  rights.  I  think  it  has  functions  to  perform  aside 
from  the  endeavor  to  get  money  into  its  treasury.  I  think  it  owes  a 
duty  to  the  public  and  the  public  owes  a  duty  to  it.  I  do  not  think 
foreign  roads  should  be  allowed  to  come  into  this  country  and  compete 
with  the  United  States  roads,  even  if  the  foreign  road  does  the  business 
at  a  loss,  so  long  as  the  roads  in  the  CTnited  States  are  under  restric- 
tions that  are  not  imposed  ui)on  the  foreign  competitor.  We  are  com- 
pelled under  the  present  condition  of  afflftirs  to  do  a  proportion  of  our 
business  at  a  loss,  and  we  complain  that  the  foreign  competitor  is  not 
under  the  same  regulations  that  we  are. 

Senator  Blaib.  Unless  you  charge  more  for  what  you  do  you  could 
hardly  get  more  for  your  services,  could  you  f 

Mr.  Bliss.  I  do  not  say- that  we  would  charge  more  if  the  Canadian 
lines  were  put  under  the  same  regulations. 

Senator  Blaib.  But  all  that  keeps  you  from  charging  more  is  this 
Canadian  competition,  is  it  nott 

Mr.  Bliss.  I  do  not  know.  It  may  be  that  the  competition  by  lake 
and  canal  prevents  us  from  charging  higher  rates.  There  are  a  thou- 
sand and  one  things  that  go  into  the  making  of  rates.  For  example, 
ten  years  or  eight  years  or  nine  years  ago  when  tolls  were  charged  on 
the  canal  we  then  made  what  we  thought  would  be  a  low.  rate  to  meet 
that  competition,  and  then  in  the  winter  we  could  recoup,  and  now  comes 
1^  route  by  way  of  the  Mississippi  Biver  and  New  Orleaus,  and  that  con- 
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trols  tbe  Kansas  rate,  and  the  snmmer  and  winter  rates  are  nearly  the 
same. 

Senator  Blaib.  Therefore  you  would  have  the  'water- ways  put  under 
the  same  regulations  as  the  railways  in  order  to  protect  youf 

Mr.  Bliss.  I  do  not  know  as  to  that.    I  do  not  say  that. 

Senator  Blaib.  There  is  a  point  where  there  are  causes  that  yon 
cannot  reach  and  regulate  by  legislation  f 

Mr.  Bliss.  Yes. 

Senator  Blaib.  We  are  dealing  with  a  difficult  subject  and  we  are  in 
the  same  fix  that  you  are.  If  you  do  not  give  us  any  light  on  the  sub- 
ject we  can  not  deal  with  it.  The  main  point,  however,  that  I  would  like 
to  have  answered  iS  this:  Whether,  in  order  to  relieve  American  rail- 
roads so  far  as  Canadian  competition  is  concerned,  it  is  not  necessary 
that  something  be  done  which  will  increase  the  charges  for  transporta- 
tion over  the  Canadian  roads  t 

Mr.  Bliss.  I  do  not  think  I  ought  to  answer  that  question  differently 
from  what  I  have,  I  do  not  see  how  I  can  give  any  other  answer.  I 
say  it  is  unjust  to  permit  these  foreign  corporations  to  come  in  here  and 
prey  upon  this  business  wholly  unrestricted.  This  is  a  community 
wholly  given  over  to  the  doctrine  of  a  protective  tariff,  but  they  do  not 
hesitate  to  ask  that  the  Canadian  roads  may  be  allowed  to  compete  with 
the  American  lines  without  restriction.  There  would  be  a  loud  outcry 
against  the  Government  if  it  should  permit  a  foreign  manufacturer  to 
bring  in  his  building  material  for  the  construction  of  his  mill  without 
duty,  and  then  to  fill  it  with  machinery  brought  in  free,  and  finally  per- 
mit him  to  do  business  without  taxation.  Under  this  condition  of 
affairs  the  time  would  not  be  long  before  the  American  mills  would  be 
driven  out  of  their  own  market.  Under  the  present  law  the  Canadian 
railways  bear  about  the  same  relation  to  tbe  American  roads  that  the 
foreign  manufacturer  would  to  the  American  manufacturer.  These 
Canadian  railways  pay  no  tribute  to  the  General  Government  nor  to 
the  States.  Their  rolling-stock  is  built  in  Canada,  if  it  pleases  them  so 
to  do,  and  their  cars  are  permitted  to  pass  as  freely  to  and  from  the 
United  States  as  if  they  were  built  on  this  side  of  the  border.  If,  in 
addition  to  all  thebe  advantages,  they  are  permitted  to  compete  for 
American  business  without  control  it  will  not  be  long  before  serious 
injury  will  be  done,  not  only  to  the  railroads  of  this  country,  but  to  its 
business  as  well,  by  diversion  of  its  domestic  trade  to  a  foreign  state. 

Senator  Blaib.  If  this  Canadian  competition  is  not  doing  you  an  in- 
jury, have  you  any  reason  to  complain  t 

Mr.  Bliss.  We  think  it  is  doing  us  an  injury. 

Senator  Blaib.  And  you  will  not  lessen  your  charges  t 

Mr.  Bliss.  That  depends.  The  rate  may  go  so  low  that  they  would 
abandon  the  business.  I  do  not  think  the  Canadian  roads  are  doing 
the  business  to  please  the  American  merchant,  but  for  a  profit,  and 
wherever  the  American  roads  put  the  rate  the  Canadian  road  follows 
just  up  to  a  point  to  get  the  business  away  from  the  American  roads, 
and  they  will  go  down  to  a  price  which  will  take  the  business  as  long 
as  it  pays  any  profit  at  all. 

Senator  Blaib.  The  further  down  they  go  the  less  it  costa  the  man 
who  has  to  pay  for  the  transportation  t  • 

Mr.  Bliss.  I  do  not  know  that  it  is  beneficial  to  a  community  to  have 
low,  but  unequal,  rates.  I  think  it  is  better  to  have  the  rates  steady 
and  uniform,  and  I  think  that  if  the  rates  were  not  changed  more  than 
once  a  year  it  would  be  better  all  around. 

Senator  Blaib.  7ou  refer  now  to  fluctuating  charges  t 
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Mr.  Bliss.  Yes,  sir. 

Senator  Blair.  I  was  pot  referriug  to  that. 

Mr.  Bliss.  The  merchant  may  pay  less  to-day  by  reason  of  the  com- 
petition of  the  Canadian  railroads,  but  suppose  he  pays  loss  than  his 
neighbor  or  one  stean)-ship  line  gets  a  lower  rate  than  another,  is  that 
for  the  benefit  of  the  American  community  f  I  should  say  no.  I  think 
it  is  a  benefit  to  the  individual  and  a  benefit  to  the  Canadian  line,  if 
they  both  profit  by  it- 
Senator  Blaib.  What  practicable  way  occurs  to  your  mind  of  sub- 
jecting the  Canadian  road  in  Canadian  jurisdiction  to  the  operation  of 
the  American  statutes  t  * 

Mr.  Bliss.  That  is  a  question  of  statesmanship.  * 

Senator  Blaib.  You  think  the  condition  ought  to  be  imposed  that 
they  should  conform  to  our  law  or  else  that  they  should  not  do  business 
for  the  American  people  t 

Mr.  Bliss.  I  should  think  so. 

Senator  HiscocE.  You  do  not  know  any  reason  why  the  trunk  lines 
of  Canada  should  be  allowed  to  be  outside  of  the  provisions  of  the  in- 
terstate commerce  law  any  more  than  the  trunk  lines  of  the  United 
States,  do  you  t 

Mr.  Bliss.  !No,  sir. 

EFFECT  OF  THE  INTERSTATE  OOMMEBOE  LAW. 

Senator  Oobman.  I  understood  you  to  say  that  as  a  rule  you  think 
the  regulation  by  law  of  the  common  carriers,  as  is  now  done,  is  a  wise 
provision  t 

Mr.  Bliss.  I  do,  indeed. 

Senator  Gobman.  Outside  of  the  competition  of  the  Canadian  roads 
has  the  law  operated  to  the  disadvantage  of  the  railroads  at  all  t 

Mr.  Bliss.  So  many  disagree  with  me  on  that  question  that  I  really 
do  not  know  how  to  answer.  As  far  as  it  relates  to  our  own  road,  I 
think  the  law  has  not  operated  to  our  disadvantage.  I  should  dislike 
very  much  to  go  back  to  that  condition  of  chaos  in  which  we  were  prior 
to  the  passage  of  the  interstate  law. 

Senator  Gobman.  What  has  been  the  effect  of  the  interstate  com- 
merce act  f 

Mr.  Bliss.  It  has  equalized  rates.  The  railroads  are  better  con- 
ducted throughout  the  land. 

Senator  Gobman.  Is  that  so  with  respect  to  through  freight  from 
Chicago  and  other  western  points  to  Boston,  for  instance  t 

Mr.  Bliss.  I  think  so.  Merchants  here  will  doubtless  be  iftble  to  tell 
you  more  definitely  than  I  can  what  the  effect  is  on  their  rates.  I 
think,  too,  it  has  tended  to  stop  personal  discrimination.  I  have  no 
doubt  discriminations  still  go  on  to  a  limited  extent  in  the  United 
States.  I  have  no  doubt  discriminations  are  made  by  Canadian  lines 
to-day. 

Senator  Gobman.  But  I  am  now  speaking  of  our  own  country.  So 
tar  as  you  are  concerned  here  has  the  law  had  that  effect  t 

Mr.  Bliss.  I  think  so. 

Senator  Gobman.  Therefore,  as  an  American  railroad  man,  you 
would  not  have  the  provisions  of  the  law  changed  t 

Mr.  Bliss.  No,  sir:  but  I  would  have  them  enforced. 

The  Chairman.  Have  the  provisions  of  the  law  enforced  t 

Mr.  Bliss.  Yes,  sir. 

The  Chaibman.  That  is  what  we  are  trying  to  do  now. 
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Seoator  Gorman.  Are  yon  of  the  opinion  that  any  additional  pro- 
visions should  be  added  to  the  present  law  to  make  it  more  rigid  t 

Mr.  Bliss.  I  think  the  law  should  be  amended  «o  as  to  embrace  this 
Canadian  business. 

Senator  Gorman.  I  mean  outside  of  that. 

Mr.  Bliss.  Well,  the  law  has  not  been  enforced  as  yet.  The  penal- 
ties of  the  law  have  not  been  enforced  in  but  one  case,  and  I  am  not 
sure  that  they  were  enforced  in  that.  After  the  law  has  had  a  fair 
trial  it  will  be  time  enough  to  amend  it. 

The  Chairman.  Do  you  think  the  amendments  which  were  lately 
put  in  the  bill  were  opportune  t 

Mr.  Bliss.  I  think  so ;  but  they  are  like>  all  other  amendments.  If 
your  law  is  dead  the  amendments  are  of  no  use. 

Senator  Gorman.  I  take  it  for  granted  you  have  complied  with  the 
law  pretty  generally  as  to  the  through  business  on  your  road. 

Mr.  Bliss.  Not  "  generally,"  but  absolutely. : 

Senator  Gorman.  What  effect  has  the  law  had  on  the  Canadian 
ix>adst 

Mr.  Bliss.  I  think  it  has  increased  their  business. 

Senator  Gorman.  To  what  extent  has  it  increased  their  business  t 

Mr.  Bliss.  I  think  it  has  doubled  their  shipments  from  Chicago. 

Senator  Gorman.  How  has  the  law  aff(Bcted  your  road  ]  has  your  ton- 
nage fallen  off  or  increased  t 

Mr.  Bliss.  The  tonnage  increases  naturally  every  year,  but  there 
has  been  no  phenomenal  increase. 

Senator  Gorman.  You  think  the  Canadian  roads  ought  to  be  subject 
to  the  same  regulations  precisely  as  are  the  American  roads  if  they  are 
permitted  to  do  business  in  this  country  f 

Mn  Bliss.  Yes,  sir ;  I  do. 

Senator  Gorman.  Suppose  such  an  arrangement  can  not  be  brought 
about,  what  would  be  your  remedy  t 

Mr.  Bliss.  I  would  not  let  the  cars  pass  off  the  Canadian  roads  into 
the  territory  of  the  United  States  except  on  payment  of  duties. 

The  Chairman.  Unless  the  Canadian  roads  are  subject  to  the  same 
regulation  as  the  American  roads,  is  that  your  idea  t 

Mr.  Bliss.  Yes. 

Senator  Reaoan.  What  is  the  distance,  by  the  shortest  route  on  the 
A.merican  side,  between  Chicago  and  Boston  t 

Mr.  Bliss.  I  think  it  is  1,000  miles. 

Senator  Beaoan.  What  is  the  distance  by  the  Canadian  roads  t 

Mr.  Bliss.  I  think  it  about  150  miles  more. 

Senator  Beag-an.  I  will  ask  you  a  question  which  we  all  understand, 
but  do  so  simply  for  the  purpose  of  allowing  it  to  go  into  the  record. 
What  is  the  relative  amount  of  business  and  population  along  the  two 
lines  t 

Mr.  Bliss.  I  can  not  answer  that. 

Senator  Beag-an.  Is  there  not  much  more  business  and  larger  popu- 
lation along  the  lines  in  the  United  States  than  along  the  Canadian 
lines  t 

Mr.  Bliss.  Yes. 

Senator  Beag-an.  Then,  considering  the  greater  length  of  the  line 
through  Canada  and  the  fact  that  they  have  to  cross  the  river  at  Detroit, 
the  sparseness  of  population,  and  the  small  amount  of  business  along 
the  line,  if  the  raw  which  applies  to  United  States  roads  could  be  ap- 
plied to  the  Canadian  roads  would  it  not  so  inc  .ease  the  business  of  your 
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road,  for  instance,  and  the  roads  on  the  American  side,  as  to  enable 
them  to  do  bnskiess  more  cheaply  than  they  now  do  t 

Mr.  Bliss.  I  suppose,  Senator,  that  all  railway  managers  recognize 
the  fact  that  the  poor  lines  mast  do  B(me  business ;  they  can  not  be  en- 
tirely dried  up.  Pooling  is  prohibited  under  the  law,  and  differential 
rates  have  taken  the  place  of  the  pool.  If  a  railway  is  found  entirely 
without  business  it  becomes  dangerous  both  to  the  other  roads  and  to 
the  shippers. 

Senator  Reagan.  My  question  was  whether,  considering  the  greater 
length  of  the  line  through  Canada,  the  crossing  of  the  river  at  Detroit,  the 
sparseness  of  population  along  the  line,  and  the  small  amount  of  busi- 
ness, if  the  law  was  fairly  enforced  on  both  sides,  so  as  to  apply  to  both 
American  and  Canadian  roads,  and  each  one  honestly  obeyed  it — 
whether  you  can  not  carry  freight  to  and  from  Boston,  from  the  West, 
cheaper  than  you  now  do,  and  as  cheaply  as  the  Canadian  roads  can, 
and  cheai>ert 

Mr.  Bliss.  Yes,  sir ;  cheaper  than  we  now  can. 

The  Chairman.  There  was  a  case  before  the  Interstate  Commerce 
Commission  some  time  ago  involving  the  question  of  relative  rates  as 
between  New  York  and  Boston,  was  there  not  f 

Mr.  Bliss.  Yes,  there  was. 

The  Chaibman.  What  was  that  founded  upon,  do  you  remember  f 

Mr.  Bliss.  The  ground  of  complaint  was  that  the  rate  per  ton  per 
mile  from  the  West  to  Boston  was  greater  than  the  rate  per  ton  per 
mile  from  the  West  to  New  York. 

The  Chairman.  Who  made  the  complaint  t 

Mr.  Bliss.  The  Chamber  of  Commerce,  I  think. 

The  Chairman.  What  was  the  decision  of  the  Commission  t 

Mr.  Bliss.  A  decision  adverse  to  the  petitioners  was  rendered. 

8TATEHEHT  OF  0HARLS8  F.  CHOATE. 

Mr.  Charles  F.  Choate,  president  of  the  Old  Colony  Railroad, 
appeared. 

The  Chairman.  You  are  president  of  a  railroad,  I  believe. 

Mr.  Choate.  Yes,  sir;  I  am  president  of  the  Old  Colony  Railroad. 

The  Chairman.  How  long  have  you  been  president  of  that  road  f 

Mr.  Choate.  For  ten  or  twelve  years. 

The  Chairman.  You  have  been  before  this  committee  on  a  former 
occasion,  I  believe,  and  as  you  are  familiar  with  the  purport  of  the  reso- 
lution, of  the  Senate  of  the  United  States  under  which  the  committee  is 
acting,  we  will  be  pleased  to  have  you  proceed  and  give  your  views 
upon  the  subject  generally. 

Mr.  Choate.  Mr.  Chaifman,  I  am-  president  of  a  local  road,  practi- 
cally.  We  have  nearly  one-third  of  the  mileage  of  the  State  of  Massa* 
chnsetts,  and  we  have  an  exclusive  mileage.  We  have  the  whole  south- 
eastern part  of  the  State. 

The  Chairman.  You  say  yon  have  no  competition  t 

Mr.  Choate.  Yes,  sir;  no  competition.  Our  road  is  managed  as  a 
local  road.  We  have  a  connection  to  New  York  by  boat,  and  in  that 
way  we  make  a  Boston  rate  over  the  greater  portion  of  the  Old  Colony 
Railroad. 

WHAT  the  CANADIAN  ROADS  HAVE  DONE. 

The  only  question  in  which  I  feel  any  particular  interest  in  this  in- 
vestigation is  the  proposition  to  cnt  off  the  Canadian  roads  entirely 
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from  doing  bosineBs  in  the  United  States.  I  am  clearly  of  tbe  opinion 
that  the  Canadian  lines  in  tbe  past  have  exerted  a  very- important  part 
with  respect  to  all  bnsiness  to  and  from  New  England.  It  has  simply 
been  through  the  competition  ofvthe  Canadian  lines  that  rates  to  and 
from  New  England  have  been  reduced.  The  Canadian  roads  have  made 
manufacturing  more  possible  and  more  profitable  in  New  England  than 
it  ever  was  before.  All  the  heavy  freight  brought  here  is  brought  at 
much  lower  rates  since  the  Canadian  roads  have  entered  into  this  bnsl- 
nessy  and  tJie  products  of  New  England  have  been  carried  cheaper  than 
they  ever  were. 

The  best  statement  L  have  seen  in  regard  to  the  effect  of  the  competi- 
tion of  the  Canadian  roads  is  one  made  by  Mr.  Adams,  made  when  he 
was  railroad  commissioner,  and  it  is  as  true  now  as  it  was  then.  I  read 
from  the  report  made  in  1871.  The  Boston  and  Lowell  Railroad  was 
the  terminus  of  that  line,  and  they  formed  a  connection  with  it. 

The  Chairman.  Of  what  line  t 

Mr.  Choat£«  Of  what  was  called  then  the  Northern  Line,  and  it  bus 
continued  to  be  the  Northern  Line  since  then. 

Senator  Oobman.  You  mean  the  Grand  Trunk  Line. 

Mr.  Choate.  Yes,  sir ;  the  Grand  Trunk  Line. 

Mr.  Adams  states  it  in  this  way,  and  I  think  he  states  it  very  well : 

Next  to  the  BostoD  and  Albany,  the  Boston  and  LoweU  is  the  MassachnsetU  corpo- 
ration most  actively  concerned  in  the  large  railroad  combinations.  The  position  of 
and  the  results  accomplished  by  this  corporation  are,  the  commissioners  believe,  with- 
ont  a  parallel.  Owning  in  all  bat  26  milesof  road,  operating  altogether  bnt  125  miles, 
and  representing  but  95,000,000  of  capital,  this  apparently  insignificant  company, 
through  the  energy  and  ability  of  its  management,  has  of  late  exercised  a  moat  per- 
ceptible influence  on  the  whole  railroad  system  of  the  country,  including  the  largest 
and  most  powerfiil  of  its  combinations.  The  corporation  has  two  direct  and  close 
conuectious  with  the  West,  one  by  way  of  Ogdensbnrgh  and  the  hikes  and  the  other 
by  way  of  Montreal,  the  Dominion,  and  Detroit.  Through  these  it  has,  during  the 
last  year,  kept  up  a  direct  competition  with  the  more  southern  routes  between  Chicago 
and  the  East,  and,  in  spite  of  the  greater  distance  travt  rsed,  being  the  equivalent  of 
15  per  cent,  of  the  whole,  this  competition  has  been  so  effective  that  it  has  kept  the 
rates  to  and  from  Boston  and  the  West  always  as  favorable,  and  often  more  so,  than 
those  to  and  from  New  York.  This  combination  mainly  operates  for  through  bnsiness 
through  the  ''National  Car  Company,"  a  Vermout  corporation,  which  furnishes  to 
the  several  roads  500  cars  with  adjustable  axles.  During  the  ten  months  ending 
October  31,  1370,  16,805  tons  of  outward  and  13,800  tons  of  inward  freight  have  beea 
moved  in  these  cars  at  rates  sometimes  as  low  as  6  mills,  but  generally  varying  at 
from  1  to  2  cents  per  mile,  while  to  and  from  Ogdensburgh  large  amounts  have  been 
moved  at  $2.50  per  ton,  or  6  mills  per  mile.  Meanwhile  this  combination,  so  important 
an  element  in  the  prosperity  of  the  Commonwealth,  though  it  controls  400  miles  of 
road  to  Ogdeubburgh  and  1,150  to  Chicago,  though  it  has  more  than  1,000  additional 
miles  of  road  contributory  to  it  or  fed  by  it,  though  it  employs  some  6,000  freight 
cars  in  doing  its  work  of  transportation  in  New  England,  yet  has  only  6S  miles  of  it 
within  the  jurisdiction  or  subject  to  the  laws  of  MassaohusettS|  not  one-tweutieth 
part  of  the  whole. 

The  fact  is  that  this  Ganadian  lin  Ai  natarally  a  competing  line.  It 
has  all  the  elements  of  a  competing  line,  and  1  think  it  always  will  have. 
It  is  a  longer  line,  and  that  is  one  evidence  that  it  can  not  get  business 
unless  it  can  compete.    It  is  not  compelled  to  pay. dividends. 

The  Chairman.  Who  is  not  compelled  to  i>ay  dividends) 

Mr.  Choate.  The  Grand  Trunk  and  the  Vermont  Central. 

The  Chairman.  How  is  that  f 

Mr.  Choate.  They  never  have  paid  dividends.  I  do  not  know  why. 
This  side  of  White  River  Junction  has  been  a  dividend-paying,  road, 
and  they  have  taken  a  part  of  this  business,  but  it  has  been  done  at  a 
very  low  rate. 

The  Chairman.  You  mean  that  the  Government  is  supporting  the 
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roud — that  it  is  a  military  or  political  roate  rather  than  a  commercial 
onet 

Mr.  Choate.  I  do  not  mean  that.  The  Vermont  Central  has  been 
through  all  sorts  of  vicissitudes.  It  has  been  broken  down  two  or  three 
times  and  then  reorganized,  and  they  have  never  paid  any  dividends. 
The  Orand  Trunk  has  never  paid  any  dividends. 

The  Chaibman.  What  is  the  fact,  if  yod  know,  as  to  the  aid  received 
by  the  Canadian  roads  from  the  Canadian  Government  t 

Mr.  Choate.  The  Canadian  Pacific  and  the  Orand  Trunk  have  both 
been  subsidized,  certainly. 

The  Chaibsian.  The  purport  of  the  report  of  Mr.  Adams,  from  which 
yon  have  just  read,  is  to  the  effect  that  the  Canadian  roads  have  been 
valuable  aids  to  business  in  this  seccion  of  the  country  in  reducing  rates 
to  manufacturers,  etc. 

Mr.  Choate.  There  is  no  doubt  about  it. 

The  Chaibman.  Of  course  that  is  to  the  advantage  of  the  business 
people  of  Boston  and  of  any  other  locality  that  the  Canadian  roads 
touch.  Do  you  think  that  that  competition  should  be  allowed  to  go  on 
unrestrained  by  any  law  to  which  our  own  roads  are  subject) 

Mr.  Choate.  That  is  a  question  I  do  not  know  whether  I  can  answer 
or  not.  I  do  not  believe  you  can  restrain  them.  No  law  has  ever  re- 
strained them  heretofore. 

The  Chaibman.  Do  you  think  that  they  ought  to  be  restrained? 

Mr.  Choate.  I  think  that  the  American  roads  should  be  allowed  to 
compete  on  equal  terms. 

The  Chaibman.  The  general  manager  of  the  Orand  Trunk  testified 
that  in  all  American  business,  business  which  touches  the  United  States 
in  any  way,  they  regard  themselves  as  subject  to  the  interstate  com- 
merce law,  and  act  accordingly.    If  that  is  true,  is  that  snfilcient  t 

Mr.  Choate.  I  understand  it  was  so  stated  before  your  committee. 

The  Chaibman.  Now,  as  a  matter  of  fact,  with  the  sparsely  settled 
territory  through  which  the  Canadian  Pacific  runs,  and  the  Orand 
Trunk,  too,  in  part,  do  you  think  they  can  recoup  very  much  on  their 
local  business  without  breaking  down  the  business  in  their  own  country  t 

Mr.  Choate.  I  should  not  suppose  they  could. 

The  Chaibman.  I  believe  they  say  that'  practically  they  do  not  re- 
coup at  all.  Now,  if  they  do  not  recoup,  and  are  obeying  the  law,  they 
are  giving  the  people  of  this  section  and  other  sections  cheaper  rates 
of  freight,  and  are  on  the  same  basis,  so  far  as  regulations  are  concerned, 
as  our  roads  are }  and  you  can  not  ask  anything  more  than  that,  can 
you  f 

Mr.  Choate.  Well,  restrictions  are,  to  a  certain  extent,  placed  upon 
the  American  roads,  and  if  yon  are  going  to  endeavor  to  make  a  fair 
field  between  the  two  the  restrictions  ought  to  be  applied  equally,  if  it 
can  be  done.    How  it  can  be  done  I  can  not  say. 

The  Chaibman.  You  have  not  undertaken  to  work  out  that  problem  f 

Mr.  Choate.  No,  sir. 

The  Chaibman.  I  suppose  it  could  not  be  done  by  ordinary  legis- 
lation. 

Mr.  'Choate.  I  think  not. 

The  Chaibman.  Could  it  be  done,  in  your  judgment,  by  treaty  stip- 
ulations between  the  two  Oovemments  f 

•  Mr.  Choate.  If  the  Canadian  Oovemment  applied  the  same  regu- 
lations to  their  roads  as  the  American  Congress  does  to  our  roads,  I 
think  that  would  settle  it. 
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The  Ghaibman.  There  is  no  reason  why  the  two  Qovernments  could 
not  make  such  an  arrangement,  if  they  were  disposed  to  do  so,  is  there  f 

OPEBATIONS  OP  THE  OLD  COLONY  BOAD. 

Mr.  Ohoate.  I  think  not. 

The  Chaibhan.  Your  own  road  is  practically  a  local  road.  I  have 
forgotten  whether  you  stated  your  road  had  a  western  connection. 

Mr.  Ohoate.  We  have  a  western  connection  with  all  the  roads,  but 
we  do  not  do  a  great  amount  of  western  business.  The  whole  south- 
eastern part  of  Massachusetts  is  dependent  upon  us.  We  run  through 
a  very  large  manufacturing  district,  and  we  carry  a  great  deal  of  cot- 
ton.   I  suppose  we  are  the  largest  cotton  carrier  in  the  United  States. 

The  Ghaibman.  From  where  does  the  cotton  come  t 

Mr.  Ghoate.  From  all  over  the  South ;  it  comes  in  all  sorts  of  ways. 
We  connect  at  Lowell  with  the  I^orthern  line,  and  some  cotton  is  brought 
that  way,  via  the  Canadian  line.  We  connect  at  Fitchbnrgh  with  the 
floosac  Tunnel  line,  at  Framingham  with  the  Boston  ahd  Albany,  at 
Walpole  with  the  New  York  and  New  England,  and  we  have  our  own 
boat  line  to  New  York,  and  we  can  connect  with  the  Pennsylvania  Bail- 
road. 

The  Ghaibman.  Do  you  receive  freight  from  these  roads  you  have 
mentioned  on  through  bills  of  lading? 

Mr.  Ghoate.  We  have  a  through  bill  of  lading.  We  have  a  specific 
car-load  rate  upon  cotton  from  all  these  points. 

The  Ghaibman.  So  that  your  local  rate  is  not  the  same  to  the  people 
all  along  the  line  as  you  give  to  the  shipment  that  goes  south  and  west! 

Mr.  Ghoate.  The  rates  that  we  get  on  the  through  business  are  gen- 
erally lower  than  the  local  rates,  but  not  the  same  disproportion  as 
there  is  on  roads  generally.  We  have  an  arrangement  with  the  Penn- 
sylvania Railroad  by  which  they  deliver  cotton  at  all  points  at  Boston 
rates,  and  the  other  roads  have  all  conformed  to  it,  I  think,  and  pay  us 
our  local  charge. 

The  Ghaibman.  You  have  very  little  occasion,  except  in  regard  to 
this  through  business  of  cotton  and  grain  and  beef,  etc.,  of  paying  any 
attention  to  the  interstate  commerce  act,  have  you  t 

Mr.  Ghoate.  Very  little.  I  suppose  our  business  is  less  affected  by 
the  interstate  commerce  act  than  that  of  any  corporation  in  the  United 
States. 

The  Gelaibman.  I  supposed  that  was  true  from  my  knowledge  of  the 
road.  So  that  you  have  no  special  suggestions  to  make  in  reference  to 
the  interstate  commerce  act,  or  have  you  t 

Mr.  Ghoate.  No,  sir;  I  have  not. 

The  Ghaibman.  While  you  admit  and  believe  that  these  Canadian 
roads,  in  competition  with  the  American  roads,  are  an  advantage  to 
your  people  in  respect  to  bringing  your  products  here  at  cheaper  rat«s, 
yet  you  still  believe,  do  you,  or  do  you  not,  that  they  ought  to. be  regu- 
lated in  the  same  way  as  are  the  American  roads,  if  it  can  be  done  t 

Mr.  Ghoate.  I  think  so.  I  have  no  doubt  the  business  of  the  Cana- 
dian roads  to  and  from  New  England  has  been  very  largely  increasckl 
since  the  passage  of  the  interstate  commerce  law. 

The  Ghaibman.  Would  it  not  have  been  increased  whether  the  law 
was  passed  or  not  f 

Mt.  Ghoate.  I  do  not  think  it  would.    As  a  rule,  I  think,  in  respect 
of  the  greater  part  of  the  business,  the  Canadian  roads  were  at  a  disad- 
vantage prior  to  the  passage  of  the  interstate  law,  and  copld  only  do 
.business  at  a  lower  rate. 
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INOBEASE  OF  TBAFFIO  OYER  CANADIAN  ROADS. 

Senator  Gorman.  When  yon  say  the  businesB  of  the  Canadian  roads 
has  increased  very  mnch  since  the  passage  of  the  law,  do  you  mean  that 
they  have  got  an  undue  proportion  of  the  tonnage  t 

Mr.  Choate.  I  have  no  doubt  of  it — in  certain  kinds  of  business.  I 
was  informed  the  other  day  that  all  the  business  of  the  New  England 
mills  to  and  from  China  is  carried  over  the  Canadian  roads. 

The  Chairman.  What  kind  of  traffic  is  thatt 

Mr.  Choate,  Cotton  goods,  and  so  on. 

The  Chairman.  From  New  England  mills  t 

Mr.  Choai*e.  Yes,  sir;  from  New  England  mills.  The  Canadian  Pa- 
cific run  a  car  into  the  mill-yard,  where  it  is  loaded  and  sent  to  the 
shipping  point,  and  then  the  goods  are  taken  by  Euglish  steamers  to 
Victoria  or  Puget  Sound,  and  at  Victoria  or  Puget  Sound  they  are 
taken  by  English  steamers  to  China.    That  is  new  business. 

The  Chairman.  Would  that  be  so,  in  your  judgment,  if  there  were  no 
interstate  commerce  law  at  all  t 

Mr.  Choate.  I  think  that  traffic  would  go  on  other  roads.  I  think 
it  would  be  taken  by  American  roads. 

The  Chairman.  Why  should  it  be  taken  by  American  roads  if  there 
were  no  interstate  commerce  law?  Why  cannot  the  American  roads 
take  it  now  just  as  cheaply  as  the  Canadian  roads  t 

Mr.  Choate..  They  can  not  afford  to  take  it.  All  their  intermediate 
business  is  affected  if  they  take  it,  and  of  course  they  can  not  do  it. 

The  Chairman.  The  interstate  commerce  law  only  provides  that  a 
road  shall  not  charge  more  for  a  short  haul  than  for  a  long  haul. 

Mr.  Choate.  They  would  probably  have  to  charge' less  for  the  long 
haul  than  for  the  short  haul  on  this  business,  or  else  sacrifice  the  whole 
intermediate  business  of  the  ro^d. 

The  Chairman.  I  do  not  see  why  they  would  be  compelled  to  do  that. 
They  take  a  shipment,  for  instance,  from  a  New  England  mill  to  Paget 
Sound.  The  only  regulation  of  the  interstate  commerce  act  would  be 
that  they  should  not  take  a  shipment  from  any  place  between  these  two 
points  at  a  greater  rate  than  the  aggregate  rate  for  the  entire  distance. 
How  can  that  affect  the  business  of  the  American  roads  t 

Mr.  Choate.  I  suppose  it  does,  or  else  they  would  take  the  business, 
not  to  Puget  Sound,  perhaps,  but  to  some  point  from  which  shipments 
could  be  made  to  China. 

The  Chairman.  I  am  unable  to  see,  myself,  how  these  long  through 
shipments  from  one  side  of  the  country  to  the  other  can  be  affected  ma- 
terially by  what  we  call  the  long  and  short-haul  clause  of  the  act.  Say 
k  shipment  is  made  from  Boston.  Suppose  you  go  500  miles  and  then 
make  a  shipment  from  there  to  San  Francisco.  It  would  certainly  be 
unreasonable  to  charge  more  from  the  point  where  you  stopped,  500 
miles  from  here,  to  San  Francisco  than  you  charge  from  here,  and  the 
same  rate  from  that  point  to  San  Francisco  as  from  here  certainly  ought 
not  io  interfere  with  the  American  roads. 

Mr.  Choate.  1  do  not  think  I  can  tell  you  why,  but  it  does. 

The  Chairman.  It  must  be  done,  if  it  is  done  at  all,  by  the  Canadian 
roads  either  charging  less  than  it  costs,  or  else  the  American  roads  want 
more  than  they  ought  to  have. 

Mr.  Choate.  I  do  not  think  that  would  follow,  Mr.  Chairman.  If  the 
Canadian  road  could  not  get  the  business  in  any  other  way  it  would  do 
it  for  a  very  small  profit  The  American  road  would  not  be  willing  to 
take  it  at  such  a  low  price.    Now,  if  the  Canadian  road  can  take  that 
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business  and  can  get  a  little  profit  oat  of  it,  of  coarse  they  think  it  is 
better  for  them  to  do  it. 

The  Chairman.  As  a  railroad  man,  which  yoa  are,  will  you  please 
explain  how  the  competition  of  the  Canadian  roads  affects  the  American 
roads  under  the  interstate  commerce  law  t  " 

Mr.  Choate.  I  do  not  know  how  it  is  done,  but  presume  it  is  done 
in  this  way,  that  the  Canadian  roads  do  business  at  cheaper  rates  than 
the  American  roads,  because  the  law  does  not  affect  the  intermediate 
business  of  the  Canadian  roads  as  it  does  that  of  the  American  roads. 

The  Chairman.  How  does  it  affect  the  through  business  on  the 
American  roads  f 

Mr.  CnoATE.  I  suppose  the  rates  at  which  the  American  road  would 
have  to  take  the  business  would  affect  their  intermediate  business. 

The  Chairman.  What  would  probably  be  the  cost  of  shipping  a  car- 
load of  cotton  goods  from  here  to  San  Francisco  t 

Mr.  Choate.  I  suppose  it  would  cost  as  low  as  a  half  a  cent  a  ton 
per  mile,  in  one  continuous  shipment. 

The  Chairman.  What  would  be  the  aggregate  of  that  on  a  car-load 
from  Boston  to  San  Francisco  t 

Mr.  Choate.  One  hundred  and  fifty  dollars. 

The  Chairman.  Suppose  you  took  a  car-load  from  any  other  point 
half  way  between  Boston  and  San  Francisco,  $150  would  be  all  you 
would  want^-all  you  would  probably  charge,  or  more ;  or  if  you  started 
half  way  between  Boston  and  San  Francisco  and  hauled  a  car-load  of 
goods  two  thirds  of  the  way  to  San  Francisco  you  would  not  want  more 
than  $160,  probably;  so  that  practically  what  I  was  trying  to  get  you 
to  explain  is  how  the  law  actually  affects  the  business  of  the  American 
roads. 

Mr.  Choatb.  You  have  the  Grand  Trunk  at  one  end  and  the  Cana- 
dian Pacific  at  the  other.  Here  there  are  a  half  a  dozen  people  to  be 
consulted  about  the  rates  to  be  agreed  upon.  Of  course  the  local  rates 
have  got  to  be  considered.  Half  a  dozen  freight  agents  have  to  be  con- 
sulted, and  all  that.    That  is  one  reason,  probably. 

The  Chairman.  Who  owns  the  Central  Vermont  and  the  Maine 
Central  Railway  t 

Mr.  Choate.  The  Maine  Central  Railroad  is  very  largely  owned  by 
the  Boston  and  Maine.  The  Boston  and  Maine  is  a  local  road,  and  is 
owned  in  Massachusetts  and  New  Hampshire. 

The  Chairman.  What  I  desire  to  get  at  is,  what  the  fact  is  with  ref- 
erence to  American  ownership  of  these  roads  that  connect  with  the  Ca- 
nadian roads  t 

Mr.  Choate.  Practically  there  is  no  foreign  ownership.  There  may 
be  a  little  smattering  of  foreign  ownership,  but  very  little.  Those  roads 
you  mentioned  are  practically  all  owned  by  parties  in  the  United  States. 

The  Chairman.  Is  tbere  any  American  capital  invested  in  any  of 
these  Canadian  roads  t 

Mr.  Choate.  I  should  say  not  to  any  extent. 

The  Chairman.  What  do  you  know  about  the  subsidies  given  Jbo 
these  Canadian  roads  f 

Mr.  Choate.  I  do  not  know  anything  about  them. 

The  Chairman.  What  about  the  steam  ship  lines  at  Halifax  >r  in 
that  neighborhood  t 

Mr.  Choate.  I  know  nothing  about  that. 

The  Chairman.  What  is  the  differential  given  now  by  the  American 
lines  to  the  Canadian  line  t 

Ml  Choate.  That  £  do  not  know. . 
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EFFECT  .OF  EXOLUDTNa  CANADIAN  BOADS. 

Seuator  Blaib.  Do  ypa  see  any  remedy  for  the  American  roads  un- 
less they  are  to  get  higher  rates  for  what  they  dot 
-  Mr.  Ghoate.  I  do  not  know  that  there  is  any  remedy. 

Senator  Blaib.  It  seems  to  your  mind,  then,  that  the  American  roads 
could  get  no  benefit  unless  they  got  more  income.  Is  there  any  doubt 
that  if  that  income  is  paid  it  must  be  paid  by  the  x>eoplef 

Mr.  Ghoate.  Of  course,  all  that  the  roads  get  comes  out  of  the  peo^ 
pie  and  out  of  the  business.  I  feel  then  that  the  country  we  represeot, 
where  we  have  a  large  local  business,  is  benefited  by  what  has  resulted 
from  the  competition  of  the  Canadian  road,  and  in  that  way  I  have  the 
feeling,  not  as'  a  railroad  man  but  as  to  the  whole  business  of  that  part 
of  the  State,  tbat  there  is  a  benefit  conferred  by  keeping  these  roads 
open.  I  have  no  doubt  that  the  portion  of  the  Sfate  north  of  Boston 
is  benefited  to  a  much  greater  extent  than  that  part  of  the  State  soath 
of  Boston.  For  instance,  Lowell  gets  the  Boston  rate  almost  entirely 
because  it  is  on  the  Northern  Line  which  goes  from  Boston  to  Lowell. 

Senator  Blaib.  The  question  has  been  put  to  several  witnesses  by 
myself  and  others,  whether  there  would  be  any  other  way  of  subjecting . 
the  Canadian  roads  to  the  operation  of  the  American  law  except  by  im- 
posing the  condition  that  they  shall  do  no  business  for  the  American 
people  unless  they  conform  to  that  law.  Assuming  then  tliat  we  make 
that  a  condition  and  they  do  not  conform  to  it,  what  would  be  the 
effect  of  the  exclusion  of  the  Canadian  railroad  element  from  American 
affairs — ^the  effect  upon  our  portion  of  the  country  especially. 

Mr.  Ghoate.  I  think  the  exclusion  of  the  Canadian  lines  from  New 
England  would  be  disastrous  to  New  England.  ^The  probability  is  that 
it  would  lead  to  an  increase  in  railroad  rates  to  and  from  the  West  and 
South  on  large  classes  of  goods.  It  would  increase  the  rates  on  grain 
and  on  oats  and  on  cotton  and  on  rough,  heavy  products  generally. 

Senator  Blaib.  That,  then,  would  be  felt  by  the  manufacturers  of 
New  England  as  well  as  the  rufal  populationt 

Mr.  Ghoate.  Yes,  sir. 

Senator  Blaib.  Is  there  any  class  of  business  that  would  not  be 
likely  to  be  prostrated  by  itt 

Mr.  Ghoate.  I  do  not  think  prostrated,  but  I  think  all  would  be 
affected. 

Senator  Blaib.  Seriously  t 

Mr.  Ghoate.  I  think  it  is  important  to  New  England  to  keep  that 
avenue  open. 

Senator  Blaib.  You  spoke  of  the  increase  of  Canadian  traffic  within 
the  period  covered  by  the  interstate  commerce  law — some  years  now. 
Is  it  not  a  fact  that  during  that  period  of  time  the  Grand  Trunk  has 
made  its  first  connection  with  Chicago,  and  during  the  same  period  of 
time  the  Canadian  Pacific  was  completed,  so  that  practically  these 
causes  are  wholly  independent  of  the  interstate  commerce  law  and  have 
during  these  two  years  been  brought  into  operation  f 

Mr.  Ghoate.  The  Grand  Trunk  had  a  connection  to  Chicago,  but  I 
do  not  know  how  it  made  it  before.  Western  products  were  brought 
over  the  Grand  Trunk  for  a  great  many  years  coming  by  way  of  the 
Canada  Southern,  I  suppose,  and  Detroit. 

Senator  Blaib.  And  the  connection  between  St.  Paul  via  the  Sault 
Ste.  Marie  has  been  made  within  this  period,  has  it  not  t 

Mr.  Ghoate.  That  line  always  had  the  business  and  we  always  got 
the  benefit  of  it  for  nothing.*   I  have  had  some  business  there,  and  I 
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know  it  has  been  done  there  for  some  years  almost  without  profit.  Of 
coarse  the  local  business  of  thede  roads  is  important  for  the  line  to 
maintain.  The  management  of  through  business  was  left  practically 
to  the  Central  Vermont  and  was  done  at  extremely  low  rates. 

Senator  Blair.  Would  it  not  be  necessary  in  addition  to  the  enforce- 
ment of  the  interstate  commerce  act  in  Canada,  to  compel  the  Central 
Vermont  to  charge  a  reasonable  profit  upon  the  capital  invested  in  roads 
that  do  business  for  less  than  what  would  be  a  fair  income  upon  that 
capital  t 

Mr.  Choate.  I  do  not  know  that  that  would  be  at  all  necessary. 

Senator  Blair.  Would  you  not  be  obliged  to  increase  the  charges  on 
the  Central  Vermont? 

Mr.  Choate.  That  is,  to  make  it  pay  dividends  on  its  cost,  do  yon 
meant 

Senator  Blair.  Would  you  not  be  obliged  to  compel  it  in  some  way 
to  charge  more  to  the  people,  just  as  others  propose  to  make  the  Cana- 
dian roads  charge  more  to  the  people,  in  oixler  to  afford  any  relief  to 
those  who  compete  with  them  t 

Mr.  Choate.  I  think  not. 

Senator  Blair.  What  is  the  object  of  imposing  the  conditions  of  the 
interstate  commerce  law  upon  Canadian  roads  if  it  be  not  to  increase 
the  charges  of  those  roads  t 

Mr.  Choate.  The  sense  of  justice.  If  you  impose  such  conditions  on 
the  American  roads  you  ought  to  do  likewise  with  resi)ect  to  the  Cana- 
dian roads. 

Senator  Blair.  After  all,  do  you  think  the  railroads  of  the  United 
States  are  making  this  outcry  against  Canadian  competition  in  order 
to  see  justice  administered,  or  that  they  may  have  an  opportunity 
to  compete  and  get  more  money  out  of  the  business? 

Mr.  Choate.  I  have  not  heard  much  outcry  about  this  matter.  The 
thing  has  not  been  discussed  much  here  among  the  railroads  or  the 
people  generally  until  the  question  wa§  raised,  whether  yon  propcwed 
to  shut  up  the  Canadian  roads. 

Senator  Blair.  Have  you  heard  any  other  reason  for  shutting  them 
up,  except  that  they  charge  less  than  the  American  roads  t 

Mr.  Choate.  That  they  are  taking  business  from  the  American  lines 
under  conditions  imposed  by  the  law  which  prevent  the  American  roads 
from  competing.  That  is,  as  I  understand  it,  the  argument  which  is 
made. 

Senator  HiscocK.  You  say  that  a  sense  of  justice  would  dictate  that 
our  own  trunk  lines  on  our  own  soil  should  have  equal  advantages  with 
the  trunk  lines  on  foreign  soil  in  carrying  American  property.  In  other 
words,  that  we  should  not,  by  legislation,  discriminate  against  our  own 
domestic  corporationst 

Mr.  Choate.  I  think  so. 

NEW  ENGLAND  AND  THE  INTERSTATE  OOMMEROE  LAW. 

Senator  Hisgock.  And  of  course  as  there  is  always  a  struggle  on  the 
part  of  every  mercantile  and  manufacturing  community  to  get  the 
cheapest  rates  it  can,  would  not  New  England  be  better  satisfied  to 
bring  the  Canadian  trunk  lines  under  the  operations  of  the  inter- 
state commerce  law  than  to  strike  down  the  interstate  commerce  law  as 
it  applies  to  all  other  corporations — I  mean  to  American  corporationst 
SnpposiDg  she  should  see  fit  to  abrogate  the  whole  system — the  whole 
law — or  else  bring  a  foreign  corporation  rfuder  it.  Has  that  question 
been  discussed  by  the  people  of  New  England  t 
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Mr.  Ohoatb.  My  impression  is  that  the  general  feeling  in  Kew  Eng- 
land is  against  the  interstate  commerce  law.  It  has  been  of  no  ad- 
vantage to  New  England ;  or,  perhaps,  to  anybody  else. 

Senator  HisooOK.  If  New  England,  then,  could  have  her  choice,  she 
would  repeal  the  law  t 

Mr.  Ghoate.  I  am  inclined  to  think  so.  If  1  recollect  aright.  New 
England  fought  against  the  law. 

The  Chairman.  Some  of  New  England ;  not  all  of  it. 

Mr.  Ghoate.  I  think  all  of  New  England  in  the  Senate  practically 
voted  against  the  law ;  I  think  all  except  Senator  Ed  in  uuds. 

Senator  HisoooK.  So  the  remedy  with  which  you  propose  to  correct 
this  evil,  if  an  evil  it  is,  is  to  repeal  the  interstate  commerce  law  f 

Mr.  Ghoate.  I  do  not  know  that  I  recommend  that.  If  they  want 
to,  perhaps  it  is  well  enough  to  try  it.  I  do  not  believe  in  any  such  leg- 
islation. I  think  the  only  good  effect  the  law  has  had  was  to  stop  the 
aver  building  of  railroads. 

The  Chairman.  You  think  that  was  a  good  thing  to  do  t 

Mr.  Ghoate.  1  think  that  was  a  good  thing  to  do. 

Senator  Harris.  As  a  railroad  man,  have  yon  any  doubt  if  we  should 
pass  some  act  requiring  the  Canadian  roads  to  conform  strictly  to  the 
provisions  of  the  interstate  commerce  act,  or  pay  duty  upon  every  car 
from  Canada  that  entered  the  United  States,  that  they  would  subject 
themselves  to  the  provisions  of  the  act  and  observe  it  t 

Mr.  Ghoate.  I  think  they  would  agree  to ;  I  do  not  believe  they 
would  observe  it ;  they  might  just  as  well,  so  far  as  New  England  busi- 
ness is  concerned,  give  up  the  business.  If  they  are  to  observe  all  its 
conditions  I  do  not  believe  they  could  do  any  business. 

Senator  Harris.  Senator  Gorman  suggests,  why  could  they  not  do 
business  t 

Mr.  Ghoate.  They  are  at  a  disadvantage.  They  have  300  miles  more 
distance  to  traverse;  that  is,  taking  it  to  Boston.  The  fact  is,  that  as 
a  competing  road  it  is  of  value.  If  it  is  to  compete  on  equal  terms,  it 
practically  would  have  to  give^up  the  business. 

Senator  Harris.  By  reason  of  its  longer  line,  then,  it  could  do  no 
business  if  it  should  subject  itself  to  the  same  legislation  as  we  subject 
our  roads  tot 

Mr.  Ghoate.. I  should  think  so. 

Senator  Harris.  If  we  enforce  the  provisions  of  the  act  upon  our 
own  carriers,  do  you  not  think  justice  demands  that  we  should  compel 
the  Canadian  roads,  ih  what  we  can,  to  conform  to  precisely  the  same 
regulatians  t 

Mr.  Ghoate.  I  think,  in  answer  to  the  Chairman,  I  stated  that  I 
thought  justice  demanded  that  the  same  regulations  should  be  applied 
to  both  systems  of  roads.  If  you  regulate  one,  you  ought  to  regulate 
the  other. 

Senator  Harris.  I  understand  yon  to  say  that  you  think  New  Eng- 
land, as  a  section,  was  opposed  to  the  interstate  commerce  act,  and  you 
favored  its  repeal  t 

Mr.  Ghoate.  I  think  the  general  feeling  in  New  England  is  that  there 
has  been  no  benefit,  in  New  England,  derived  from  it. 

Senator  HarrisI  What  is  your  own  personal  opinion  as  to  the  effect 
of  the  regulations  imposed  by  the  interstate  commerce  act  upon  the 
business  of  the  carrier  and  the  people  generally  f 

Mr.  Ghoate.  I  have  been  unable  to  see  siuy  benefit  to  anybody  from 
it.  I  will  say  this,  the  praQtical  requirements  of  the  interstate  com- 
merce act  have  been  almost  universally  observed  in  New  England.    I 
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do  not  think  tbe  probibition  of  discrimination  bas  been  evaded.  I  do 
not  think  we  discriminate  here  in  New  England,  and  never  did.  That 
is,  there  was  no  ludividaal  discrimination. 

The  Chairman.  Before  the  passage  of  the  actt 

Mr.  Ghoate.  3efore  the  act  was  passed.  I  can  not  conceive  why  there 
should  be.  What  object  has  a  railroad  man  in  discriminating  between 
individnals,  except  it  may  be  to  some  extent  in  passes,  which  is  rather 
an  incident  of  the  law  than  an  actual  part  of  it.  Q?he  raling  has  been 
and  the  railroad  men  all  agree  that  the  interstate  commerce  law  pro- 
hibits the  issuance  of  passes.  At  any  rate,  they  were  all  ready  to  ac- 
i^ept  that  as  a  result  of  the  law,  but  apart  from  that  I  think  there  was 
no  discrimination  here  in  New  England. 

As  to  the  long  and  short  haul  clause,  we  have  had  a  State  law  rela- 
tive to  that  which  has  been  in  force  practically  for  some  time.  The 
only  point  that  might  have  been  affected  was  that  in  relation  to  pool- 
ing. There  had  been  some  pooling  here  in  New  England,  and  there  I 
think  the  law  makes  a  great  mistake,  because  I  think  regulated  pools 
do  more  for  the  people  and  the  railroads  than  anything  else. 

Senator  Harris.  Then  I  understand  you  as  saying  that  the  New 
England  carriers  were  observing  the  principle  upon  which  the  interstate 
commerce  act  is  based  prior  to  the  passage  of  the  act. 

Mr.  Choate.  I  think  practically  they  were. 

Senator  Harris.  Then  if  New  England  was  conforming  to  the  same 
principles  and  tbe  same  regulations  before  the  passage  of  the  act  as  now, 
why  should  they  oppose  an  act  imposing  exactly  the  same  rules  through- 
out the  whole  country  t 

Mr.  Choate.  I  think  tho.  opinion  in  New  England  is  that  western 
rates  on  New  England  goods  have  been  increased  rather  than  dimin- 
ished. 

Senator  Harris.  Has  not  the  efifect  been  to  give  greater  stability  to 
rates  T 
'  Mr.  Choate.  Yes,  !  think  it  has,  on  through  freights. 

Senator  Harris.  Is  not  that  a  benefit  to  the  public  as  well  as  to  the 
carrier  f 

Mr.  Choate.  IJudonbtedly.  I  think,  ho  we  ver,  you  could  get  greater 
stability  of  rates  by  a  regulated  pool  than  in  any  other  way. 

The  Chairman.  You  did  not  get  much  stability  by  an  unregulated 
pool,  did  you  t 

Mr.  Choate.  An  unregulated  pool  amounts  to  nothing. 

Senator  HisoodK.  Is  not  that  now  practically  reached  by  differential 
rates? 

Mr.  Choate.  No,  sir;  I  do  not  think  you  can  reach  it  in  any  other 
way. 

Senator  Harris.  Upon  what  principle  would  you  divide  the  traffic ; 
in  given  proportions  between  the  competing  lines,  or  would  you  pay 
differences  in  money  t 

Mr.  Choate.  Probably  to  settle  in  money  would  be  a  better  way. 

Senator  Harris.  And  when  you  do  that,  do  you  not  pay  to  one  car- 
rier money  that  he  has  not  earned — money  for  which  he  has  not  per- 
formed any  service  whatever  t 

Mr.  Choate.  Probably. 

Senator  Harris.  Do  you  think  the  commerce  of  the  country  should 
be  so  taxed  t 

Mr.  Choate.  I  think  it  is  the  only  solution  of  the  difficulty.  Either 
that  or  the  cousolidation  of  the  roads. 

Senator  Harris.  Is  not  the  same  object  substantially  accomplished 
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by  the  right  to  fix  and  publish  their  rates  and  to  agree  upon  and  give 
difiTercntials,  which  are  recognized  by  all  our  trank  lines  now  t 

Mr.  Choate.  I  do  not  know  so  much  about  the  through  business, 
but  the  difficulty  is  that  such  a  law  never  will  be  enforced.  It  never 
has  been,  and,  in  my  judgment,  never  will  be.  You  might  just  as  well 
legislate  that  the  Mississippi  Biver  should  not  run  down. 

Senator  Harris.  Can  there  be  any  objection- to  it,  if  it  could  be  en- 
forced t    Would  it  not  be  advantageous,  if  enforced  t 

Mr.  Ghoate.  I  do  not  think  it  would. 

Senatcr  Habbis.  Then  you  think  the  abolition  of  the  law  and  allow- 
ing carriers  to  compete  as  before  the  act  was  passed  would  be  a  better 
condition  of  things  than  we  now  have  under  the  law  f 

Mr.  Ohoate.  I  think  the  western  railroad  troubles  have  been  aggra- 
vated by  the  interstate  commerce  law.  I  think  that  the  regulation  of 
this  competing  business  by  pooling  is  what  ought  to  be  sought  for,  and 
I  do  not  think  there  is  any  other  remedy  for  it. 

THE  BEaULATION  OF  THE  CANADIAN  LINES. 

Senator  Gobman.  I  understand  your  proposition  is,  that  the  opera- 
tion of  these  Canadian  roads  has  been  of  great  benefit  to  New  England  t 

Mr.  Ghoate.  1  have  no  question  it  has,  and  is  now  a  great  benefit 
to  New  England. 

Senator  Oobman.  What  proportion  of  the  through  traffic  to  and  from 
New  England  has  been  carried  over  these  Canadian  roads  t 

Mr.  Ghoate.  I  think  it  has  been  comparatively  small.  It  has  not 
been  the  amount  of  business  done,  but  the  effect  on  the  whole. 

Senator  Gobman.  In  regulating  charges  f 

Mr.  Ghoate.  They  have  had  the  effect  of  doing  exactly  what  Mr. 
Adams  says,  of  reducing  rates  to  and  from  New  England,  and  of  mak- 
ing the  rates  very  nearly,  if  not  entirely,  as  low  as  to  and  from  New 
York. 

Senator  Gobxan.  They  have  been  able  to  do  that  because  they  have 
no  dividends  to  pay,  as  I  understand  you  t 

Mr.  Chaote.  That  is  one  of  the  reasons. 

Senator  Gobman.  Is  not  that  the  main  reasont 

Mr.  Ghoate,  Probably. 

Senator  Gobman.  Now,  as  an  American,  embracing  the  whole  coun- 
try, is  it  a  proper  business  relation  for  this  country  to  permit  one  or 
two  bankrupt  foreign  railroads,  roads  which  are  not  comi>elled  to  pay 
dividends,  to  make  unrestricted  competition  with  American  capital  t 

Mr.  Ghoate.  I  am  not  answering  it  politically.  I  answered  as  a  rail- 
road man  as  to  what  the  effect  of  the  operation  of  the  Canadian  roads 
has  been.  What  remedies  are  to  be  applied  is  a  question  for  you  to 
consider. 

Senator  Gobman.  But  what  we  are  after  is  to  get  the  opinion  of  such 
gentlemen  as  yourself,  who  are  familiar  with  the  question  from  a  busi- 
ness stand-point.  That  is  the  gist  of  our  inquiry,  and  I  should  like  very 
much  to  have  your  opinion  on  that  point. 

Mr.  Ghoate.  I  think  if  the  Canadian  roads  are  allowed  to  compete 
with  the  American  roads  they  should  be  required  to  do  so  on  equal 
terms. 

Senator  Gobman.  So  far  as  the  interstate  commerce  law  is  concerned. 

Mr.  Ohoate.  Yes,  sir. 

Senator  Gobman.  Would  you  go  beyond  that!  As  I  understand  it, 
we  permit  the  Canadian  roads  to  enter  our  territory  at  any  convenient 
point,  pick  up  the  products  of  this  country  and  take  them  through 
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Canada  and  back  into  our  country  again.    Would  you  allow  that  traffic 
to  go  on  t 

Mr.  G  HO  ATE.  I  am  inclined  to  think  I  would.  Canada  comos  down, 
practically,  between  New  England  and  the  West,  and  I  think  New 
England  should  be  allowed  the  advantage  of  a  straight  line  across  the 
country.    I  do  not  think  any  obstacle  should  be  put  in  the  way. 

Senator  Gorman.  You  would  permit  that  trade  to  flow  as  freely  as 
if  it  went  entirely  through  our  own  territory  f 

Mr.  Choate.  Yes,  sir ;  I  think  so. 

Senator  Gorman.  Would  you  insist,  -on  the  other  hand,  that  our 
American  vessels,  landing  at  Canadian  ports,  should  have  the  right  to 
discharge  their  cargoes  and  ship  through  to  Boston  with  the  same  free- 
dom t 

Mr.  Choate.  I  think  they  should  be  allowed  to  do  so. 

Senator  Gorman.  Would  it  not  be  wise,  then,  to  insist  that  if  we  con- 
tinue to  allow  the  Canadian  roads  to  enjoy  these  privileges,  such  as 
they  have  to  day,  that  the  same  rights  should  be  extended  to  our  i>eo- 
ple  in  respect  of  our  American  fishiu^:  vessels  t 

Mr.  Choate.  I  think  it  is  perfectly  just  to  a«k  it.  Whether  you 
could  get  it  or  not  I  do  not  know. 

Senator  Gorman.  In  your  judgment  would  it  be  wise,,  if  this  privi- 
lege is  not  extended  to  our  fishing  vessels,  for  us  to  exclude  the  cars 
of  the  Canadian  roads  ? 

Mr.  Choate.  The  exclusion  of,  Canadian  cars  would  be  a  great  in* 
teference  with  the  business  of  the  country. 

The  Chairman.  You  would  therefore  let  this  system  go  on  and  grow  t 

Mr.  Choate.  I  would  try  to  arrange  the  matter  without  going  to 
that  extreme  end. 

Senator  Gorman.  But  if  it  became  necessary,  would  it  not  be  fair  to 
say  to  Canada,  ^^  Unless  you  permit  our  fishingVessels  to  land  at  your 
ports,  discharge  their  fish,  and  send  them  to  Boston,  we  will  stop  the 
running  of  Canadian  cars  in  this  country?  " 

Mr.  Choate.  I  suppose  it  would  be  fair  enough,  but  would  It  pay  t 
When  this  Canadian  territory  jumps  down  into  the  United  States,  as  it 
does,  it  is  a  very  great  convenience  to  the  people  of  New  England  and 
other  parts  of  the  country  to  have  their  goods  taken  on  a  straight  line 
to  the  other  end  of  the  country,  which  means  through  Canada,  without 
paying  duties  and  without  iuterference.  It  is  a  question  in  my  mind, 
if  you  went  to  that  extent,  whether  you  would  not  impose  a  greater 
burden  upon  the  Americans  than  you  would  upon  the  Canadians.  How- 
ever, as  to  how  that  would  be  I  am  unable  to  say. 

Senator  Gorman.  But  do  you  not  think  it  would  be  a  fair  proposition 
that  precisely  the  same  rule  should  apply  on  both  sides  t 

Mr.  Choate.  Yes,  sir. 

Senator  HisoocK.  Would  you  say  that,  provided  there  were  ten 
millions  of  people  or  six  millions  of  people  interested  in  one  thing  being 
done,  and  only  one  million  interested  in  the  other  thing  being  done  f 

Mr.  Choate.  I  do  not  think  the  mere  fact  that  there  are  ten  million 
people  on  one  side  and  only  one  million  on  the  other  would  be  a  great 
factor.  I  think  the  opening  of  the  Canadian  roads  has  been  much  more 
important  to  the  people  of  New  England  than  it  has  been  to  the  owners 
of  those  roads.  I  do  not  think  the  owners  of  those  roads  have  got  very 
much  money  out  of  the  New  England  business.  What  business  has 
been  done  has  been  done  at  extremely  low  rates. 

Senator  Gorman.  Do  you  regard  the  Canadian  Pacific  as  a  political 
or  military  road  t 
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Mr.  Choate.  The  Canadian  Pacific  never  entered  very  mach  into 
the  observations  I  made.  I  simjily  alluded  to  Canada  as  a  route  to  the 
West.  That  is  what  Mr.  Adat^s  referred  to.  The  Canadian  Pacific 
brings  a  new  element  into  the  question. 

Senator  Oobhian.  In  the  light  of  the  day,  do  yon  not  regard  the  Ca- 
nadian Pacific  as  a  political  or  military  enterprise  rather  than  a  com- 
mercial one  t 

Mr.  Choate.  I  suppose  so.  The  Canadian  Government  is  trying  to 
»«ake  it  a  great  military  success. 

Senator  Reagan.  You  stated  that  the  business  of  the  Canadian 
roads  has  increased  very  largely  since  the  adoption  of  the  interstate 
commerce  law  by  Congress.    Will  you  please  explain  that  t 

Mr.  Choate.  Well,  I  have  no  certain  information  about  that.  It  is 
a  matter  of  common  report  that  the  business  of  the  Canadian  roads  has 
increased  very  mqch. 

Senator  KEAaAN.  We  can  assume  I  thinkfrom  the  testimony  we  have 
heard  that  there  has  been  an  unusually  large  increase  in  the  business 
ot  the  Canadian  Pacific  in  that  time,  and  when  we'  consider  that  they 
have  to  cross  the  Detroit  Biver,  that  their  line  runs  through  a  sparsely 
settled  country,  with  a  great  deal  less  local  business  than  along  our 
lines,  is  it  not  a  necessary  conclusion  that  they  have  adopted  rates  be- 
low what  our  roads  could  carry  for,  in  order  to  increase  their  business 
to  the  extent  they  have  t 

Mr.  Choate.  They  would  not  have  gotten  the  business  unless  at 
rates  cheaper  than  the  American  roads  charged. 

Senator  Beaqan.  Would  it  not  be  proper  for  the  United  States 
Government  to  insist  that  its  capital  should  not  be  discriminated  against 
in  that  way  t 

Mr.  Choate.  I  do  not  think  you  could  legislate  to  prevent  that. 

Senator  Beag-an.  Could  not  prevent  tlie  Canadian  roads  from  tak- 
ing freight  at  lower  rates  t 

Mr.  Choate.  Yes,  sir. 

Senator  Beagan.  Is  it  not  an  unjust  discrimination  against  Amer- 
ican roads  and  American  capital  to  permit  the  Canadian  roads  to  take 
the  business  away  from  the  American  roads  t 

Mr.  Choate.  I  think  it  is  an  unfortunate  condition  of  things  that  the 
Canadian  roads  should  be  allowed  to  compete  untrammeled,  without 
any  sort  of  condition,  with  the  American  roads  whose  hands,  toa  certain 
extent,  are  tied.  It  is  not  fair  competition,  and  the  American  roads 
should  not  be  subjected  to  it. 

Senator  Beagan.  You  suggested  awhile  ago  that  it  was  advantageous 
for  New  England  and  the  West  to  have  a  passageway  across  Canada 
by  this  Canadian  road.  You  understand  there  is  no  objection  to  that 
if  the  Canadian  roads  come  under  the  same  regulations  as  the  Ameri- 
can roads,  and  if  tliey  carry  in  fair  competition  with  the  American 
roads.  Is  there  any  objection  to  compelling  them  to  carry  in  fair  com- 
petition with  the  American  roads  t 

Mr.  Choate.  No,  sir ;  not  if  you  can  succeed.  If  you  can  not  do  it 
some  other  scheme  ought  to  be  adopted. 

OPERATION  OF  THE  INTERSTATE  COMHEBCE  LAW. 

Senator  Beagan.  Did  I  understand  you  to  say  that  the  interstate 
commerce  law  could  not  be  enforced  in  the  United  States  t 

Mr.  Choate.  I  said  I  did  not  believe  it  ever  will  be  enforced. 

Senator  Beagan.  Whftt  is  your  reason  lor  believing  that  it  never 
will  be  enforced  ! 
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Mr.  Ohoate.  Because  it  has  not  been  enforced  so  far. 

Senator  BEAaAN.  I  will  ask  yoa  a  few  questions  in  detail  arising 
under  the  interstate  commerce  law. 

When  the  law  provides  that  there  shall  be  no  discrimination  in  rates, 
but  that  they  shall  be  fair  and  equal,  is  that  an  Unjust  lawt 

Mr.  Ghoate.  Kot  at  all.  We  have  always  observed  the  law,  and  are 
endeavoring  to  observe  it  here. 

Senator  Beagan.  Is  your  opinion  not  based  on  the  fact  that  under 
the  action  of  your  railroad  commission  in  Massachusetts — and  it  is  so 
in  other  New  England  States,  but  I  will  speak  of  it — that  you  were 
complying  substantially  with  the  terms  of  the  interstate  commerce  law 
before  it  was  passed! 

«Mr.  Ghoate.  Do  you  mean  the  present  condition  of  the  railroads 
here  depends  upon  the  action  of  the  State  railroad  commission  in  tLe 
pastt 

Senator  Beagan.  I  asked  whether  your  opinion  did  not  rest  upon 
the  fact  that  you  were  substantially  complying  with  the  terms  of  the 
interstate  commerce  act  before  it  was  passed. 

Mr.  Ghoate.  No,  sir.  I  think  the  long  and  short  haul  clause  of  the 
act  has  had  an  injurious  effect. 

Senator  Beaoan.  Do  you  think  it  is  right  to  charge  one  man  more 
than  another  lor  the  same  character  of  goods  over  the  same  road  and 
carried  the  same  distance! 

Mr.  Ghoate.  I  think  there  are  circumstances  under  which  it  is  bet- 
ter for  the  railroad  and  better  for  the  community  to  charge  less  for  the 
longer  haul. 

^nator  Eeagan.  Gould  you  specify  a  caset 

Mr.  Ghoate.  Take,  for  instance,  our  road  from  Boston  to  Province- 
town.  It  is  120  miles.  It  is  36  miles  across  by  water.  I  would  make 
a  lower  rate  to  Provincetown  than  I  would  to  a  point  half  way  be- 
tween Boston  and  Provincetown. 

The  Ghaibman.  You  have  a  law  that  prevents  that. 

Mr.  Ghoate.  Yes,  sir ;  and  I  think  that  is  wrong. 

Senator  Beagan.  Do  you  think  that  law  has  the  same  effect  as  the 
interstate  commerce  law  f 

Mr.  Ghoate.  Yes ;  we  can  not  charge  any  less  to  Provincetown  than 
we  can  to  a  point  half  way  between  Boston  and  Provincetown. 

Senator  Beagan.  The  Gommission  has  decided  that  you  can  do  it. 

The  Ghaibhan.  The  State  commission  decided  differently. 

Senator  Beagan.  I  am  simply  speaking  of  the  interstate  commerce 
law  as  interpreted  by  the  GomnMSsion.  The  law  provides  that  there 
shall  be  no  secret  rebates  and  drawbacks. 

Mr.  Ghoate.  That  is  right  in  every  way. 

The  Ghaibman.  You  do  noi  like  the  law  generally,  but  specifically 
and  in  detail  you  do.    (Laughter.) 

Mr.  Ghoate.  There  are  some  objections  to  the  law  that  I  think  are 
enough  to  condemn  it  as  a  whole. 

Senator  Hisoogk.  I  suppose  you  regard  the  provision  that  rates 
shall  be  reasonable  and  just  as  very  definite  f    (Laughter). 

Mr.  Ghoate.  Yes,  sir ;  very  definite. 

Senator  Blaib.  That  is  simply  the  common  law  from  time  immemo- 
rial. 

Mr.  Ghoate.  I  think  so. 

Senator  Blatb.  The  feature  you  find  fault  with,  and  the  only  one,  is 
the  long  and  short  haul  clause,  is  it  not  f 
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Mr.  Ghoate.  There  is  one  provision  which  ia  worse  than  the  long  and 
short  hanl  clause. 

Senator  Blaib.  What  is  it  f 

Mr.  Ohoate.  The  prohibition  of  pooling,  i  think  the  prohibition  of 
pooling  is  enough  to  condemn  the  whole  law. 

Senator  Blaib.  Do  any  other  features  occur  to  you  to  which  you 
object  t 

Mr.  Ghoate.  No,  sir. 

The  Ghaibman.  Then  you  believe  that  a  legalized  pool  is  the  proper 
solution  of  this  problem  t 

Mr.  Ghoate.  Yes,  sir.  The  very  best  thing  that  could  be  done  for 
the  business  of  the  country  would  be  to  legalize  pooling  under  the 
supervision  of  the  Interstate  Gommerce  Gommission,  or  some  other 
body. 

At  I  o'clock  p.  m.  the  committee  took  a  recess  until  2  o'clock. 

At  the  expiration  of  the  recess  the  committee  resumed  its  session. 

STATEMEHT  OF  JOHH  WHTTHOEE. 

John  Whitmobe,  general  traffic  manager  of  the  Fitchburg  Railroad, 
appeared. 

The  Ghaibman.  Are  you  engaged  in  railroading  f 

Mr.  Whitmobe.  Yes,  sir. 

The  Ghaibman.  What  is  your  position  f 

Mr.  Whitmobe.  I  am  general  traffic  manager  of  the  Fitchburg 
Railroad. 

The  Ghaibman.  Where  does  that  run  from  and  to  t 

Mr.  Whitmobe.  It  runs  from  Boston  to  Rotterdam,  I^.  Y.,  where  it 
connects  with  the  West  Shore  Railroad,  and  to  Mechanicsville,  N.  Y., 
connecting  with  the  Delaware  and  Hudson,  and  thence  to  the  Erie  and 
Lackawanna,  and  also  down  to  Fitchburg,  where  it  connects  with  the 
Old  Golony }  also  to  a  point  where  it  connects  with  the  Gheshire  Rail- 
road, and  then  up  to  the  Gentral  Vermont  and  the  Ganadiim  Pacific. 

The  Ghaibman.  Do  you  have  connection  with  the  Ganadian  Pacific f 

Mr.  Whitmobe.  We  do.  but  wo  do  not  do  a  great  deal  of  business 
with  them ;  we  do  a  little  ousiness  with  them. 

The  Ghaibman.  What  is  the  amount  of  tonnage  on  your  road  that  is 
iutepchanged  by  reason  of  this  connection  with  the  Ganadian  Pacific  ? 

Mr.  Whitmobe.  In  connection  with  them  it  is  very  light  indeed. 

The  Ghaibman.  What  proportion  of  it  is  through  business  probably  ? 

Mr.  Whitmobe.  I  should  think  half  of  it  is  through  business. 

The  Ghaibman.  What  is  your  total  business  f 

Mr.  Whitmobe.  Five  or  six  million  tons  a  year. 

The  Ghaibman.  What  is  it  in  money  value  f 

Mr.  Whitmobe.  To  us  f 

The  Ghaibman.  Yes ;  and  the  value  in  merchandise  as  well  t 

Mr.  Whitmobe.  A  quarter  of  a  million  dollars  a  month  I  should  say. 

The  Ghaibman.  To  you  t 

Mr.  Whitmobe.  Xes,  sir ;  that  is  including  the  entire  bnsiness. 

The  Ghaibman.  Have  you  with  you  a  statement  of  the  total  value  of 
the  traffic  t 

Mr.  Whitmobe.  No,  sir. 

The  Ghaibman.  Have  you  any  definite  views  in  reiereuce  to  this 
question  before  the  committee,  especially  with  respect  to  the  suggestion 
relative  to  these  Ganadian  roads  and  our  own? 
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Mr.  Whitmobb.  It  is  a  matter  io  which  we  as  a  road  are  not  very 
much  interested.  We  connect  with  them  to  a  small  extent  and  we  com- 
X>ete  mttt  them  so  far  as  we  are  concerned  to  a  considerable  extent.  I 
think  they  should  certainly  be  regulated  in  some  way  so  that  what 
they  do  may  be  controlled.  It  certainly  can  not  be  fair  that  they  shonld 
imperil  so  much  money  as  is^  invested  in  the  Cniied  States  railroads 
without  some  restriction. 

The  Ohaibman.  Do  the  Canadian  roads  seriously  interfere  with  your 
business  f 
Mr.  Whitmobb.  !N'o,  sir;  not  with  ours. 

The  Ghaibman.  Are  they  not  of  very  great  value  to  the  people  of 
New  England  f  Suppose  the  Canadian  roads  were  not  in  existence, 
how  would  the  Kew  England  people  get  along  f 

Mr.  Whitmobb.  I  think  north  of  a  line  drawn  east  and  west  through 
Portland  the  New  England  people  are  considerably  benefited  by  the 
Canadian  roads^  but  I  should  say  south  of  that  they  are  very  well 
served  by  the  United  States  roads. 

The  Chairman.  Do  you  think  the  people  of  Boston,  and  New  Eng- 
land people  generally,  are  getting  the  transportation  from  the  West 
very  much-cheaper  because  of  competition  between  these  lines  t 
Mr.  Whitmobb.  I  do  not  think  Boston  is. 

The  Chairman.  Yon  think  Boston  could  get  along  as  well  without 
the  Canadian  roads  as  with  them  t 

Mr.  Whitmobb.  As  far  as  Boston  is  concerned,  I  should  say  so.  The 
northern  routes  have  not  been  particularly  in  favor  of  low  rates,  but 
only  a  little  lower  rates.  They  do  not  care  how  high  they  are  so  that 
their  rates  are  just  so  much  lower  as  to  enable  them  to  get  the  business. 
The  Chaibman.  Do  they  act  so  as  to  get  their  rates  a  little  lower 
that  the  rates  of  the  American  roads  t 
Mr.  Whitmobb.  Yes,  sir. 

The  Chaibman.  So  that,  if  they  were  not  in  existence  transportation 
on  American  roads  would  be  higher,  would  it  not  t 

Mr.  Whitmobb.  I  do  not  see  why.    I  think  the  competition  between 
the  American  roads  themselves  and  with  the  canal  and  water  routes 
would  keep  the  rates  down. 
The  Chaibman.  South  of  this  line  you  have  referred  to  f 
Mr.  Whitmobb.  Yes  5  south  of  a  line  drawn  through  Portland  and 
White  River  Junction. 

The  Chaibman.  And  you  think  south  of  that  line  the  people  of  New 
England,  including  those  of  the  city  of  Boston,  are  not  particularly 
benefited  by  those  foreign  roads  t 
Mr.  Whitmobb.  I  think  that  is  the  case. 

The  Chaibman.  With  the  subsidies  said  to  be  given  to  the  Canadian 
Pacific  Railroad  and  to  the  road  across  the  State  of  Maine,  and  with 
the  subsidizing  of  a  steam-ship  line  to  Europe,  is  not  Boston  and  this 
section  of  New  England  liable  to  be  injured  rather  than  benefited  by 
the  Canadian  linef 

Mr.  Whitmobb.  I  should  think  it  would.  They  would  be  liable  to 
take  business  at  Halifax  and  direct  to  Puget  Sound. 

The  Chaibman.  Boston  is  quite  a  large  port  for  foreign  shipment,  is 
it  not  f 
Mr.  Whitmobb.  It  is. 

The  Chaibman.  And  you  think  that  thd  connection  of  the  Canadian 
Pacific  with  Nova  Scotia  and  some  of  those  ports  in  that  direction  is 
calculated  to  draw  business  away  from  Boston  rather  than  bring  traUQ  ' 
to  it. 
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Mr.  Whitmobe.  UnquestioDably  so,  and  not  only  from  Boston  bat 
a;l60  from  otber  Atlantic  ports. 

Tbe  Chatbiw;an.  But  from  Boston  principally. 

Mr.  Whitmobe.  Yes,  and  from  New  York,  too. 

Tbe  Chaibman.  Tbeu  tbe  substance  of  wbat  yon  say  is  tbis,  tbat 
tbis  section  of  country  would  get  just  as  cbeap  transportation  witbout 
tbose  Canadian  roads  as  witb  tbem  f 

Mr.  Whitmobe.  I  should  say  they  would. 

The  Chaibman.  How  many  roads  are  there  tbat  afford  transi>orta- 
tion  facilities  to  Boston  and  tbis  section  of  New  England  aside  from 
these  Canadian  roads  t 

Mr.  Whitmobe.  There  are  the  Boston  and  Albany,  witb  the  New 
York  Central  connection,  tbe  New  York  and  New  England,  witb  the 
Erie  and  Pennsylvania,  and  our  road  with  tbe  Erie  and  West  Shore  and 
Lackawanna  and  Erie  Bailroads. 

The  Chaibman.  You  mean  the  Erie  Canal  f 

Mr.  Whitmobe.  Yes,  sir.    We  connect  with  them. 

The  Chaibman.  In  yonr  shipments  east  and  west  you  have  to  trans- 
fer from  the  car  to  the  canal  one  way  and  from  the  canal  to  the  car  tbe 
otber  way. 

Mf.  Whitmobe.  So  far  we  have  only  done  a  grain  business  with  them. 
We  have  not  taken  anything  westbound.  We  only  commenced  tbat 
last  year. 

The  Chaibman.  You  are  doing  a  grain  business  mainly  from  west  to 
east.   - 

Mr.  Whitmobe.  Yes,  sir. 

The  Chaibman.  And  you  have  to  load  in  the  ears  from  the  canal. 

Mr.  Whitmobe.  Yes,  sir;  through  tbe  elevator. 

The  Chaibman.  Is  tbat  very  expensive  t 

Mr.  Whitmobe.  No;  tbe  charge  is  a  half  a  cent  a  bushel. 

The  Chaibman.  How  much  do  you  charge  per  car-load  for  grain  from 
Chicago  to  Boston  t 

Mr.  Whitmobe.  From  Chicago  to  Boston,  all  rail,  would  be  30  cents 
jk  hundred. 

The  Chaibman.  Is  that  the  rate  charged  by  all  tbe  roads  f 

Mr.  Whitmobe.  Yes,  sir;  unless  the  northern  routes  are  charging 
more.  Recently  I  believe  the  Baltimore  and  Obio— although  I  am  not 
very  well  posted  on  that — made  a  lower  rate  on  east-bound  business. 
Our  competitors  in  the  West,  or  I  believe  the  Baltimore  and  Ohio,  made 
a  lower  rate. 

The  Chaibman.  It  is  now  down  to  17  cents,  is  it  not  f 

Mr.  Whitmobe.  Something  like  tbat  The  Lackawanna,  I  believe, 
made  a  rate  of  17^  cents. 

The  Chaibman.  Is  your  rate  of  30  cents  charged  if  tbe  grain  is  ship- 
ped  partly  by  rail  and  partly  by  water  t 

Mr.  Whitmobe.  Tbe  all-rail  rate  would  be  30  cents. 

Tbe  Chaibman.  What  is  your  rate  if  the  grain  is  shipped  by  the 
lakes  to  tbe  canal  and  tben  tbe  cargo  transferred  to  your  cars  from  tbe 
canal  at  tbe  point  where  you  connect! 

Mr.  Whitmobe.  I  do  not  have  anything  to  say  as  to  the  rates  over 
the  canal  and  lakes. 

The  Chaibman.  Are  shipments  not  made  from  Chicago,  and  tbe  rat« 
given  for  tbe  full  distance  per  hundred  pounds. 

Mr.  Whitmobe.  Yes.  I  should  think  it  was  about  5  cents  a  busbel 
as  far  as  Rotterdam,  and  from  thence  up  to  about  9  cents  a  busliel 
through. 

6543 ^22 
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The  Chairman.  From  Chicago  to  Boston  f 

Mr.  Whitmore.  Yes,  »ir;  aboat  that. 

The  Chairman.  It  must  be  more  than  that  if  you  charge  30  cents  for 
the  total  haul. 

Mr.  Whitmore.  That  is  all  rail. 

The  Chairman.  How  many  pounds  are  there  in  a  bushel  t 

Mr.  Whitmore.  Fifty-six  pounds.  I  think  it  runs  about  10  cents  a 
bushel. 

The  Chairman.  So  then  it  is  probably  in  the  neighborhood  of  20  cents 
where  it  is  part  rail  and  part  water  t 

Mr.  Whitmore.  Yes,  sir. 

The  Chairman.  Do  you  know  what  the  Grand  Trunk  is  now  charg- 
ing from  Chicago  to  Boston,  or  to  Portland  t 

Mr.  Whitmore.  About  the  same. 

The  Chairman.  They  are  getting  a  differential  on  some  traffic,  are 
they  not  ? 

Mr.  Whitmore.  On  west-bound  business  they  are. 

The  Chairman.  And  not  on  east-bound  traffic  t 

Mr.  Whitmore.  On  east  bound  traffic  too,  1  think ;  but  there  are 
gentlemen  in  the  room  who  later  will  tell  you  as  to  that. 

The  Chairman.    What  is  the  length  of  your  line  f 

Mr.  Whitmore.  We  are  212  miles  to  Eotterdam. 

The  Chairman.  That  is  on  the  Erie  Canal  t 

Mr.  Whitmore.  Yes,  sir,  and  it  connects  with  the  West  Shore  there. 

THE  REGULATION   OF  THE  CANADIAN  ROADS. 

The  Chairman.  Do  you  think  there  ought  to  be  any  difference  in 
the  situation  from  that  existing  now  in  reference  to  the  Canadian  lines, 
in  the  regulation  of  them,  etc? 

Mr.  Whitmore.  I  think  there  must  be,  or  else  there  will  be.disaster 
to  the  larger  systems  in  this  country.  I  am  sure,  from  the  little  I  know 
of  it,  that  the  American  roads  are  being  seriously  injured  by  the  com- 
petition of  the  Canadian  Pacific. 

The  Chairman.  You  really  think  that  they  are  being  serioasly  in- 
jured ! 

Mr.  Whitmore.  I  have  no  doubt  of  it. 

The  Chairman.  What  evidence  have  you  of  it! 

I\Ir.  V^^iiitmore.  Part  of  it  is  common  hearsay.  I  have  no  doubt  of 
iL  at  all. 

The  Chairman.  Do  you  think  you  would  be  protected  as  much  as 
you  ought  to  be  if  the  Canadian  roads  were  put  under  the  same  regula- 
tion  as  are  the  American  roads! 

Mr.  Whitmore.  I  doubt  if  we  would. 

The  Chairman.  Why  f 

Mr.  Whitmore.  Take  the  United  States  lines.  I  doubt  if  any  rail- 
road would  be  properly  protected  by  the  present  law  if  the  Government 
subsequently  built  alongside  of  it  a  road  at  public  expense  and  charged 
almost  any  rate  to  take  the  business.  Such  an  aided  road  would  be 
sure  to  injure  seriously  the  road  that  was  first  built. 

The  Chairman.  That  would  be  so  if  there  were  any  interstate  law  or 
not,  would  it  not  ? 

Mr.  Whitmore.  Yes. 

The  Chairman.  Then,  does  the  law  make  any  difference? 

Mr.  Whitmore.  1  think  the  law  is  defective  in  this  respect,  it  is  not 
only  defective  in  regaid  to  the  Canadian  roads,  but  the  building  of  roadet 
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in  this  country  is  not  sufficiently  restricted.  I  believe  it  to  be  a  fact 
that  you  could  not  get  a  charter  to  build  a  railroad  in  some  States  un- 
less you  proved  to  a  local  committee  the  railroad  would  pay. 

The  Ghaibman.  You  are  aware  that  under  our  Constitution  Con- 
gress has  no  right. to  interfere  with  State  charters  f 

Mr.  Whitmobe.  That  would  be  the  trouble,  it  seems  to  me. 

The  CnAiBMAN.  And  the  only  restriction  would  be  by  State  action  t 

Mr.  Whitmobe.  Yes. 

The  Chaibman.  And  that,  you  think,  is  the  only  difficulty  in  the 
premises  f 

Mr.  A  HiTMOBE.  It  seems  to  me  the  great  one. 

The  Chaibman.  Do  you  think  the  interstate  commerce  law  itself  in 
its  operation  is  having  very  much  to  do  with  the  question  of  your 
dividing  the  traffic  with  the  Canadian  roads  f 

Mr.  Whitmobe.  Will  you  please  repeat  that  question  t 

The  Chaibman.  Do  you  think  if  the  interstate  commerce  act  were 
repealed  that  the  situation  would  very  much  differ  from  what  it.  is  as 
between  the  American  lines  and  the  Canadian  lines  f  Would  they  not 
go  on  as  they  have,  and  strengthen  their  roads  and  prepare  themselves 
for  securing  business,  and  would  they  not  then  be  just  as  likely  to  in- 
terfere with  the  American  roads  as  they  now  are  ? 

Mr.  Whitmobe.  I  think  the  situation  would  be  worse,  if  anything. 

The  Chaibman.  You  think  it  would  be  worse  if  the  law  were  re- 
pealed f 

Mr.  Whitmobe,  I  think  so. 

The  Chaibman.  Will  you  give  your  reason  I 

Mr.  Whitmobe.  Mainly  because  rates  could  then  be  made  without 
being  published. 

The  Chaibman.  By  the  Canadian  lines  f 

Mr.  Whitmobe.  By  any  line ;  yes. 

The  Chaibman.  Now  they  have  to  show  their  hands  as  far  as  their 
through  business  is  concerned  by  publishing  their  rates  as  our  roads 
do. 

Mr.  Whitmobe.  Yes ;  but  the  fact  of  being  subsidized  allows  them 
to  come  forward  and  compel  their  associated  competitors  to  make  as 
low  rates  as  they  do,  and  which  they  are  permitted  to  do  by  law. 

The  Chaibman.  So  whatever  business  the  Canadian  roads  are  get- 
ting over  the  American  roads  is  the  result  of  the  fact  that  the  British 
Government  has  aided  largely  the  construction  of  these  foreign  roads, 
and  they  are  able  to  transport  products  from  one  side  of  the  country  to 
the  other  at  the  mere  cOst  of  transportation,  or  less,  while  railroads  in 
the  Unite<l  States  are  not. 

Mr.  Whitmobe.  I  think  that  is  the  great  trouble. 

THfc  QUESTION  OF  POOLING. 

The  Chaibman.  Have  you  ai^  suggestions  to  make  as  to  amend- 
ments of  the  interstate  commerce  act  as  applied  to  our  relations  with 
Canadian  roads,  or  among  ourselves  f 

Mr.  Whitmobe.  1  think  the  only  chance  to  possibly  give  the  Ameri- 
can roads  the  slightest  show  to  earn  anything  at  all  for  their  investors, 
is  to  allow  them  to  do  the  best  they  can  among  themselves  in  the  way 
of- pooling.  It  seems  as  if  every  interest  in  .this  country  except  the 
transportation  interest  is  permitted  to  be  protected,  and  the  invest- 
ment in  the  transportation  service  in  this  country  runs  up  to  pretty 
nearly  ten  thousand  millions  of  dollars.    At  present  the  law  does  not 
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provide  for  the  protection  of  the  investor  in  the  transportation  service, 
white  it  does  for  the  shipper. 

The  Chairman.  Do  yon  think  that  pooling  did  yon  any  good  whec 
it  existed  f 

Mr.  Whitmore.  Not  a  gi^at  deal^  becanse  it  was  anaccompanied 
by  the  other  requirements,  the  other  provisions  of  the  interstate  com- 
merce  act  which  are  good,  sach  as  the  publication  of  rates. 

The  Chairman.  So  that  you  would  favor  the  auieDdment  of  the  in- 
terstate commerce  act  by  providing  that  railroads  should  be  allowed  to 
make  contracts  amongst  and  between  themselves  involving  some  featr 
ures  of  the  pool,  subject  to  the  approval  of  the  Interstate  Gominerce 
Commission,  would  youf 

Mr.  Whitmore.  Yes,  sir,  decidedly.  I  think,  too,  the  long  and  short 
haul  clause  is  not  right. 

The  Chairman.  Why  f 

Mr.  Whitmore.  For  instance,  suppose  the  rate  for  1,000  miles  was 
a  dollar.  Under  the  law  you  would  be  permitted  to  make  the  rate  a 
dollar  and  a  half  for  1,001  miles,  and  you  would  not  be  permitted  to 
make  the  rate  one  dollar  and  one  cent  for  999  miles. 

The  Chairman.  You  would  not  be  permitted  to  make  either  rate  if 
it  were  shown  that  either  was  extortionate. 

Mr.  Whitmore.  You  would  not;  but  if  you  leave  it  without  that 
restriction,  so  as  to  say  reasonable  and  just,  I  fancy  that  would  cover 
the  subject  better,  although  it  does  not  affect  our  short  hauls  in  New 
England  so  much.    I  am  sure  in  some  sections  it  does  work  a  hardship. 

The  Chairman.  The  interstate-commerce  act  provides  that  no  ex- 
tortionate or  unreasonable  charge  shall  be  made. 

Mr.  Whitmore.  That  is  right. 

The  Chairman.  At  the  same  time  the  law  provides  that  you  ^hall  not 
charge  more  for  the  shorter  than  for  the  longer  distance  in  the  same 
direction,  etc.  That  declaration  that  you  shall  not  charge  more  for  the 
shorter  than  for  the  longer  distance  does  not  give  the  railroad  the  right 
to  charge  as  much,  if  that  charge  be  unreasonable. 

Mr.  Whitmore.  That  is  true. 

The  Chairman.  Is  not  that  about  right  f 

Mr.  Whitmore.  The  design  is  right,  but  1  am  sure  that  in  some 
cases — although  I  am  not  prepared  to  name  them — it  does  not  work 
equitably. 

Senator  Blair.  Do  yon  think  of  any  legislation  or  anything  that  can 
be  done  to  better  the  condition  of  the  American  roads  in  eomi)etitiou 
with  the  Canadian  roads  which  will  not  increase  the  cost  to  the  Amer- 
ican people,  or  to  that  portion  of  the  American  people  which  is  supplied 
with  transportation  service  by  the  Canadian  roads  f 

Mr.  Whitmore.  No,  I  do  not  know  that  I  could ;  but  I  think  there 
should  be  such  an  increase  as  should  be  necessary  to  make  the  trans- 
portation of  this  country  a  success,  whereas  now  it  isa  failure,  so  far  as 
the  investors  are  concerned,  and  the  increase  would  be  so  slight  that  the 
shippers  would  not  feel  it  if  it  could  be  accomplished. 

Senator  Blair.  You  speak  of  legislation  for  the  protection  of  the  in- 
vestor. I  suppose  you  do  not  refer  mainly  to  Canadian  competition, 
but  to  other  causes,  do  you  not  t 

Mr.  Whitmore.  To  all  causes. 

THE  protection  OF  INVESTORS  IN  RAILWAYS. 

Senator  Blair.  What  would  be  some  of  the  suggestions  that  occur 
to  yoar  mind  in  the  way  of  legislation  for  the  protection  of  investors  ! 
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«  - 

Mr.  Whttmobe.   Pooling  shonld  be  allowed. 

Senator  Blaib.  Anything  else  f 

Mr.  Whitmobe.  The  long  and  short  haal  daase  done  away  with« 

Senator  Blaib.  Anything  else  f 

Mr.  Whitmobe.  There  is  another  things  bat  I  snppose  we  will  have 
to  wait  until  the  millennium  for  it. 

Senator  Blaib.  What  is  it  t 

Mr.  Whitmobe.  Some  restriction  should  be  placed  upon  the  building 
of  roads. 

Senator  Blaib.  Boston,  you  might  say,  is  full  of  merchants  t 

Mr.  Whitmobe.  Yes,  sir. 

Senator  Blaib.  There  is  no  need  of  another  one  here  t 

Mr.  Whitmobe.  No,  sir. 

Senator  Blaib*  Are  they  all  making  money  f 

Mr.  Whitmobe.  I  do  not  know,  £  am  sure ;  I  should  think  not. 

Senator  Blaib.  We  see  it  stated  from  time  to  time  that  ninety-five 
out  of  every  hundred  merchants  fail  in  the  course  of  lifetime.  Ought 
there  not  to  be  some  protection  for  those  who  invest  their  money  in 
trade! 

Mr.  Whitmobe.  I  suppose  they  do  insure  it  all  they  can,  by  getting 
up  trusts,  such  as  the  sugar  trust  They  get  together  and  protect 
themselves  all  they  can,  but  the  railroads  do  not  seem  to  be  protected 
at  all. 

Senator  Blaib.  One  remedy  would  be  railroad  trusts  in  the  form  of 
pooling,  I  snppose. 

Mr.  Whitmobe.  Something  of  that  kind  to  protect  property. 

Senator  Blaib.  Prior  to  the  development  of  the  trust,  all  the  way 
from  the  earliest  stages  down,  the  merchants  have  had  this  same  diffi- 
culty. Competition  has  come  in  and  eaten  up  the  great  proportion  of 
them.  Should  it  not  be  a  rule  of  business  of  mankind  that  a  man  who 
has  gone  into  business,  put  capital  into  it,  should  be  insured  the  right 
to  make  money  against  all  the  world  t 

Mr.  Whitmobe.  1  suppose  it  should  be. 
.    Senator  Blaib.  If  a  community  is  called  upon  to  do  that  it  ought  to 
have  something  to  say  about  who  shall  go  into  business. 

Mr.  Whitmobe.  It  is  a  public  disadvantage  when  a  railroad  does  not 
earn  money.  The  present  state  of  perfection  on  the  railways  of  the 
country  has  come  from  the.  fact  that  they  have  earned  money. 

Senator  Blaib.  Is  this  not  true,  that  they  have  done  it  with  other 
people's  money,  not  with  their  own  f 

Mr.  Whitmobe.  To  what  do  you  refer  t 

Senator  Blaib.  You  are  speaking  of  the  fact  that  the  railroad  people 
haviQ  developed  the  country.  Have  they  not  done  so  with  other  people's 
money  rather  than  with  their  own  ! 

Mr.  Whitmobe.  I  did  not  mean  Ihe  railroad  people.  I  meant  to  say 
the  people  who  had  their  money  invested  in  railroads. 

Senator  Blaib.  Is  it  not  a  fact  that  the  money  invested  in  railroads 
has  been  made  by  people  engaged  in  other  occupations  t  What  railroad 
man  has  put  his  fortune  into  additional  railroads,  as  a  rule  f 

Mr.  Whitmobe.  If  you  meaq  by  a  <<  railroad  man  "  a  railroad  officer, 
there  are  not  many  railroad  officers  who  have  had  money  to  dispose  of; 
but  if  you  take  such  investors  as  the  Yanderbilts  and  others,  they  are 
continually  doing  it. 

Senator  Blaib.  They  are  simply  handing  over  the  fares  and  freights 
collected  from  the  people  «nd  puttiug  them  into  the  shape  of  railroads, 
are  they  not  t 
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Mr.  Whitvore.  Wben  the  stock  is  distributed  it  is  sold  to  widows 
and  orphans  and  everybody  else. 

Senator  Blair.  But  the  widows  and  orphans  have  made  their  money 
in  some  other  pursuit  before  they  could  put  into  the  railroad  t 

Mr.  Whitmorb.  XJnQuestionably. 

Senator  Blair.  So  that  the  demand  that  money  invested  in  railroads 
should  be  protected,  while  money  invested  in  any  other  business  should 
take  its  chances,  is  rather  inequitable? 

Mr.  Whitmore.  I  say  that  if  trusts  are  permitted  in  commercial 
business,  the  same  sort  of  protection  should  be  permitted  in  the  rail- 
road business.  If  a  railroad  does  not  earn  a  fair  profit  the  result  is 
that  it  becomes  inefBcient  and  positively  dangerous,  and  it  is  therefore 
a  public  benefit  to  keep  the  railroads  of  the  country  as  efficient  as  pos- 
sible. There  is  no  question  about  it  that  they  have  developed  this 
country  enormously,  and  have  been  of  greater  benefit  to  every  other 
business  than  their  own. 

Senator  Blair.  In  regard  to  the  practical  question  which  is  referred 
to  this  committee  of  endeavoring  to  learn  what  remedy  the  public  would 
desire  to  see  adopted  as  against  this  Canadian  competition,  do  you 
think,  in  the  first  place,  that  it  is  wrong  for  the  six  or  eight  or  ten  mill- 
ions of  people,  who  get  their  transportation  cheaper  by  reason  of  these 
Canadian  roads,  that  they  should  have  this  cheaper  transportation f  in 
other  words,  put  it  in  this  way :  Would  it  be  wrong  for  me  to  aecept 
the  gifb  of  transportation  from  anybody  who  saw  fit  to  give  it  to  me  any 
more  than  it  would  be  to  accept  a  dollar  in  money  f 

Mr.  Whitmore.  Certainly  not.  It  is  not  very  loyal  to  a  man's  own 
country,  however. 

Senator  Blair.  Suppose  that  an  A  merican  road  saw  fit  to  do  the  same 
thing,  would  you  not  think  it  a  hardship  to  prohibit  any  citizen  or  body 
of  citizens  from  accepting  that  benefit  which  the  cheaper  route  would 
confer! 

Mr.  Whitmore.  I  think  it  would  be  accepted  immediately. 

Senator  Blair.  Is  it  any  worse  to  accept  it  from  a  foreigner  than  from . 
our  own  people  t 

Mr.  Whitmore.  I  do  not  see  that  it  is  wrpng  in  either  case. 

Senator  Blair.  It  is  a  question,  then,  whether  you  are  to  say  to  the 
railroads  of  the  country  "We  will  protect  you  against  loss  by  taking 
money  out  of  the  pockets  of  the  American  citizens." 

Mr.  Whitmore.  That  is  the  point. 

Senator  Blair.  Your  position  is  this,  that  the  American  citizens 
should  pay  more  for  their  transportation  in  order  that  American  rail- 
roads may  be  saved  from  loss  upon  their  capital. 

Mr.  Whitmore.  That  is  the  extreme  view.  I  think  that  the  railroad 
investment  should  be  protected  along  with  other  investments. 

LEOALIZINa  POOLING. 

Senator  Harris.  Do  you  think  it  important  to  legalize  pooling,  and 
on  what  principle  would  yon  base  the  pooling  contract,  by  a  distribution 
of  the  freights  according  to  agreed  proportions,  or  by  settling  balances 
in  money  as  between  the  contracting  parties! 

Mr.  Whitmore.  I  think  the  money  pool  would  be  the  better  one,  but 
I  do  not  feel  myself  competent  to  give  an  opinion  on  that  subject. 

Senator  Harris.  Then,  if  the  money  pool  is  adopted,  would  it  not 
result  in  paying  that  railroad  which  fails  to  get  its  due  pro[»ortion  of 
the  traffic  money  for  which  it  has  performed  no  services  whatever! 
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Mr.  Whitmobe.  No,  sir;  I  can  not  say  it  would  be  paid  money  for  no 
services  whatever,  because  some  railroads  are  so  placed  that  in  order  to 
get  the  tonnage  they  will  tear  the  other  railroads  all  to  pieces. 

Take  the  Vermont  Central  Eailroad.  The  Vermont  Central  can  come 
up  to  us  by  the  Canadian  connections,  and  it  can  say  '<  Give  us  a  share 
of  your  East  and  West  business ;  otherwise  we  will  tear  your  property 
V  to  pieces.''    They  may  do  so. 

Senator  Habbis.  What  service  has  the  railroad  ever  performed  for 
the  money  that  is  paid  it  upon  the'  settlement  by  the  pool  ?  I  under- 
stand your  answer  a  moment  since  was  that  it  would  have  torn  the  com- 
peting road  up.  I  want  to  know  what  service  it  lias  performed  to  the 
public  for  the  money  it  received f 

Mr.  WniTMOBB.  It  is  the  only  way  in  which  it  can  keep  up  its  track. 

Senator  Habbis.  Has  it  performed  any  service  to  an  individual  or  the 
public  for  the  money  it  received  f 

Mr.  Whitmobe.  It  has  performed  its  daily  service  far  better  than  it 
otherwise  could. 

Senator  Habbis.  In  what  respect? 

Mr.  Whitmobe.  In  keeping  its  property  in  shape.  It  is  dangerous  to 
allow  roads  to  run  down  from  lack  of  revenue. 

Senator  Habbis.  Has  it  carried  anything  for  anybody  for  the  money 
it  received  from  the  pooling  arrangement? 

Mr.  Whitmobe.  It  can  not,  unless  it  has  money  enough  to  keep  it  up. 

Senator  Habbis.  This  committee  has  the  testimony  of  the  president 
of  a  railroad  which  runs  out  of  the  State  of  New  York.  During  the  ex- 
istence of  the  pool,  according  to  that  gentleman's  testimony,  the  one 
company  of  which  he  is  president  received  a  half  a  million  dollars  a  year 
for  doing  nothing,  for  which  it  did  not  carry  a  pound  of  freight  for  any- 
body. Do  yon  think  that  the  commerce  of  the  country  ought  to  be  taxed 
to  pay  those  balances  to  railroads  for  doing  nothing? 

-Mr.  Whitmore.  I  think  it  is  an  absolute  necessity  to  provide  that 
the  railroads  shall  be  kept  in  safe  condition,  and  I  do  not  believe  that 
the  railroad  you  refer  to  would  have  been  kept  in  safe  couditiou  if  it 
had  not  received  this  money.    Otherwise  it  would  not  have  received  it. 

Senator  Habuis.  The  railroads  that  paid  this  half  a  million  a  year  to 
the  weaker  road,  as  it  is  sometimes  called,  earned  it  in  the  carrying 
trade.  If  they  did  not  have  to  pay  that  half  a  million  dollars  to  a  rail- 
road which  was  doing  nothing  for  it,  could  they  not  have  afforded  to 
render  the  services  which  they  rendered  to  the  public  for  a  half  a  million 
less  money  t 

Mr.  Whitmobe.  But  the  other  railroad  would  have  gone  to  pieces. 

Senator  Habbis.  The  business  of  the  country  did  not  demand  its  serv- 
ices. According  to  your  theory,  you  would  compel  the  commerce  of  the 
country  to  keep  up  every  railroad,  whether  necessary  or  unnecessary 
to  the  business  of  the  country,  by  taxing  it  to  an  extent  necessary  to 
preserve  them  all. 

Mr.  Whitmobe.  I  would  either  preserve  them,  or  I  would  have  them 
abolished. 

Senator  Habbis.  Do  you  think  pooling  ought  to  be  legalized,  and  that 
the  long  and  short  haul  clause  ought  to  be  repealed  f 

Mr.  Whitmobe.  I  think  so. 

Senator  Habbis.  I  believe  you  stated  that  the  length  of  your  road  is 
212  miles  f 

Mr.  Whitmobe.  Yes,  sir ;  in  one  line. 

Senator  Habbis.  Suppose  you  carry  a  car-load  of  freight,  of  a  given 
character,  from  this  end  of  your  line  to  the  other  end  of  it  for  a  hundred 
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dollars.  Can  yon  find  a  reason  that  would  joatify  you  in  charging  more 
than  a  hundred  dollars  for  carrying  a  car-load  of  exactly  the  same 
character  of  freight  from  a  half-way  stat'on  to  the  other  end  of  youi 
line  f 

Mr.  Whitmobe.  I  believe  I  said  that  I  was  not  prepared  to  give 
instances,  and  that  our  distances  were  so  short  that  it  was  not  ini])ortant 
for  ISTew  England  to  have  that  clause  repealed.  I  gave  it  simply  as  an 
opinion  that  the  law  would  be  better  without  the  long  and  short  haul 
clause.  There  are  cases  where  the  long  and  short  haul  clause  works 
inequitably,  needlessly  so. 

Senator  Harris.  Take  the  route  from  Boston  to  San  Francisco.  As 
a  railroad  man,  can  you  give  a  reason  that  would  justify  the  carrier  in 
charging  more  than  a  hundred  dollars  from  a  point  half  way  between 
here  and  San  Francisco  to  San  Francisca,  if  a  hundred  dollars  a  car-load 
for  the  same  character  of  freight  over  the  same  road  was  the  rate  from 
Boston  to  San  Francisco  f 

Mr.  Whitkore.  Take  the  case  of  the  Canadian  Pacific.  The  Cana- 
dian Pacific  is  charging  a  lower  rate  from  San  Francisco  to  Boston  than 
the  direct  roads.  The  direct  roads  are  charging  a  much  higher  rate. 
The  direct  roads  can  not  compete  with  the  Canadian  Pacific,  and  the  re- 
sult is  that  the  traffic  of  the  Canadian  Pacific  is  constantly  increasing. 

Seuator  Eeaoan.  What  road  is  that  f 

Mr.  Whitmore.  The  Canadian  Pacific.  The  direct  roads  are  charg- 
ing more  from  San  Francisco  to  Boston  thai^  is  the  Canadian  Pacific. 

THE  COST  OF  TRANSPORTATION. 

Senator  Harris.  Is  the  carrier  justified,  because  t)f  competition,  in 
carrying  through  freights  for  less  than  the  actual  cost  of  transporta- 
tion? 

Mr.  Whitmore.  It  is  hard  to  tell  what  the  actual  cost  is.  I  do  not 
believe  anybody  knows  what  is  the  cost  of  transportation  on  a  car-load 
of  freight. 

Senator  Harris.  It  can  be  approximated,  I  should  think. 

Mr.  Whitmore.  I  do  not  know.  I  never  knew  any  one  who  could 
tell  what  the  cost  was. 

Senator  Harris.  You  have  no  approximate  idea  as  to  the  cost  of 
transportation  over  your  roadf 

Mr.  Whitmore.  No,  sir;  I  could  not  tell  you  what  it  is. 

Senator  Harris.  You  are  in  the  dark,  then,  when  you  take  freight 
as  to  whether  you  make  or  lose  money  on  it  f 

Mr.  Whitmore.  Yes,  sir. 

Senator  Harris.  That  being  so  I  will  not  press  the  question  further. 

Seuator  Blair.  You  have  some  reason  for  saying  that  the  cost  of 
transportation  can  not  be  ascertained.  Will  you  not  please,  as  a  rail- 
road man,  explain  your  reason  t 

Mr.  Whitmore.  If  you  took  the  average  of  the  business  yon  would 
take  the  total  money  and  total  tonnage  and  find  what  it  would  amount 
to.  The  rates  for  export  would  be  less,  and  what  that  is  I  do  not 
know. 

Senator  Blair.  On  what  principle  are  fares  and  freights  arranged 
by  railroads  t 

Mr.  WHITMORE.  Competition  entirely,  I  think. 

Senator  Blair.  Is  not  competition  based  upon  causes  f 

Mr.  Whitmore.  Upon  causes,  certainly. 

Senator  Blair.  Do  you  do  business  with  a  view  to  profit  on  the  in- 
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vestmeiilf  and  make  tbat  one  of  tbc  conditions  or  consideratious,  or  is  it 
merely  a  grasp  for  the  business  of  the  country  between  existing  roads  f 

Mr.  Whitmobq.  Tbat  is  wbat  it  is. 

Senator  Bl  aib.  So  tbat  tbe  element  of  the  cost  to  the  road  disappears 
largely. 

Mr.  Whitmobb.  Yes,  sir,     . 

Senator  Blaib.  And  there  is  not  enough  for  them  all  to  eatt 

Mr.  Whitmobb.  At  present  I  do  not  think  there  is. 

Senator  Blaib.  And  it  is  a  question  who  shall  be  starved  out. 

Mr.  Whitmobb.  Yes,  sir. 

Senator  Blaib.  And  in  trying  to  get  enougb  to  eat  they  endeavor 
to  satisfy  their  appetite  out  of  tbe  public  without  any  regard  whatever 
as  to  whether  they  put  money  in  their  investment  judiciously  or  not 

Mr.  Whitmobb.  I  think  there  are  a  great  many  investments  which 
are  made  iigudiciously. 

Senator  Blaib.  Is  it  fair  that  the  body  politic  should  be  bled  to  tbe 
extent  of  furnishing  a  life  current  to  these  carcases  which  never  should 
have  been  created  f 

Mr.  Whitmobb.  If  tbe  fact  were  not  that  tbe  rates  and  tares  in  this 
country  were  lower  than  in  any  other  country  I  think  tbat  would  be  a 
fair  inquiry;  but  the  fact  is  that  there  is  better  accommodation  here 
and  for  less  money  than  in  any  other  country. 

Senator  Blaib.  Can  you  think  of  any  real  remedy  but  the  universal 
combination  of  all  the  roads  in  one— their  consolidation — and  theo  a 
reasonable  distribution  of  charges  over  the  entire  surface  of  the  coun- 
try tbat  is  supplied  with  transportation  by  the  entire  body  of  combined 
roads. 

Mr.  Whitmobb.  I  think  not. 

Senator  Blaib.  It  seems  to  me  there  is  no  other  way. 

Mr.  Whitmobb.  No,  sir. 

Senator  Blaib.  That  comes  very  nearly  being  socialism,  does  it  notf 

Mr.  Whitmobb.  Yes,  sir. 

Senator  Reagan.  I  believe  I  understood  you  to  say  tbat  you  thought 
it  for  tbe  interests  of  tbe  railroads  that  a  pool  be  established — tbat  it 
would  be  advantageous  to  the  railroads. 

Mr.  Whitmobb.  Yes,  and  advantageous  to  the  public  also,  I  think. 

Senator  Reagan.  Are  you  familiar  with  the  effect  of  pooling,  as  it 
has  been  carried  on  from  year  to  year  for  the  last  eight  or  ten  years,  by 
the  trunk  lines  f 

Mr.  Whitmobb.  I  can  not  say  tbat  I  am,  because  our  interests  have 
been  so  small,  compared  with  the  very  much  larger  interests  which  were 
concerned  in  the  pooling  question. 

Senator  Reagan.  Do  you  know  enough  about  it  to  answer  tbe  ques- 
tion whether  pooling  has  not  been  disastrous,  both  to  the  railroads  and 
the  people  f 

.  Mr.  Whitmobb.  I  do  not  think  the  pool  was,  but  the  situation  was 
not  so  much  improved  before  the  interstate  law  wont  into  effect  as  it  is 
now  with  the  provision  for  the  publication  of  rates. 

Senator  Reagan.  Is  there  any  reason  to  believe  tbat  men  will  act  in 
any  better  faith  in  keeping  their  contracts  now  than  they  did  before  the 
act  was  passed  f 

Mr,  Whitmobb.  I  think  that  they  are  acting  better  now  than  before. 

Senator  Reagan.  I  mean  independently  of  tbe  law ;  if  you  give  them 
tbe  right  to  i>ool,  would  they  act  in  any  better  faith  than  before  the  law 
was  enacted  f 
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Mr.  Whitmobk.  They  would,  because  this  law  provides  for  it.  I  do 
not  thiuk  human  nature  has  improved  though. 

Senator  Reagan.  Suppose  we  allow  the  railroads  to  form  a  pool, 
what  protection  have  the  people  against  their  making  unjust  and  un- 
reasonable exactions  f 

Mr.  Whitmobe.  Well,  the  Mississippi  River  and  the  Erie  Canal  are 
two  enormous  regulators,  beside  the  immense  railroad  competition 
there  is. 

Senator  Reagan.  The  Erie  Canal  would  be  a  regulator  during  the 
summer  and  fall. 

Mr.  Whitmore.  And  largely  through  the  winter,  because  there  is 
such  an  enormous  carriage  in  the  summer  for  use  in  winter.    - 

Senator  Reagan.  Do  you  know  the  proportion  of  freight  earned  be- 
tween'Now  York  and  the  lakes  with  respect  to  that  carried  by  the  rail- 
road and  that  carried  by  the  canal  f 

Mr.  Whitmore.  I  do  not. 

Senator  Reagan.  Is  not  the  proportion  infinitely  greater  by  the  rail- 
road than  by  the  canal ! 

Mr,  Whitmore.  It  is  a  good  deal  larger,  but  the  canal  carries  enor- 
mously. 

Senator  Reagan.  What  is  your  judgment  as  to  what  would  be  the 
interest  of  the  general  public  in  the  freight  transported  and  the  inter- 
est of  the  road  in  it;  that  is  to  say,  the  difference  between  the  value  of 
the  product  and  the  cost  of  its  transportation  ? 

Mr.  Whitmore.  What  is  it  now,  do  you  say  ! 

Senator  Reagan.  At  any  time.  What  is  generally  the  difference 
between  the  value  of  the  products  and  the  cost  of  transportation  f 

Mr.  Whitmore.  I  could  not  say  exactly.  Take  corn  worth  50  cents 
a  bushel  and  it  would  come  down  from  Chicago  for  10  cents  a  bushel. 

Senator  Reagan.  In  that  case  it  would  be  as  four  to  one. 

Mr.  Whitmore.  It  would  be  one-fifth. 

Senator  Reagan.  Are  not  the  four-fifths  fully  as  much  entitled  to 
the  protection  of  the  law  as  the  one- fifth  interest  I 

Mr.  Whitmore.  Yes;  I  should  say  so,  decidedly. 

Senator  Reagan.  Do  you  not  understand  that  the  purpose  of  pre- 
venting pooling  is  to  prevent  monopoly  and  to  prevent  any  unrestricted 
exactions  by  the  companies! 

Mr.  Whitmore.  Yes;  but  I  would  make  all  such  pooling  subject  to 
the  action  of  the  Interstate  Commerce  Commission.  It  should  all  be 
discussed  with  them,  and  then  £  think  such  increases  could  be  made  in 
the  revenues  of  the  differeut  companies  as  would  keep  their  property  in 
good  order  and  without  hurting  the  shipments  at  all.  It  can  not  be  in 
favor  of  commerce  to  restrict  shipments. 

Senator  Reagan,  You  think  that  if  pooling  were  permitted  it  ought 
to  be  under  the  sanction  of  the  Commission  and  the  law  f 

Mr.  Whitmore.  Yes,  sir. 

Senator  Reagan.  I  do  not  know  whether  you  stated  the  reason  why 
you  opposed  the  provision  of  the  law  in  relation  to  the  long  and  short 
haul. 

Mr.  Whitmore.  Because  it  does  not  work,  under  all  circumstances, 
in  the  same  way.  It  permits  it  so  far  as  it  reaches  a  high  rate.  I  gave 
that  instance  before.  If  you  make  the  rate  $1  for  1,000  miles,  accord- 
ing to  that  proviso  you  can  make  it  $1.50  for  1,001  miles,  but  you  can 
not  make  it  $1.01  for  999  miles. 

Senator  Reagan.  Are  you  aware  that  there  is  a  provision  of  law  that 
requires  rates  to  be  reasonable  ? 
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Mr.  Whitmobb.  That  I  would  leave  in. 

Senator  Reagan.  Then,  if  you  charge  $1  for  1,000  miles  and  $1.50 
for  1 ,001  m  ilea,  would  not  that  be  met  by  the  provisions  of  the  law  which 
^)rovide  that  the  rates  shall  not  be  unreason^-ble  f 

Mr.  Whitmobe.  yes,  sir;  I  think  it  would. 

Senator  Reagan.  Is  there  any  reason  except  water  competition  that 
justifies  the  charging  of  less  in  any  case  for  a  longer  haul  than  a  shorter 
haul! 

Mr.  Whitmobb.  I  think  there  may  be,  but  I  am  so  unacquainted  with 
.the  circumstances  that  I  would  rather  not  say. 


STATEMEirr  OF  C.  S.  MELLEV. 

Mr.  0.  S.  Mellen,  traffic  manager  of  the  Union  Pacific  Railway 
Company,  appeared. 

The  Ghaibman.  State  with  what  road  yon  are  connected  and  your 
relations  to  it. 

Mr.  Mellen.  I  am  connected  with  the  Union  Pacific,  and  am  its 
traffic  manager. 

The  Ghaibman. >  I  will  say  to  the  committee  that  I  asked  Mr.  Adams 
to  have  the  traffic  manager  of  the  Union  Pacific  here.  He  would  prob- 
ably usually  be  at  Omaha  or  at  the  other  end  of  the  road,  and  Mr.  Adams 
politely  complied  with  our  request. 

Now,  Mr.  Mellen,  you  have  heard  the  resolution  read  this  morning, 
and  doubtless  heard  the  discussion  which  has  taken  place  here,  and  I 
wish  you  would,  in  your  own  way,  give  us  your  ideas  with  respect  to  the 
matter  under  consideration. 

Mr.  Mellen.  The  competition  that  the  Union  Pacific  feels  in  con- 
nection with  the  Ganadian  lines  is,  of  course,  with  respect  to  transcon- 
tinental traffic.  That  traffic  is  regulated  by  agreements  between  the 
roads  through  an  association  known  as  the  Transcontinental  Associa- 
tion. The  Ganadian  Pacific  has,  at  different  times,  had  differential  rates 
allowed  it  in  order  to  prevent  demoralization  of  the  tariffs  of  the  asso- 
ciation, and  something  over  a  year  since  was  admitted  as  a  member  of 
the  association,  the  differential  rates  allowed  it  being  a  condition  pre- 
cedent to  its  coming  in. 

The  Ghaibman.  You  speak  now  particularly  of  the  Canadian  Pa- 
cific t 

Mr.  Mellen.  Yes,  the  Ganadian  Pacific.  The  competition  of  the 
.Grand  Trunk  road  is  not  a  factor  in  which  we  are'interested.  That  ap- 
plies to  lines  east  of  Ghicago  and  not  the  lines  west  of  the  Missouri 
River.  I  have  in  my  hand  a  statement  prepared  by  the  Transconti- 
nental Association  which  shows  the  percentage  of  San  Francisco  traffic 
to  and  from  the  Atlantic  sea-board,  which  has  been  carried  since  Feb- 
ruary, 1888,  by  the  Ganadian  Pacific  Railway. 

THE  SAN  FBANOISCO  TBAFFIO. 

The  Ghaibman.  From  San  Francisco  to  where  t 

Mr.  Mellen.  Atlantic  sea-board  points  like  Boston,  New  York,  Phil- 
adelphia, Baltimore,  etc.  I  would  like  to  hand  this  to  the  committee 
as  it  will  show  that  the  Ganadian  Pacific  have  been  steadily  increasing 
their  amount  of  San  Francisco  business  until  to-day  they  are  one  of  the 
largest  transportation  lines  running  between  San  Francisco  and  the 
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Atlaotic  sea- board.  This  statement  shows  the  total  basiness  done  by 
one  single  line.    The  total  basiness  would  be  100  per  cent. 

Senator  Blaib.  Between  what  dates! 

Mr.  Mellen.  From  February  to  June  1888,  they  did  10^  of  the  to* 
tal  San  Francisco  traffic,  about  90  per  cent,  being  done  by  the  other 
transcontinental  lines.  From  July  to  December,  1888,  they  did  11  f^ 
of  the  total  San  Francisco  traffic.  In  January  1889,  they  did  11  AA>  P^i* 
cent,  of  the  total  San  Francisco  traffic,  and  in  Februani^  1889,  they  did 
25-^,  in  March  29 ^^  and  in  April  37  j^,  showing  tliatthat  line  to*day, 
or  in  the  month  of  April,  was  carrying  east-bound  over  33^  per  cent,  ot 
all  the  transcontinental  traffic  between  San  Francisco  and  the  Atlantic 
sea-board.    I  will  hand  you  the  statement  in  detail. 

The  statement  is  as  follows : 

Pereemtagei  of  total  San  Franci^oo  tonnage  carried  Ify  CanacUan  Paoifie  Railway  to  avd 

from  the  Territoriee  noted. 

f  Per  WMlcfy  statements  issoed  by  the  chamnsn  of  the  TraBMontinentsl  Aaaocistibn.] 


Period. 


February  to  Jnne,  1888. 
July  to  I>ocember,  1888 

January,  1689 

Fobrnarv,  18»9 

March.  1889 

April,  1889 

Total 


East  bound. 


ToAU-tlcSdwS? 


sea-board. 


10.48 
11.87 
11.38. 
25.23 
28.49 
37.77 


14  02 


bur/i(h. 


.15 

2.43 

88.69 


6.78 

26.70 


&49 


To 
>  Chicago. 


.83 

6.88 

16.11 


8.S2 
18.90 


8.82 


Westbonnd. 


From  At- 
laatie 
board. 


L98 
6.55 
472 
4  06 
7.63 
&06 


447 


From 
Boflialo. 


2.09 
6.11 
12.49 
10.07 
6.65 
7.C7 


&88 


From 
ChioaKa 


2.20 
a.  66 
2.70 
7.38 

a40 

6.07 


3.38 


DifferentiaU  allowed  Canadian  Pacific  Railway, 


1 

2 

8 

25 
23 
17 

4 

6 

A 

16 
14 
11 

B 

0 

D 

JB 

Atlnntie  Aea-board .- ......_...............'........•.•.. 

40 
82 
25 

85 
27 
21 

20 
18 
14 

20 
18 
14 

16 
14 
U 

12 

11 
9 

10 

9 
7 

7^* 

Buffalo  and  PitlHburirh r,,-.-^,.. .*.,,* 

ChiCaVO    ..........T.r.....r-.........r-.1--T 

7 

\>u*vaj|(u    ..•..••...••.•■■•...•.•..•«*•••..•>••••■••■•••.■«•*. 

Senator  Qobman.  The  Canadian  Pacific  comes  in  competition  with 
the  Union  Pacific  by*  a  steam-ship  line  plying  between  San  Francisco 
and  Puget  Sound  f 

Mr.  Mellen.  Tes,  sir. 

Senator  Gorman.  Who  owns  that  steam-ship  company  t 

Mr.  Mellen.  It  is  owned  by  American  parties. 


DIFFERENTIALS  ALLOWED  THE  CANADIAN  PAOIFIO. 

The  Chairman.  What  have  you  to  say  in  explanation  of  the  rapid 
increase  of  tonnage  carried  over  the  Canadian  Pacific  f 

Mr.  Mellen.  I  think  it  is  owing  to  the  differentials  allowed  the  Cana- 
dian Pacific  being  too  large. 

The  Chairman.  The  differentials  allowed  it  by  the  American  roads  1 

Mr.  Mellen.  Yes,  sir. 

The  Chairman.  Why  do  the  American  roads  allow  such  large  differen- 
tials, then  t 
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Mr.  Mellsn.  In  order  to  preserve  the  existing  tariffs. 

SeDRtor  OoBMAN.  State  the  differeDtials  iu  1888  and  1889. 

Mr.  Mellen.  The  present  differential  on  first-class  freight  is  40 
cents  a  hundred. 

Senator  Gobman.  What  were  the  differentials  in  1888! 

Mr.  Mellen.  In  1888,  the  differentials  were  30  cents  per  hundred, 
26  cents  per  hundred,  20  cents  per  hundred,  15  cents  per  hundred, 
and  so  on.  Thirty  ceuts.  per  hundred  as  against  40  cents  per  hundred 
now,  20  cents  as  against  25  cents,  and  so  on. 

Senator  Blaib.  Tou  think  that  the  differentials  are  now  too  large, 
and  that  that  accounts  for  the  large  increase  oftratlio  on  the  Canadian 
Pacific! 

Mr.  Mellen.  Yes,  sir. 

Senator  Blaib.  Do  you  not  mean  that  the  differentials  are  not  large 
enough  t 

Mr.  Mellen.  No,  the  differentials  allowed  the  Canadian  Pacific  make 
their  rates  less  than  the  rates  agreed  upon  by  the  Transcontinental 
Association,  and  they  are  enabled  thereby,  to  take  an  undue  proportion 
of  the  traffic.  The  differential  is  too  large.  A  differential  is  the  rate  a 
road  is  allowed  to  charge  less  than  its  competitors. 

In  this  connection  I  wish  to  state  that  the  Transcontinental  Associa- 
tion is  now  on  the  verge  of  disruption  by  the  notice  of  the  withdrawal 
of  the  Southern  Pacific  unless  these  differentials  allowed  the  Canadian 
Pacific  cifin  be  red  need, and  there  is  a  meeting  called  for  the  20th  of  July, 
a  conference  of  all  the  lines  interested,  for  the  purpose  of  ascertaining 
whether  the  roads  can  preserve  the  association  and  the  tarifis;  Thus 
far  there  has  been  shown  no  intention  of  reducing  the  differentials. 
How  the  association  can  be  maintained  and  these  differentials  be  kept 
up  is  the  question. 

The  Chaibman.  I  intended  to  ask  you  this  question  a  moment  ago, 
but  was  interrupted.    Why  is  it  that  the  difiereutinls  were  fixed  so  high  t 

Mr.  Mellen.  There  was  a  great  deal  of  uncertaint^'^,  and  the  Canadian 
Pacific  agreed  to  come  into  the  association  and  be  good  citizens  and 
behave  themselves  if  the  other  roads  would  allow  them  to  charge  so  much 
less  than  the  published  rates  of  the  association.  That  was  the  best  we 
could  do.    There  was  no  sentiment  about  it. 

The  Chaibman.  What  would  be  the  effect  if  you  did  away  with  the 
association  t 

Mr.  Mellen.  The  Canadian  Pacific  would  come  in  as  a  free  lance, 
and  make  business  unremunerative  for  us  all. 

The  Chaibman.  You  say  they  would  make  business  unremunerative 
to  all  the  roads  t 

Mr.  Mellen.  Tea,  sir.  They  can  stand  a  loss  better  than  we  can, 
perhaps. 

The  Chaibman.  Whyt 

Mr.  Mellen.  Because  the  Canadian  Government  backs  them. 

The  Chaibman.  The  Government  helps  them  out  whenever  they 
need  it  T 

Mr.  Mellen.  It  has  helped  them  out  once  or  twice. 

The  Chaibman.  What  do  you  actually  know  about  the  Canadian 
Goverument  assisting  the  Canadian  Pa<;ific  roadt 

Mr.  Mellen.  I  know  nothing  but  from  common  report. 

The  Chaibman.  Do  you  regard  the  Union  Pacific  as  having  lost  very 
seriously  by  the  competition  of  the  Canadian  Pacific! 

Mr.  Mellen.  The  Union  Pacific  has  been  losing;  it  has  not  been 
losing  very  seriously,  though. 
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The  CHAIRMAN.  Which  road  has  lost  the  mostf 

Mr.  Mellen.  The  loss  has  been  distributed  generally  over  all  the 
roads  which  form  lines  reaching  from  the  97th  meridian  to  Pacific  Coast 
terminals. 

The  Chairman.  Snppose  there  was  no  law  regulating  the  American 
roads,  would  there  be  a  different  8itnatiou,in  your  opinion  ? 

Mr.  Mellen.  There  would,  in  all  probability,  be  a  pool  or  a  division 
of  traffic. 

The  CHA.IRMAN.  You  would  have  to  give  the  Canadian  Pacific  the 
lion's  share  in  order  to  make  any  bargain  with  them. 

Mr.  Mellen.  Not  the  lion's  share;  but  more  than  they  were  enti- 
tled to. 

The  Chairman,  What  difference  would  there  be  between  giving  them 
more  than  they  were  entitled  to  and  what  you  are  now  doing  f 

Mr.  Mellen.  I  would  not  so  much  object  to  these  differentials  if  I 
believed  the  Canadian  Pacific  did  their  business  on  them. 

The  Chairman.  Do  you  think  the  Canadian  Pacific  does  business  at 
a  still  lower  rate  than  tliey  are  allowed  to  by  those  differentials  T 

Mr.  Mellen.  That  is  a  difficult  thing  to  prove,  as  any  railroad  man 
knows.  I  do  not  believe  that  all  of  the  business  the  Canadian  Pacific 
does  is  done  on  those  differentials. 

The  Chairman.  So  that  they  become  a  free  lanq^  any  way  t 

Mr.  Mellen.  By  this  arrangement,  however,  we  check  the  demoral- 
ization. We  do  not  entirely  prevent  it;  I  do  not  believe  we  shall  en- 
tirely prevent  it  until  the  millenium  comes.  It  is  checked.  The  dif- 
ferential system  ^^  a  benefit  to  that  extent. 

The  Chairman.  The  point  I  want  to  get  at  is  whether  there  is  any 
situation,  any  condition,  pertaining  to  the  National  Government  that 
embarrasses  you  gentlemen  running  American  lines  in  this  competition 
with  the  Canadian  Pacific. 

Mr.  Mellen.  The  Canadian  Pacific  has  an  advantage  in  the  fact  that 
it  is  not  compelled  to  scale  its  intermediate  rates  to  meet  the  rate/S  it 
names  on  through  freight,  as  the  American  lines  are  compelled  to  do, 
and  thus  takes  it  away  from  the  American  roads. 

The  Chairman.  Do  you  suppose,  as  a  matter  of  fact,  that  the  Cana- 
dian Pacific  charges  more  for  half  the  distance  from  Montreal  to  San 
Francisco,  o^  to  Puget  Sound,  the  terminus  of  their  road,  than  they  do 
for  the  whole  distance  from  Montreal  to  San  Francisco,  or  Puget  Sound! 

Mr.  Mellen.  I  think  their  rates  from  Boston  to  Vancouver  are 
higher  than  their  rates  from  Boston  to  San  Francisco.  I  think  that  is 
a  fact. 

The  Chairman.  I  snppose  the  Canadian  tariffs  are  not  on  file. 

Mr.  Mellen.  They  ought  to  be.  I  believe  that  the  rates  of  the 
Canadian  Pacific  from  their  Eastern  terminals  to  Puget  Sound  points 
are  higher  than  their  rates  from  Boston  to  San  Francisco.  As  a  matter 
of  fact,  the  differentials  that  are  granted  the  Canadian  Pacific  are  given 
purely  on  San  Francisco  business. 

The  Chairman.  If  the  Canadian  Pacific  comes  into  Tacoma,  which 
is  in  the  United  States,  and  so  is  Boston,  taking  a  shipment  from  Bos- 
ton to  some  Puget  Sound  point,  they  are  compelled  to  obey  the  inter- 
state commerce  act  as  to  that  shipment.  Is  not  that  your  understand- 
ing! 

Mr.  Mellen.  I  never  kne\y  just  exactly  how  that  was. 

The  Chairman.  Has  not  the  Interstate  Commerce  Commission  de* 
cide<l  that  such  shi|>ment8  are  under  the  interstate  law  f 

Mr.  Mellen.  I  do  not  know  as  to  that. 
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The  Chairman.  The  fact  is  that  Mr.  Hickson,  the  general  mana^ei 
of  the  Grand  Trunk  Kailroad,  and  Mr.  Van  Home,  president  of  the 
Canadian  Pacifio  Eailway,  stated  before  our  committee  that  in  all 
business  touching  the  United  States  they  regarded  tbe  interstate  com- 
merce act  as  in  force. 

If  you  have  any  documents  with  yon,  Mr.  Mellen,  that  you  wish  to 
insert  you  can  do  so. 

Mr.  Mellen.  I  have  merely  brought  some  figures  to  show  the  com- 
mittee that  the  Canadian  Pacific  is  continually  increasing  the  amount 
of  American  business  it  is  doing  in  competition  with  onr  line,  through 
the  facilities  they  have,  whereas  we  are  under  restrictions  -,  and  I  as- 
sume that  unless  there  is  some  change  made  tiiat  that  increase  will  con- 
tinue until  eventually  all  this  business  will  be  absorbed  by  the  Cana- 
dian Pacific. 

The  Chairman.  Is  it  or  not  your  opinion  that  with  the  aid  given  to 
the  Canadian  Pacific  by  the  British  Government  that  state  of  facts  will 
prevail  without  reference  to  any  law  of  the  United  States  f 

Mr.  Mellen.  To  an  extent,  but  not  to  so  great  an  extent. 

The  Chiabman.  Why  not!  Take  your  own  business,  for  instance. 
Yon  are  traffic  manager  of  the  Union  Pacific  road. 

Mr.  Mellen.  Yes,  su*. 

EFFECT  OF  THE  SHOET-HAUL  PROVISION. 

The  Chairman.  Do  you  find  the  interstate  commerce  act  seriously 
interfering  with  your  through  business! 

Mr.  Mellen.  I  do  not  think  it  does,  except  so  far  as  the  competition 
of  the  water  lines  and  of  the  Canadian  Pacific  forces  us  to  make  lower 
rates.  In  making  our  transcontinental  rates  we  do  not  observe  the 
short-haul  section  of  the  interstate  law.  We  nndersland  that  the  law 
allows  us  to  make  these  tarififs  in  the  way  we  have.  I  do  not  think,  al- 
together, that  the  Union  Pacific  has  suffered  very  seriously  by  reason 
of  the  competition  of  the  Canadian  Pacific. 

The  Chairman.  Is  not  that  the  same  construction  that  is  put  upon 
it  by  the  other  roads  ! 

Mr.  Mellen.  Yes,  sir. 

The  Chairman.  I  am  unable  to  see,  in  view  of  that  state  of  facts, 
how  legislation  affecting  American  interests  or  regulating  American 
railroads  interferes  with  your  right  to  compete  with  the  Canadian  Pa- 
cific, just  as  though  there  was  no  law  In  existence. 

Mr.  Mellen.  We  can  not  compete  except  at  greater  loss  than  the 
Canadian  Pacific.  If  you  construe  the  competition  of  the  Canadian 
Pacific  Eailroad  as  authorizing  a  suspension  of  the  long  and  short  haul 
clause,  I  think  we  could  take  care  of  ourselves. 

The  Chairman.  Have  you  not  been  doing  thatf 

Mr.  Mellen.  No,  only  so  far  as  water  competition  is  concerned.  The 
Canadian  Pacific  comes  in  and  takes  the  business  at  the  samo  rates, 
less  the  agreed  differentials  which  we  have  given  them  as  an  induce- 
ment for  them  not  to  go  to  w^ar. 

1? he  Chairman.  Have  you  not  been  operating  on  the  theory  that  as 
to  all  water  rates  on  through  shipments  the  interstate  commerce  short- 
haul  provision  did  not  apply  ! 

Mr,  Mellen.  Yes,  sir.  Now,  if  the  same  theory  should  be  applied 
to  the  Canadian  Pacific  that  is  applied  to  our  traffic,  so  far  as  the  scal- 
ing of  intermediate  rates  is  concerned,  it  would  be  a  certain  advantage 
to  the  American  lines. 
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The  Ghaibhan.  I  do  not  know  whether  I  understood  your  last  re- 
mark or  not.    Please  repeat  it. 

Mr.  Mellek.  I  say  that  if  the  Canadian  Pacific  were  obliged  every 
time  it  made  a  rate  to  a  western  point  to  scale  all  its  intermediate  rates, 
so  that  there  should  be  no  intermediate  rates  higher  than  the  through 
rate,  then  there  would  be  an  advantage  to  the  American  lines. 

The  Ghaibhan.  Do  you  observe  the  long  and  short  haul  provision 
and  decline  to  charge  more  for  any  intermediate  shipments  than  you 
charge  for  the  through  shipment  t 

Mr.  Mellen.  We  do  not.  Here  is  the  point.  The  Canadian  Pacific 
takes  business  around  by  way  of  Vancouver  into  an  eastern  terminus. 
They  get  an  advantage  there,  and  we  can  not  compete  with  them  on 
that  point.  As  the  American  lines  go  inland  from  either  side  of  the 
continent  their  rates  are  not  subject  to  water  competition  and  become 
subject  to  the  long  and  short  haul  provision  of  the  interstate  law. 
This  is  not  the  case  with  the  Canadian  Pacific  and  is  an  advantage  to 
that  company.  Again,  by  its  various  connections  by  both  water  and 
rail  it  draws  business  from  intermediate  points  in  the  American  lines 
to  it  at  various  junction  points  and  is  not  obliged  to  apply  the  rates 
named  on  such  business  to  the  various  points  on  the  line  over  whidi 
such  business  goes  to  destination  although  the  same  are  intermediate 
and  would  under  the  law  on  an  American  line  take  the  same  or  a  lower 
rate. 

The  Ghaibhan.  When  you  go  away  from  the  water^s  edge  you  have 
to  observe  the  long  and  short  haul  provision  t 

Mr.  Mellen.  That  is  what  I  mean.  They  are  not  subject  to  the  same 
disadvantage.  More  than  all  that,  they  can — I  will  not  say  they  do — 
pay  rebates  and  we  can  not  find  it  out. 

The  Ghaibhan.  How  is  that  with  resi»ect  to  your  roadf 

Mr.  Mellen.  You  have  access  to  everything  we  have.  We  are  cer- 
tainly under  strict  orders  to  observe  the  law  in  everj'  way  we  can. 

The  Ghaibhan.  I  am  not  intimating  that  there  is  any.disi)Osition  to 
violate  the  law  secretly. 

Mr.  Mellen.  The  law  is  very  difficult  to  apply  in  all  cases,  and  it 
would  be  strange  if  we  did  not  make  slips  once  in  a  while. 

BUSINESS  ON  THE  UNION  PACIPIO. 

The  Ghaibhan.  How  much  of  a  decrease  has  there  been  in  your  own 
transcontinental  traffic  within  the  last  two  or  three  years  t 

Mr.  Mellen.  I  am  not  prepare<l  to  say,  but  I  should  not  think  it  is 
anything  worth  making  any  complaint  about. 

The  Ghaibhan.  Nothing  very  serious  t 

Mr.  Mellen.  No,  sir.  Our  road  is  peculiarly  situated  with  regard 
to  this  law.  We  are  a  short  line,  and  the  law,  if  it  is  a  benefit  to  any 
line,  is  a  benefit  to  the  short  line ;  and  while  we  may  lose  some  round- 
about business  which  we  got  before  the  passage  of  the  interstate  law, 
we  probably  gain  in  direct  business,  which  more  than  ofisets  the  loss 
on  round-about  business. 

The  Ghaibhan.  The  business  of  your  road  is  increasing,  is  it  not  f 

Mr.  Mellen.  The  business  of  our  road  has  been  falling  oli  during  the 
early  part  of  this  year,  but  it  is  not  owing  to  the  operation  of  the  inter- 
state commerce  law.  There  are  some  roads  tonching  the  Canadian 
Pacific  and  running  down  into  the  United  States 

The  Ghaibhan.  What  are  those  roads! 

Mr.  Mellen.  The  St.  Paul,  Minneapolis  and  Manitoba,  and  then 
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they  oonnect  at  Dalath  with  the  Daluth,  South  Shore  and  Atlantic,  and 
the  Sanlt  Ste.  Marie  and  Atlantic 

The  Ohaibman,  Does  much  traffic  drop  down  from  Winnipeg  into 
the  region  of  the  Union  Pacific  at  Omaha  and  other  points  along  the 
lineT 

Mr.  Mellen.  Nothing  worthy  of  consideration.  It  more  affects  the 
business  in  Minnesota  and  Wisconsin. . 

The  Ohaibman.  Whatever  does  come  and  is  switched  off  into  that 
region  and  comes  into  the  United  States,  does  the  Canadian  Pacific  carry 
it  from  the  western  point  and  bring  it  in  at  a  less  rate  than  any  of  oar 
roads,  the  Northern  Pacific,  for  instance,  or  yoar  own  roadf 

Mr.  Mellen.  The  differentials  do  not  apply  on  that  traffic,  I  believe. 

The  Chairman.  What  do  you  know  about  the  Northern  Pacific  line 
in  its  competition  with  the  Canadian  Pacific  f 

Mr.  Mellen.  I  should  assume— I  have  not  personal  knowledge^-tbat 
its  competition  with  the  Canadian  Pacific  is  greater  than  ours. 

The  Chaibman.  Do  yon  mean  that  the  Northern  Pacific  is  suffering 
more  than  your  road  f 

Mr.  Mellen.  Tes,  sir. 

Senator  Blaib.  Does  the  Northern  Pacific  take  any  traffic  from  San 
Francisco  t 

Mr.  Mellen.  Yes,  sir. 

Senator  Blaib.  It  has  steamers  as  well  as  the  other  lines  f 

Mr.  Mellen.  Yes,  sir. 

PACIFIC  STEAM-SHIP  LINES. 

The  Chaibman.  What  do  yon  know  about  foreign  shipments  t 

Mr.  Mellen.  We  have  a  large  business  from  China  and  Japan,  and 
are  interested  with  the  Southern  Pacific  in  the  ownership  of  one-half  of 
a  steam-ship  line  between  San  Francisco,  Yokohama,  and  Hong-Kong. 

The  Chaibman.  How  many  steamers  are  there  in  that  line  t 

Mr.  Mellen.  The  line  is  composed  of  four  steam-ships. 

The  Chaibman.  And  the  Union  Pacific  gets  all  the  traffic  that  comes 
over  on  that  line  of  steamers  t 

Mr.  Mellen.  By  the  action  of  the  Canadian  Pacific  Steam-ship  Line 
we  have  been  compelled  to  divide  the  traffic.  We  used  to  do  the  whole 
of  it,  but  now  we  do  but  60  per  cent,  of  it. 

The  Chaibman.  The  Canadian  Pacific  has  a  line  of  steamers  also  f 

Mr.  Mellen.  Yes,  sir.  We  assign  to  the  Canadian  Pacific  vessels 
and  sailing  vessels  40  per  cent,  of  the  traffic* 

The  Chaibman.  How  does  your  steam-ship  line  compare  with  the 
Canadian  Pacific  Steam-ship  Linet 

Mr.  Mellen.  The  lines  are  about  the  same. 

The  Chaibman.  Do  you  know  whether  the  Canadian  Pacific  Steam- 
ship Line  is  subsidized! 

Mr.  Mellen.  I  do  not  know  from  personal  knowledge.  I  have  un- 
derstood that  it  was. 

The  Chaibman.  Your  steam-ship  line  is  not  subsidized,  is  it  t 

Mr.  Mellen.  No,  sir. 

The  Chaibman.  The  Canadian  Pacific  Steam-ship  Line,  as  you  under- 
stand it,  gets  a  subsidy  from  tbe  Canadian  Government  f 

Mr.  Mellen.  I  have  understood  it  was  given  a  subsidy^  1  have 
never  paid  any  attention  to  it. 

The  Chaibman.  Take  this  end  of  the  line,  do  you  get  your  due  pro- 
portion, as  you  think,  of  the  shipments  of  cotton  goods  and  everything 
else  that  is  produced  here? 

6543 ^24 
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Mr.  Mellen.  We  do  not  get  very  mnch  of  the  trans-Paoific  bnsiiiefls. 
It  goes  mostly  by  the  Canadian  Pacific. 

The  Chairman.  Why  is  thatf 

Mr.  Mellen.  I  am  nnable  to  say.  Mannfactuiing  towns  are  located 
npon  lines  in  connection  with  the  Canadian  Pacific,  and  the  di^sion  of 
the  through  rate  made  by  the  Canadian  Pacific  would  naturally  lead 
those  lines  to  be  more  partial  to  that  line  than  to  ours. 

The  Chairman.  So  that  it  is  not  altogether  the  interstate  commerce 
law,  in  your  judgment,  that  causes  the  shipments  from  these  manufact- 
uring towns  to  drift  around  to  the  Canadian  Pacific  f 

Mr.  Mellen.  I  have  never  claimed  that  it  was  entirely  the  interstate 
commerce  act.  I  think  the  act  bears  hard  npon  some  of  this  business, 
though. 

LEGISLATION  SUaGESTED. 

s 

The  Chairman.  You  think  that  the  interstate  commerce  act  imposes 
burdens  upon  you  which  put  you  at  a  disadvantage  as  compared  with 
the  Canadian  roads.  What  suggestion  have  you  to  make  with  refer- 
ence to  changing  the  law  f 

Mr.  Mellen.  I  am  not  a  practical  legislator,  but  it  would  seem  to 
me  but  mere  justice  to  make  the  Canadian  Pacific  come  fully  under  the 
interstate  commerce  law  in  all  its  business,  as  the  American  roads  are 
compelled  to  do.  It  seems  to  me  that  Congress  should  require  the  Ca- 
nadian Pacific  to  be  placed  under  bonds,  to  produce  its  books  and  its 
officials  before  the  Interstate  Commerce  Commission,  as  the  American 
roads  are  now  obliged  to  do,  and  to  compel  it,  under  heavy  penalties,  to 
observe  the  law.  It  seems  to  me  that  that  is  the  only  sensible  thing  to 
do — either  do  that,  or  relieve  the  burdens  that  are  now  placed  u|>on  the 
American  lines  in  competition  with  the  Canadian  Pacific. 

The  Chairman.  You  think  that  would  be  a  remedy  preferable  to  a 
very  radical  chaugeof  the  interstate  commerce  act  itself  K 

Mr.  Mellen.  I  should  personally  deplore  seeing  the  act  repealed. 
I  believe  a  worse  condition  would  come  to  pass  in  case  of  the  re|)eal  of 
the  law  than  even  to  have  it  with  its  present  burdens  on  some  of  our 
railroads.  I  think  the  law  has  been  of  as  much  benefit  to  the  company 
I  represent,  as  it  has  been  a  burden. 

The  Chairman.  And  the  proper  thing  to  do  is  to  bring  the  Canadian 
roads  under  it,  do  you  think  f 

Mr.  Mellen.  Either  that  or  untie  our  hands  so  that  we  can  meet 
their  competition.  It  seems  to  me  it  is  perfectly  feasible  to  bring  the 
Canadian  Pacific  to  terms.  If  this  were  a  matter  between  railroads,  I 
think  they  would  find  a  way  of  adjusting  it,  and  I  think  the  United 
States  Government  ought  to. 

Senator  Blaib.  You  think  it  is  the  right  thing  for  the  Government 
to  so  conduct  this  matter  that  the  cost  of  transportation  should  be- 
come greater  to  the  people  than  it  now  is. 

Mr.  Mellen.  It  would  not  necessarily  be  so  by  either  of  the  methods 
I  suggest;  certainly  not  by  the  second. 

Senator  Blaib.  If  the  result  is  not  to  be  to  give  the  railroads  more 
than  they  are  now  getting,  how  can  any  action  relieve  them  from  their 
embarrassment  t 

Mr.  Mellen.  If  the  result  is  to  be  that  the  railroads  are  to  get  more 
money,  then  of  course  that  money  has  got  to  come  out  of  the  public ; 
but  I  do  not  think  that  it  is  necessary  that  the  railroads  should  get 
more  money.  They  might  get  less  and  have  this  situation  made  just 
and  eQui  table  as  between  the  parties. 
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Senator  Blaib.  Do  you  know  of  any  way  of  redaclng  the  charges, 
or  prices,  of  any  article  except  by  competition  between  those  who  have 

it  to  sellt 

Mr.  Mellen.  Bat  yon  have  competition  in  all  this  transcontinental 
traffic  by  water  and  by  the  American  lines.  It  is  not  necessary  that 
you  tie  the  hands  of  the  American  lines  and  have  them  bound  hand 
and  foot  for  the  bene&t  of  a  foreign  line  to  take  the  business  from 
theiu. 

Senator  Blaib.  Do  you  think  that  by  applying  the  provisions  of  the 
interstate  commerce  act  to  the  Canadian  roads,  the  cost  of  transporta- 
tiou  to  the  people  of  New  England  would  not  be  increase<lt 

Mr.  Mellen.  Not  necessarily. 

Senator  Blaib.  And  would  the  competition  be  just  as  eflfectivet 

Mr.  Mellen.  Just  the  same. 

Senator  Blaib.  Would  it  be  just  as  effective  to  reduce  the  price  of 

transportation  then  as  it  now  ist 

Mr.  Mellen.  It  is  my  impression  that  the  eftect  of  the  interstate 
commerce  act  is  to  increase  the  rates  charged  by  the  Transcontinental 
Association. 

Senator  Blaib.  Even  in  this  country  f 

Mr.  Mellen.  Yes,  and  it  would  not  be  difficult  for  the  roads  in  the 
association  to  increase  their  rates  still  further  by  increasiug  the  differ- 
entials of  the  Canadian  Pacific.  The  only  point  is  this,  tbey  will  get 
just  as  much  more  as  the  patience  of  the  American  railroads  will  enable 
them  to. 

leqalizing  poolino. 

Senator  Blaib.  Would  the  legalizing  of  pooling  enable  the  roads  to 
contract  with  each  other  as  one  solid  mass  and  enable  them  to  hold  each 
other  to  this  contract  and  then  put  up  prices  t 

Mr.  Mellen.  That  is  what  they  are  doing  to-day,  except  there  is  no 
binding  force  to  the  contract.  That  is  what  the  Transcontinental  As- 
sociation  aims  at,  that  certain  rates  shall  obtain  on  that  traffic,  and  if 
that  agreement  is  observed  there  are  no  lower  rates  charged  by  the  Ca- 
nadian Pacific  than  by  any  other  transcontinental  line  except  the  lower 
rate  it  is  allowed  to  charge  by  the  agreement.  That  is  an  agreement 
for  the  maintenance  of  rates.  There  is  no  division  of  traffic.  Now,  if 
the  Canadian  Pacific  is  put  under  the  law  and  pooling  id  legalized,  I 
am  in  favor  of  the  pool.  I  do  not  believe  in  a  money  pool ;  I  believe 
in  a  division  of  traffic.  I  believe  ihat  when  one  line  can  demoralize 
business,  instead  of  giving  it  money  it  would  seem  to  be  better  to  give 
it  its  proportion  of  business,  and  then  it  has  to  do  some  work  for  the 
money  it  gets.  I  do  not  believe  in  roads  earning  more  money  than 
they  are  entitled  to  and  then  being  compelled  to  pay  the  surplus  over 
to  a  road  that  does  nothing. 

Senator  Blaib.  Is  that  anything  else  than  a  proposition  to  abolish 
competition  between  the  railroads  and  to  consolidate  them  in  one  mass 
according  to  law,  so  that  one  component  part  can  enforce  the  law  as 
against  the  whole  t 

Mr.  Mellen.  That  is  the  substance  of  it 

Senator  Blaib.  Is  not  that  the  substance  of  what  it  would  be  to  the 
public  t 

Mr.  Mellen.  It  would  have  the  effect  of  making  the  rates  stable. 

Senator  Blaib.  At  the  will  of  the  railroads. 

Mr.  Mellen.  No  ;  that  depends  upon  the  provisions  of  law  by  which 
yon  allow  the  pooling.    I  do  not  mean  an  unrestricted  yool.    ^^  ^^^y^ 
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!s  one  that  shall  be  filed  and  be  approved  by  the  Interstate  Commerce 
Commission,  and  one  that  the  railroads  through  the  Commission  can 
enforce  on  all  members  of  the  pool,  and  that  penalties  oe  provided 
against  companies  violating  that  pool  the  same  as  providing  for  penal- 
ties for  violating  the  law  as  it  stands  to-day. 

Senator  Blair.  Will  you  suggest  the  necessity  of  that  kind  of  com- 
bination, if  there  is  any  f 

Mr.  Mellen.  There  is  a  necessity,  I  suppose,  to  preserve  property ; 
to  maintain  stable  and  uniform  rates,  and  to  prevent  demoralization  in 
all  classes  of  business  which  must  necessarily  ensue  if  the  rates  are  nu- 
stable,  as  I  believe  thay  always  have  been,  and  as  I  believe  they  are 
to-day  more  than  before  the  passage  of  the  interstate  commerce  act.  I 
think  it  would  accomplish  what  the  act  intended,  except — well,  1  make 
no  exception. 

Senator  Blair.  And  to  reach  this  end  it  is  necessary  to  have  an  agree- 
ment on  the  part  of  the  Canadian  Pacific,  or  otherwise  a  combination 
of  American  railroads  whose  traffic  may  be  afifected  by  the  Canadian 
Pacific  would  be  inoperative  and  void. 

Mr.  Mellen.  That  is  the  fact.  But  I  suggest  an  alternative  propo- 
sition. If  you  are  afraid  the  public  will  be  imposed  upon  by  bringing 
the  Canadian  Pacific  under  the  provisions  of  the  interstate  commerce 
lact,  then  release  the  American  roads  from  the  restricting  provisions 
and  let  them  meet  this  competition  if  they  see  fit,  and  the  public  will 
get  the  benefit.  But  if  you  tell  the  Canadian  Pacific  that  they  can 
come  in  here  and  do  an  unrestricted  business,  you  tie  up  those  yoa 
should  protect  for  the  benefit  of  those  you  should  restrict,  as  it  seems 
to  me. 

Senator  Blair.  Do  you  think  there  would  be  much  sawing  done  if 
the  Canadian  Pacific  and  the  American  roads  were  authoriz^'d  to  com- 
bine? Would  not  the  sawing  then  come  between  the  railroad  combina- 
tion and  the  public  t 

Mr.  Mellen.  A  pool  is  not  protection  against  the  public,  but  protec- 
tion against  themselves.  They,  themselves,  are  their  worst  enemies. 
You  establish  just  and  reasonable  rates  to-day  and  these  tariffs  are 
filed  with  the  Interstate  Commerce  Commission.  Now,  if  you  enforce 
those  rates  on  the  part  of  the  American  lines  and  do  not  enforce  them  on 
their  coiupetitor  who  is  out  of  your  jurisdiction,  you  see  how  inequita- 
ble the  position  is  in  which  the  American  roads  are  placed.  The  ob- 
jection you  make  to  a  combination  should  be  to  their  tariffs  when  filed. 
There  is  then  time  to  correct  them  if  they  are  not  just  and  reasonable. 
If  they  are  just  and  reasonable  then  all  should  be  made  to  comply  with 
them. 

Senator  BLAitt.  You  must  catch  your  hare  before  you  cook  him. 

Mr.  Mellen.  That  is  the  rule  generally,  I  believe. 

Senator  Blair.  And  this  hare  is  in  a  country  where  we  have  no 
place  to  hunt  him. 

Mr.  Mellen.  I  think  if  you  watch  him  when  he  crosses  the  Ameri- 
can line  you  can  catch  him. 

Senator  Blair.  But  when  he  comes  over  the  line  the  American  public 
feed  on  him,  and  the  proposition  is  that  the  American  public  shall  have 
no  chance  to  feed  on  this  Canadian  hare  when  he  crosses  the  line. 

Mr.  Mellen.  If  the  laws  which  the  American  Government  pass  for 
the  government  of  their  own  corporations  are  just  and  equitable  it  is 
not  necessary  to  go  outside  of  their  borders  for  protection.  They  have 
a  right  to  establish  just  and  fair  rates,  and  if  they  are  not  just  and  fair 
rates  they  are  not  dealing  fairly  with  their  owu  people. 
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Senator  Blaib.  Yoa  thiuk  it  just  and  reasonable  that  an  existing 
corporation,  simply  because  it  is  an  Ametican  corporation,  shall  be 
allowed  to  so  do  business  with  an  American  public  for  all  time  and  all 
parts  of  the  American  Bepnblio  as  that  that  road  shall  make  money  t 

Mr.  Mellen.  I  do  not  consider  that  the  question  of  making  money 
has  anything  to  do  with  this  question  at  all.  You  prescribe  a  rule  that 
the  American  railroads  shall  do  business  under  certain  rules  and  r% 
strictions.  You  prescribe  that  when  they  make  what  they  consider  just 
and  reasonable  tariffs  they  shall  file  them  with  the  Oommission,  which 
has  jurisdiction  to  examine  them  and  say  whether  they  are  just  and 
reasonable.  The  fact  that  no  question  is  raised  against  a  ^riff  filed  is 
proof  that  the  tariff  is  just  and  reasonable.  If  the  tariff  lies  there  in 
the  hands  of  the  Commission  without  objection  it  is  a  tariff  that  all 
should  abide  by,  and  you  then  get  from  foreign  and  American  com- 
petitors what  you  require  of  them. 

Senator  Blaib.  Do  you  understand  that  the  making  of  a  tariff  by  a 
railroad  company  and  filing  it  with  the  Interstate  Commerce  Commis- 
sion constitutes  an  estoppel  to  the  Government  or  the  American  people 
ever  objecting  to  any  American  citizen  obtaining  transportation  in  any 
other-direction  at  a  cheaper  ratet 

Mr.  Meli^en.  You  ask  me  does  it  constitute  an  estoppel  against  an 
American  citizen  getting  transportation  in  any  other  direction  at  a 
cheaper  rate.  I  say  thattif  he  obtains  his  transportation  from  an  Amer- 
ican road  at  a  cheaper  rate  than  the  regular  rate,  you  imprison  him, 
whereas  if  he  gets  it  from  an  English  road  he  is  all  right  and  has  some- 
thing to  feed  on. 

Senator  Blaib.  I  do  not  understand  it  so. 

Mr.  Mellen.  The  other  party  can  make  a  secret  cut  at  any  time. 
He  can  make  it  on  the  moment,  and  we  have  got  to  give  a  certain  length 
of  time  before  the  change  can  go  into  effect,  and  in  the  meantime  the 
business  is  g(Hie. 

Senator  Blaib.  Do  you  think  it  would  be  a  sufficient  protection  if 
the  Canadian  roads  were  not  allowed  to  change  their  rate  except  upon 
the  ten  days'  notice  or  three  days'  notice,  as  the  case  might  be  t 

Mr.  Mellen.  I  think  the  Canadian  road  ought  to  do  all  that  its  com- 
petilors  on  this  side  are  required  to  do. 

Senator  Blaib.  You  are  assuming  that  restrictions  are  not  imposed 
where  we  have  no  power  whatever  to  impose  them. 

Mr.  Mellen.  No. 

Senator  Blaib.  We  have  no  question  that  if  Canada  were  a  part  of 
our  own  territory  this  law  would  apply  there. 

}lr.  Mellen.  Then  the  American  public  would  have  nothing  to  feed 
upon  and  would  have  no  protection  at  all. 

Senator  Blaib.  Do  you  consider  that  this  interstate  commerce  law 
is  a  provision  of  recent  creation  f 

Mr.  Mellen.  Yes,  sir. 

Senator  Blaib.  Well,  there  is  a  vested  right  in  the  New  England 
people  that  they  had  prior  to  the  passage  of  this  act. 

Mr.  Mellen.  I  will  ask  you  if  the  New  England  people  have  any 
vested  right  to  any  lower  rates  that  are  not  enjoyed  by  other  people  in 
this  country  !  Have  the  New  England  people  any  right  to  go  to  the 
Canadian  roads  and  say  that  they  have  a  right  to  manipulate  their 
rates  when  people  in  other  parts  of  the  country  have  not  the  same 
privilege  t  Have  the  manufacturers  of  New  England  rights  that  manu- 
facturers in  any  other  part  of  this  country  have  not  t 

Senator  Blaib.  The  answer  to  your  question  \ft  t\i«A»  \X\^  -^or^^  ^^ 
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New  England  are  entitled  to  whatever  railroad  or  geographical  rights 
Ood  has  given  them,  and  are  entitled  to  any  advantage  brought  aboat 
by  their  own  industry  on  the  soil  where  they  live.  The  Union  Pacific  is. 
a  railroad  chartered  by  the  American  people  from  the  Missouri  River  to 
the  Pacific  Ocean.  It  is  2,000  miles  from  its  eastern  terminus  to  New 
England.  Is  it  exactly  fair  for  the  TJniou  Pacific  Bailroad,  which  is 
^o  or  three  thousand  miles  away  from  us  at  its  nearest  eastern  point>  to 
come  hero,  where  my  father  and  grandfather  toiled  and  developed  New 
England,  who  are  the  bone  and  sinew  of  its  soil,  and  say  that  the  people 
of  New  England  shall  give  you  a  profit  on  the  business  as  long  as  the 
sun  shines  and  the  water  runs,  rather  than  take  advantage  of  a  geo- 
graphical situation  and  a  country  west  of  us  of  vast  resources ;  and  sie 
we  to  be  legislated  out  of  our  advantages^  such  as  they  aref 

Mr.  Mkllen.  I  should  have  to  say  in  answer  to  that  that  the  New 
England  people  are  entitled  to  any  rates  that  they  can  gain  in  any 
way,  but  I  think  also  where  a  railroad  is  established  by  a  foreign  gov- 
ernment, as  a  military  road,  largely  subsidized,  which  has  no  prospect 
of  i>aying  its  interest  on  the  business  it  gets  in  the  country  which  it 
traverses,  that  that  railroad  should  not  have  advantages  to  compete  in 
any  portion  of  the  United  States  with  American  corporations,  where 
this  Government  has  taxed  its  people  to  build  the  Union  Pacific,  and 
who  are  holding  the  Union  Pacific  to  an  accounting  for  every  dollar  it 
owes.  I  think  those  people  should  give  their  business  to  their  own 
roads  and  not  contribute  to  maintain  foreigners  at  the  cost  of  their 
own  enterprises. 

Senator  Blaib.  But  the  way  in  which  you  propose  the  New  England 
people  shall  get  pay  for  the  debts  yon  owe  is  that  they  shall  pay  higher 
rates  for  all  future  time. 

Mr.  Mellen.  That  is  an  assumption  that  nothing  I  have  said  war- 
rants. It  does  not  necessarily  follow  that  if  you  put  the  Canadian 
Pacific  road  on  the  same  basis  as  the  American  roads  that  it  will  in- 
crease the  rates  of  foreign  fi-eight.  It  is  a  matter  in  which  a  great 
many  roads  have  an  interest  and  all  of  them  are  to  be  consulted.  You 
have  a  complete  remedy  in  the  fact  that  if  the  tarift' established  is  not 
a  reasonable  one  it  may  be  overthrown  at  any  moment  by  your  action. 

Senator  Blaib.  You  say  that  we  should  require  as  a  condition  pre- 
cedent to  the  Canadian  Pacific  doing  any  business  at  all  in  this  coun- 
try that  it  shall  conform  to  the  interstate  commerce  law.  .You  admit 
necessarily  from  the  fact  that  we  are  outside  of  that  political  juris- 
diction that  we  can  do  nothing  more  than  impose  by  our  laws  condi- 
tions that  they  shall  comply  with  in  order  that  they  may  do  business 
at  all  with  us.  If  they  do  not  see  fit  to  comply  with  those  conditions 
you  say  that  by  some  means  we  in  New  England  shall  be  put  to  the 
loss  of  transportation  facilities  in  which  we  feel  that  we  have  a  vested 
right.  Are  you  right  or  am  I  right  in  saying  that  your  proposition  is 
that  we  shall  so  conduct  our  business  by  a  law  of  the  land  that  we  will 
lose  these  Canadian  facilities  unless  these  foreign  roads  choose  to  con- 
form to  these  conditions  t 

Mr.  Mellen.  1  gave  you  an  alternative  proposition.  You  try  to 
put  me  in  a  position  where  I  am  going  to  force  the  people  to  pay  more 
money.  I  am  not  going  there.  It  is  immaterial  to  me  which-  proposi- 
tion is  adopted  so  long  as  the  law  is  applied  to  all  impartially,  or  else 
leave  the  American  roads  free  to  meet  the  competition  of  outside  roads. 

Senator  Blaib.  Take  it  in  that  way,  and  relieve  the  American  roads 
from  the  provisions  of  the  interstate  commerce  lawT  Is  not  that 
eqaivalent  to  requesting  a  repeal  of  the  law  t 
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Mr.  Mellen.  If  yoar  law  is  ni^jast  it  should  be  repealed. 

Senator  Blaib.  That  is  not  the  qnestioD.  Is  not  the  proposition  that 
yon  advance  equivalent  to  a  request  for  the  repeal  of  the  law  t  To 
illustrate  why  I  ask  the  question,  suppose  along  this  wide  ra^ige  of 
country  where  the  transportation  is  doue  by  the  Baltimore  aud  Ohio^ 
the  Erie,  the  Kew  York  Central,  and  lines  that  connect  with  the  West, 
you  release  those  line^  which  are  competing  with  the  Canadian  lines 
Irom  the  operation  of  the  interstate  commerce  law,  when  said  lines  ai^ 
in  immediate  competition  with  the  roads  passing  easterly  and  southerly 
of.  them,  does  it  not  follow  that  if  you  release  any  American  railroad 
from  the  operation  of  the  law  that  you  also  release  the  Canadian  lines  ? 

Mr.  Mellen.  I  say  release  all  or  tie  up  all.  It  is  not  fair  to  tie  a 
man  up  and  allow  an  outsider  to  punish  him  at  his  will. 

Senator  Blair.  I  am  not  entering  into  any  controversy  with  you  any 
more  than  to  get  at  your  ideas.  We  are  in  quest  of  knowledge  on  this 
subject.  I  do  not  know  what  my  own  opinion  is  on  these  questions. 
The  'Sew  England  manufacturers  want  the  lowest  rates  they  can  get,  no 
matter  at  what  cost,  and  you  want  the  highest  rates  that  you  can  get, 
or  the  highest  rates  that  the  traf&c  will  heart 

Mr.  Meli^n.  We  are  subject  to  restrictions  to  which  the  Canadian 
lines  are  not  subject.    There  is  no  limit  to  how  low  a  rate  may  go. 

Senator  Blaib.  If  the  American  people  release  the  Pacific  roads  of 
their  indebtedness  to  the  public,  would  the  Pacific  roads  afibrd  more 
reasonable  fares  and  freights  t 

Mr.  Mellen.  We  are  ready  to  accept  that  favor  whenever  you  are 
ready  to  grant  it. 

Senator  Habbib.  I  underetood  you  to  recommend  legalized  pooling 
based  upon  the  division  of  .traffic;  in  that  event  the  pool  would  dis- 
tribute the  traffic  between  the  various  parties,  would  it  not? 

Mr.  Mellen.  It  would  in  case  the  public  were  not  disposed  to  favor 
shipment  over  the  weak  or  roundabout  road  that  had  a  right  to  com- 
pete for  the  business,  or  else  it  would  be  adjudged  that  the  wea,ker  road 
was  entitled  to  a  certain  proportion  of  the  traffic,  and  it  could  be  ar- 
ranged by  the  adoption  of  a  differential  rate  that  would  be  sufficient  to 
induce  the  shipment  in  the  proper  direction.  In  other  words,  I  propose 
to  make  the  roads  do  the  work  for  the  money  they  get,  and  not  get  the 
money  as  under  the  old  pool  for  rendering  no  service  whatever. 

Senator  Habbis.  Take  the  case  of  one  of  the  parties  to  the  pool  that 
failed  to  get  its  due  proportion  of  the  traffic,  then  under  such  pooling 
contract  the  pool,  by  some  agency  of  its  own,  will  have  to  award  to  it 
a  certain  percentage  of  the  carriage. 

Mr.  MEiOiEN.  It  could  be  done  by  allowing  the  road  short  in  its  per- 
centage of  traffic  a  differential  rate  that  would  draw  to  it  the  amount 
of  percentage  it  was  short,  and  then  each  road  would  absolutely  do  the 
amount  of  work  required  of  it  to  earn  the  money  assigned  to  it. 

Senator  Habbis.  Do  you  not  now  in  the  fixing  of  your  rates  and  iu 
your  conferences  allow  certain  rates  that  are  satisfactory  to  the  various 
competing  companies  t 

Mr.  Mellen.  We  attempt  to,  but  we  do  not  succeed  very  well.  What 
we  need  is  a  division  of  traffic.  What  we  really  need  is  what  is  com- 
monly called  a  pool,  so  legalized  that  the  roads  that  enter  that  pool  can 
depend  upon  their  competitors  to  observe  it,  and  in  case  of  failure  to 
observe  it  that  there  be  penalties  imposed  which  will  be  sufficient  to 
make  all  keep  in  line.  A  pool  under  the  auspices  of  the  Interstate 
Commerce  Commission,  or  any  other  commission  that  may  be  thought 
better,  would  be  the  thing  desirable,  so  that  iu  ca&e  oIl  ^.\i^  t^<^  V^\\\\>x^ 
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tbe  pool  and  violating  its  provisioDS,  it  may  be  snfiSciently  paniplied.  J 
want  to  feel  that  my  competitors  are  boaud  by  tUeir  contract,  and  if  I 
discover  that  any  of  them  are  violating  the  agreement  they  will  be  dealt 
with  iu  a  manner  that  will  prevent  them  from  acting  in  bad  faith  a 
second  time.  Now  we  enter  into  agreements  that  result  in  demoraliza- 
tion when  there  is  a  violation  of  the  contract,  and  after  this  demoraliza- 
tion continnes  for  a  while  we  get  together  again  and  stop  it  for  a  time. 
My  idea  is  to  punish  the  party  who  makes  the  break  in  sacli  manner 
that  he  will  not  violate  the  contract  a  second  time. 

Senator  Harris.  And  yon  are  not  in  favor  of  a  pool  that  will  pay 
money  to  the  carrier  which  performs  no  service  t 

Mr.  Mellen.  No,  sir. 

Senator  Harris.  And  yon  would  not  favor  a  pool  by  which  a  ship- 
per would  not  be  able  to  determine  for  himself  over  what  road  he  shall 
send  his  goods  T 

Mr.  Mellen.  The  kind  of  a  pool  that  I  want  is  one  that  will  allow  a 
differential  which  will  induce  the  shipper  to  send  his  goods  over  tbe 
weaker  or  longer  route. 

Senator  Harris.  Ajid  you  think  the  shipment  over  the  weaker  or 
longer  route  would  be  accomplished  by  the  allowance  of  a  differential 
rate! 

Mr.  Mellen.  Yes,  m. 

THE  TRADE  WITH  CHINA  AND  JAPAN. 

Senator  Gorman.  Suppose  the  Canadian  Pacific  and  all  other  Cana- 
dian roads  should  be  put  under  exactly  the  same  conditions  as  the 
American  roads  as  to  the  publication  of  tariffs,  and  so  on,  would  yoo 
then  be  in  a  condition  to  compete  with  them  for  the  trade  of  China  and 
Japan  f 

Mr.  Mellen.  I  do  not  think  it  would  seriously  affect  the  China  and 
Japan  rates.  The  steam-ship  lines  on  the  ocean  are  practically  parties 
to  an  agreement  for  a  division  of  the  traffic  at  the  present  time. 

Senator  Gorman.  Can  you  give  us  the  distance  by  the  steam-ship 
line  fi*om  San  Francisco  to  Yokohama! 

Mr.  Mellen.  No,  sir. 

Senator  Gorman.  Can  you  give  the  distance  from  San  Francisco  to 
New  York  and  Boston  approximately  ? 

Mr.  Mellen.  It  is  approximately  1,865  miles  to  the  Missouri  Biver, 
and  about  1,600  miles  from  the  Missouri  Biver  to  Kew  York ;  in  round 
numbers,  3,500  miles. 

Senator  Gorman.  When  you  reach  New  York  you  are  dependent 
upon  whatever  foreign  steamers  you  can  pick  up  ! 

Mr.  Mellen.  Yes,  sir. 

Senator  Gorman.  It  has  been  testified  before  this  committee  that  the 
Canadian  Pacific  has  a  line  of  steam-ships  running  between  Vancouver 
and  China  and  Japan  subsidized  to  the  extent  of  $250,000  per  annum, 
and  that  their  distance  to  St.  John  is  very  little  greater  than  yours,  and 
then  that  they  have  a  line  of  steam-ships  subsidized  to  about  an  equal 
amount  running  from  St.  John  to  Liverpool.  Now,  with  a  subsidized 
railroad  and  subsidized  steam-ship  lines  at  each  end  of  the  line  of  road, 
how  is  it  possible  for  the  American  roads  to  compete  with  them  in  the 
traffic  referred  to  f 

Mr.  Mellen.  With  an  arbitrary  tariff  established  at  just  a  slight 
margin  above  the  cost,  it  would  be  impossible  for  the  American  line  to 
compete  with  the  foreign  line  having  a  subsidy.    But  if  a  pooling  ar- 
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raugement  were  iiiade  there  unquestionably  would  be  au  agreement  be- 
tween those  roads  establishing  tarififs  and  dividing  the  traffic  so  tbat 
each  would  get  a  fair  rate,  and  the  regulation  of  these  rates  would  come 
from  the  competition  via  the  Suez  Canal  to  Liverpool.  The  rates  a<;^ross 
this  continent  are  affected  by  the  rates  via  the  Suez  Canal  to  the  same 
I)oints,  and  the  rates  will  always  be  sufficiently  low  by  that  route  to 
prevent  any  extortionate  rate  by  the  routes  via  this  continent.  The 
Canadian  Pacific  will  want  to  earn  as  much  money  as  it  can  and  they 
would  be  glad  to  enter  into  a  combination  to  distribute  that  traffic  over 
the  Americau  lines  and  afiord  renumerative  rates  to  all. 

Senator  Gorman.  Yon  think,  then,  that  the  amountof  traffic  they  de- 
rive from  our  territory  is  sufficient  to  induce  them  to  enter  into  an  ar- 
rangement of  that  kind  t 

Mr.  Mellen.  I  have  no  doubt  of  it 

Senator  Gobman.  About  what  is  the  percentage  now  f 

Mr.  Mellen.  I  think  the  Northern  Pacific  will  draw  about  12  per 
cent,  to  Tacoma.  I  think  th^re  will  be  about  27  ])er  cent,  go  by  way  of 
Vancouver,  and  60  per  cent,  go  by  way  of  San  Francisco.  That  busi- 
ness is  reckoned  as  business  going  to  points  in  this  country. 

Senator  Gobman.  Would  they  submit  to  a  division  of  the  traffic  go- 
ing over  their  line  through  Canada  t 

Mr.  Mellen.  They  would  for  this  reason,  if  they  do  not  our  people 
would  charter  clipper  ships  and  do  the  business  at  a  loss.  If  we  were 
as  free  as  they  are  we  would,  pursue  such  a  policy  as  that  we  should 
have  a  fair  share  of  the  traffic  or  haul  it  at  unremunerative  rates,  just 
as  they  did  until  we  granted  these  differential  rates  that  they  now  have. 

Senator  Gobman.  So,  in  your  opinion,  if  we  enforce  the  same  condi- 
tions on  the  Canadian  Pacific  as  exist  with  respect  to  the  American 
roads,  you  have  no  fear  of  tbem,  notwithstanding  their  subsidized  lines 
of  steam-ships  both  on  the  Pacific  and  Atlantic. 

Mr.  Mellen.  It  does  not  make  any  more  difference  than  it  does  that 
the  Union  Pacific  is  capitalized  at  more  than  cost.  Generally  ail  fixed 
charges  of  a  railroad  have  nothing  to  do  with  the  making  of  a  rate. 
We  are  fortunately  situated  and  can  do  things  that  other  roads  can  not 
do.    We  would  take  the  business  at  the  same  rates  that  they  do. 

Senator  Gobman.  Beverse  the  position.  Suppose  conditions  such  as 
you  suggest  could  not  be  applied,  and  matters  go  on  as  they  are  to-da^^, 
with  the  Canadian  roads  free  and  your  hands  tied,  what  then  will  be 
the  effect  of  the  competition  of  the  Canadian  Pacific  upon  the  through 
trade  f 

Mr.  Mellen.  The  Canadian  Pacific  will  gradually  draw  the  traffic 
from  us  until  they  get  an  undue  proportion.  The  railroads  can  safely 
be  left  to  themselves  to  determine  what  is  fair  as  between  them.  What 
we  need  is  a  law  enforcing  these  agreements  that  are  entered  into  by 
the  railroads  and  applying  penalties  to  make  the  roads  live  up  to  the 
agreements  when  once  made,  and  there  should,  perhaps,  be  supervision 
of  the  agreements  before  they  go  into  effect. 

Senator  Gobman.  To  see  whether  the  rates  are  fairt 

Mr.  BiELLEN.  Yes,  sir. 

OHANGES  IN  BATES. 

Senator  Gobman.  And  when  a  change  is  made  in  the  rates  it  is  only 
to  be  made  with  the  consent  of  the  Commission  or  whoever  has  the  su- 
pervision of  them  f 

Mr.  Mellen.  Yes,  sir ;  I  do  not  think  rates  ought  to  be  increased  on 
even  ten  days'  notice.    I  would  not  have  a  rat^  ckau^i^  mxA^y  \X^\X>^ 


362  TEANSPOBTATION  INTERESTS  OF 

days.  A  great  many  railroads  get  pretty  warm  some  times,  and  do 
tbings  that  can  be  chaoged  in  ten  days  which  they  would  not  do  if  it 
required  thirty  days. 

ISenator  Goeman.  Would  not  the  effect  of  that  be  to  stop  improve 
ments  and  block  the  energy  of  our  people  to  some  extent  t 

Mr.  Mellen.  I  do  not  think  it  would.  I  think  that  great  trouble 
comes  to  the  business  of  this  country  through  the  fact  of  these  little 
breaks  in  rates.  During  November  two  new  railroads  opened  into  the 
city  of  Denver.  They  sought  to  make  themselves  popuhir  by  li»wering 
rates,  and  rates  went  down  very  low.  They  went  down  legally,  but  they 
went  dpwn  very  low.  Just  before  the  rates  went  down  the  merchant's 
of  the  city  had  stocked  Denver  with  goods,  and  the  lowering  of  the 
rates  demoralized  their  prices;  they  lost  a  large  amount  of  money,  and 
dissatisftiction  was  caused  from  Chicago  to  Denver.  Lowering  of  rates 
demoralizes  business  generally.  I  think  if  those  roads  had  known  tliat 
the  rates  which  they  made  had  to  remain  in  force  30  days  they  would 
have  hesitated  before  they  lowered  them.  I  would  increase  the  time 
required  before  rates  could  be  reduced. 

Senator  Harris.  Would  you  make  the  time  the  same  for  increasing 
rates  as  for  reducing  them  ! 

Mr.  Mellen.  I  see  no  reason  why  there  should  be  any  difference.  I 
assume,  under  any  condition  of  affairs,  that  as  soon  as  the  proper  way 
can  be  found  there  will  be  a  disposition  to  restrict  the  Canadian  road's 
just  as  the  American  roads  are  restricted.  The  only  question  is,  how 
soon  will  that  be  brought  about;  how  long  have  the  American  roads 
got  to  suffer  ! 

DIVISION  OF  BUSINESS  WITH  THE  CANADIAN  PACIPIO. 

Senator  Gorman.  It  seems  a  little  unnatural  that  you  should  divide 
San  Francisco  business  with  a  line  which  ends  on  Puget  Sound. 

Mr.  Mellen.  The  Canadian  Pacific  have  a  steam-ship  line.  They 
make  a  rate  from  Montreal  or  from  Boston  to  San  Francisco.  The  long 
haul  of  the  Canadian  Pacific  is  entirely  out  of  your  control.  They  can 
pay  a  commission,  or  a  rebate,  or  a  salary,  or  whatever  they  may  call  it, 
by  which  the  party  shipping  by  their  line  will  get  a  less  rate  than  if  he 
shipped  from  Montreal  and  Winnipeg  to  intermediate  points  on  the 
same  road.  We  have  got  to  submit  to  it.  The  iN'ortheru  Pacific  does 
a  business  out  of  San  Francisco.  One  of  the  most  serious  items  of  com- 
petition that  we  have  between  the  Atlantic  and  the  Pacificcoast  is  tlie 
clipper-ship  competition  by  way  of  Cape  Horn. 

The  Chairman.  From  where  f 

Mr.  Mellen.  From  New  York  to  San  Francisco  by  way  of  the  Horn. 

Senator  Blair.  How  many  days  does  it  take  to  go  around  by  Cape 
Horn! 

Mr.  Mellen.  Ninety  days. 

Senator  Gorman.  You  divide  business  with  the  Canadian  Pacific  on 
the  Sound! 

Mr.  Mellen.  The  Canadian  Pacific  takes  business  at  the  Sound  and 
all  the  way  down  to  San  Diego.  They  use  the  Pacificcoast  steam-ship 
line. 

Senator  Gorman.  How  about  west-bound  business  f 

Mr.  Mellen.  The  Canadian  Pacific  does  not  do  so  much  of  the  west- 
bound business.  The  competitiou  of  the  Canadian  Pacific  has  so  far 
been  felt  most  seriously  on  east-bound  business. 
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Senator  GoBMAN.  Have  you  any  arrangement  as  to  west  bound  busi- 
ness T 
Mr.  Mjslues.  Ko,  sir. 

BATES  OUT  BT  THE  CANADIAN  LINES. 

Senator  Gobman.  Then  I  understand  yon  to  say  that  both  East  and 
West,  owing  to  the  fact  that  the  Canadian  Pacific  is  relieved  from  the 
operation  of  the  interstate-commerce  law,  being  a  political  or  military 
road  rather  than  a  commercial  one,  it  gets  an  undue  proportion  of  the 
traffic  to-day  because  of  the  conditions  that  you  have  named  t 

Mr.  Mellen.  We  think  so.  I  am  free  to  state,  however,  that  we 
might  endure  the  present  situation  if  we  saw  any  chance  of  relief ;  but 
the  situation  is  growing  worse.  The  Canadian  Pacific  is  increasing  its 
proportion  of  tonnage  carried.  When  a  road  in  the  month  of  April 
will  do  34  per  cent,  of  the  business  going  out  of  San  Francisco,  and  when 
that  road  is  such  a  road  as  you  will  see  the  Canadian  Pacific  is  by  look- 
ing on  the  map,  it  certainly  looks  as  if  something  were  wrong.  I  do  not 
believe  that  business  was  ever  done  on  the  differentials  which  the  asso- 
ciation allows  the  Canadian  Pacific.  I  believe  there  is  a  cut.  I  have 
no  doubt  of  it. 

Senator  Gobman.  Would  not  the  fact  that  the  Canadian  Pacific  car- 
ried so  large  an  amount  of  the  business  out  of  San  Francisco  be  positive 
proof  that  there  was  a  cutf 

Mr.  Mellen.  I  do  not  believe  there  is  a  railroad  man  but  who  believes 
that  there  is  a  cut.  It  may  be  a  concession  on  business  that  goes  from 
San  Francisco  to  Montreal.  They  might  give  a  concession  on  Montreal 
business  in  the  Dominion  of  Canada,  and  it  would  be  wholly  legal,  and, 
at  the  same  time,  it  might  be  used  to  induce  the  shipment  of  American 
goods  over  that  line. 

Senator  Gobman.  Do  you  know  of  any  case  where  a  drawback  has 
been  given  t 

Mr.  Mellen.  I  have  not  absolute  proof  of  it.  I  know  pretty  well  the 
practices  of  the  Canadian  lines.  I  was  connected,  until  a  year  ago,  with 
the  Boston  and  Lowell  Railroad,  which  forms  a  connection  with  the 
Grand  Trunk,  and  nine-tenths  of  the  business  of  that  road  was  taken 
on  cut  rates,  particularly  before  the  interstate  commerce  act  went  into 
effect. 

Senator  Gobman.  Now,  if  the  suggestions  that  you  make  were  car- 
ried out,  do  you  believe  that  such  an  arrangement  would  increase  the 
rates  from  New  England  to  the  Pacific? 

Mr.  Mellen.  I  think  just  this  about  that,  that  the  railroads  would 
be  disposed  to  get  all  they  could.  The  railroads  all  want  money.  There 
is  no  sentiment  about  the  railroad  business.  The  railroads  would  get 
just  as  high  a  rate  on  that  business  as  they  thought  it  would  bear.  I 
believe  that  if  any  such  plan  were  adopted  that  the  tariffs  should  be 
scrutinized  by  the  Commission,  and  should  be  passed  upon  as  to  whether 
they  were  reasonable,  and  if  a  raise  in  the  rates  could  be  made  without 
damaging  business,  or,  on  the  other  hand,  if  the  tariffs  were  too  high, 
that  the  Commission  should  say  so.  I  believe  the  railroads  would  com- 
ply without  any  objection.  Business  would  be  more  stable  under  such 
an  arrangement. 

The  Chairman.  What  is  the  difierence  in  the  length  of  the  line  of  the 
Union  Pacific  and  that  of  the  Canadian  Pacific  between  San  Francisco 
and  Boston) 

Mr.  Mellen.  That  I  can  not  tell  you.  I  should  assume  the  water  and 
rail  route  to  be  the  longer;  the  Canadian  Pacific  to  be  the  longer. 
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The  Chairman.  You  can  put  the  correct  distance  in  yonr  statement 

Mr.  Mellbn.  All  right ;  I  will  do  so, 

[The  distance  from  Boston  to  San  Francisco  is  as  follows :  Via  Cana- 
dian Pacific  Bailway,  4,073  miles;  via  Union  Pacific  Railway,  3,214 
miles.] 

Senator  Eeagan.  Do  you  know  whether  the  Southern  Pacific  has 
withdrawn  from  the  Transcontinental  Association  f 

Mr.  MEI.LEN.  They  have  given  notice  that  unless  the  Canadian  Pa- 
cific will  consent  to  reduce  the  differentials  now  allowed  it  on  San  Fran- 
cispo  business  one-half,  tbey  will  witbdraw  from  the  association. 

Senator  Reagan.  The  Mortbern  Pacific  bas  withdrawn  from  the  as- 
sociation, has  it  notf 

Mr.  Mellen.  Yes,  sir ;  to  take  effect  on  the  19th  instant,  and  there 
is  a  meeting  called  for  the  20th  to  consider  the  withdrawals  of  those 
roads. 

Senator  Blair.  Is  the  stock  of  the  Canadian  Pacific  on  the  market  f 

Mr.  Mellen.  I  have  seen  it  quoted  in  New  York  at  about  61  or  62. 

Senator  Blair.  Is  it  increasiog  in  value  f 

Mr.  Mellen.  I  think  it  is.  I  suppose  the  value  of  the  stock  is  largely 
due  to  the  Oovernment  guarantee  of  3  per  cent,  dividends  for  several 
years. 

RATES  TO  SAN  FRANOISCO. 

The  Chairman.  Can  you  give  the  rates  of  transportation  on  first, 
second,  third,  and  fourth  classes  of  freight  on  your  road  between  San 
Francisco  and  Boston,  and  idso  what  they  were  two  or  three  years 
ago  f 

Mr.  Mellen.  The  rates  from  New  York,  Boston,  Philadelphia,  and 
Baltimore  on  first-class  freight  to  San  Francisco  are  $4.20  per  hundred ; 
on  second-class,  $3.70  per  hundred;  on  third-class,  $2.05  per  hun- 
dred; on  fourth-class,  $2.30  per  hundred,  and  on  fifth-class,  $2  per 
hundred.  Then  in  car  lots  the  rates  are :  class  A,  $2  per  hundred ; 
class  B,  $1.80  per  hundred :  class  C,$1.45  per  hundred ;  class  D,  $1.30 
per  hundred,  and  class  E,  $1.20  per  hundred.  Now  the  Canadian  Pa- 
cific is  allowed  to  reduce  those  rates  to  the  amount  of  the  differential 
named  on  the  sheet  I  gave  you. 

Senator  Harris.  Are  the  present  rates  higher  or  lower,  if  you  re- 
member, than  they  were  prior  to  the  passage  of  the  interstate  commerce 
actf 

Mr.  Mellen.  I  was  not  connected  with  the  Union  Pacific  at  the  time 
the  act  was  passed.  I  understand  the  present  rates  have  been  raised 
'within  a  year. 

Senator  Gorman.  Has  the  classification  been  changed  f 

Mr.  Mellen.  Yes,  sir;  the  classification  is  changed  a  little  at  every 
meeting  of  the  association.  The  different  parties  file  their  complaints, 
and  the  classification  is  adjusted. 

The  Chairman.  If  you  could  give  the  rates  year  by  year,  beginning 
with  the  year  before  the  passage  of  the  interstate  commerce  act  up  to 
the  present  time,  we  would  be  glad  to  have  it. 

Mr.  Mellen.  It  would  take  some  time  to  do  it. 

RATES  ON  WEST-BOUND  TRAFFIC. 

Senator  Hiscook.  So  far  as  west  bound  freight  is  concerned,  as  I 
understand  you  to  say,  from  New  England,  New  York,  and  Pennsyl- 
vania, the  same  rates  are  charged  by  all  the  lines  f 
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Mr.  Mellen.  Yes,  sir. 

Senator  Hiscogk.  By  the  American  trunk  lines! 

Mr.  Mellen.  Yes,  sir;  by  all  the  lines.  They  all  charge  the  same 
rate. 

Senator  Hiscocb:.  If  there  is  any  section  of  onr  country  which  can 
get  a  cat  on  the  ronte  through  Canada,  because  it  is  not  under  the 
interstate  commerce  law,  it  gets  an  undue  advantage  over  sections  of 
the  country  which  can  not  avail  themselves  of  Canadian  transportation. 
Is  that  not  true  1 

Mr.  Mellen.  Under  the  interstate  commerce  bill,  as  it  is  now,  New 
England,  New  York,  Pennsylvania,  and  Maryland  are  on  equal  terms. 

Senator  Blaib.  Then  there  is  no  competition  between  the  Canadian 
Pacific  and  these  American  lines  for  any  business  except  that  which 
lies  in  New  England  1 

Mr.  Mellen.  Oh,  yes;  there  is  a  differential  on  all  that  business. 

Senator  Blair.  Then,  if  the  Canadian  Pacific  cuts  for  the  benefit  of 
New  England  it  cuts  for  the  benefit  of  the  rest  of  the  country  1 

Mr.  Mellen.  It  cuts  for  itself  principally.  New  England  is  the 
point  from  which  the  Canadian  Pacific  draws  particularly. 

Senator  Blaib.  I  understood  you  to  say,  jn  answer  to  questions  pro- 
pounded by  Senator  Hiscock,  that  the  Canadian  Pacific  could  not  re* 
duce  rates — could  not  cnt  rates  for  the  benefit  of  New  England.  Is  it 
not  a  facty  however,  that  the  Canadian  Pacific  competes  for  business 
all  along  the  line  from  Chicago  east  f 

Mr.  Mellen.  I  i;a(erred  to  the  question  of  the  rates  that  were  pub- 
lished. The  rates  from  Boston,  New  York,  Philadelphia^  and  Baltimore 
are  the  same.  Those  are  the  published  rates.  Now,  when  the  Cana- 
dian Pacific  comes  it  gets  business  jast  as  near  the  Canadian  frontier  as 
it  can.  If  the  rate  from  Boston  is  the  same  as  from  Baltimore,  the  Cana- 
dian Pacific,  to  reach  its  own  line,  has  to  pay  less  to  the  American  line 
to  bring  the  freight  to  it  from  Boston  than  it  has  to  pay  to  have  freight 
brought  to  it  from  Baltimore.  Therefore  it  has  just  that  much  more 
margin. 

Senator  Blaib.  So  it  does  New  England  some  good,  whether  it  ben- 
efits other  sections  of  the  country  or  not. 

Mr.  Mellen.  Yes,  sir. 

Senator  Blaib.  New  England  simply  has  the  advantage  of  her  geo- 
graphical position. 

Mr.  Mellen.  Yes,  sir. 

Senator  HisoooK.  The  point  I  was  pressing — and  I  do  not  understand 
you  to  change  it  at  all — is  that  under  the  interstate  commerce  act  all 
sections  of  onr  Atlantic  coast  are  on  equal  terms. 

Mr.  Mellen.  Boston,  New  York,  Philadelphia,  and  Baltimore  are  on 
the  same  basis  of  tariffs  whether  the  traffic  goes  on  the  Canadian  Pa- 
cific or  on  the  American  lines. 

Senator  Hisgook.  They  are  practically  on  the  same  basis  so  far  as 
the  West  is  concerned,  and  also  so  far  as  eas^bouud  business  is  con- 
cerned. ^ 

Mr.  Mellen.  Yes,  sir.  '  ' 

Senator  HisoooK.  So  that  there  is  nothing  in  the  geography^gi^  ^^. 
section  of  the  country  that  would  justify  any  discriminatioijpj^yg  ' 
one  section  as  against  another  1  ^^^^1  meats  in 

Mr.  Mellen.  Not  the  slightest.    It  is  the  intention /rom  the  'west 
to  a^ljust  their  traffic  so  that  there  shall  be  no  discritj,  ^^^  i,j  i^eight 

Senator  Gobman.  Has  the  interstate  eommercf^^y rr^'nient  with  the 
that  intention  at  all  T  ^iv^i  ^vxi  ow  ^  v».^^\^\C^ 
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Mr.  Mellen.  No,  Rir. 

Senator  Blaib.  What  is  the  tariff  of  the  TransoontineBtal  Aasocia- 
tion  on  any  given  commodity  or  class^  of  freight  from  California  to  New 
York  for  consaroption  in  New  York. 

Mr.  Mellen.  East-boand,  anything  that  is  enamerated  nnder  the 
head  of  '*  first  class  "  woald  be  transported  from  San  Francisco  to  New 
York  at  $4.20,  and  it  would  be  transported  by  all  the  roads  which  are 
embraced  in  the  Transcontinental  Association  at  the  samiB  rate.  It 
would  be  transported  to  Philadelphia  or  New  York  or  Baltimore  at  the 
same  rate. 

Senator  Gorman.  That  would  be  the  rate  whether  the  freight  trans- 
ported would  be  consumed  in  New  York  or  reshipped  abroad. 

Mr.  Mellen.  We  make  no  export  rates. 

The  Chairman.  That  is  all,  Mr.  Mellen.  We  are  very  mach  obliged 
to  you. 

If  there  are  no  fnrther  witnesses  to  be  examined  this  evening  the 
committee  will  stand  adjourned  until  to-morrow  at  10  o'clock. 

At  4  o'clock  and  50  minutes  p.  m.  the  committee  adjourned  aniil  to- 
morrow at  10  o'clock  ^.  m. 


Boston,  Mass.,  July  6, 1889. 

The  committee  met  at  10  o'clock  a.  m.,  pursuant  to  adjournment 

The  Chairman.  The  expectation  was  that  we  should  hear  this  morn- 
ing a  delegation  from  Portland.  I  have  received  a  telegram  stating 
that  the  gentlemen  will  not  be  ready  to  be  heard  before  12  o'clock. 
However,  the  committee  is  prepared  to  hear  any  gentleman  from  this 
city  at  this  time.  I  do  not  know  what  Mr.  Speare's  wish  is  in  the 
premises,  but  if  he  would  like  to  be  heard  now  we  would  be  glad  to 
listen  to  him. 

Mr.  Speare.  I  am  prepared  to  go  on. 

The  Chairman.  As  you  are  a  business  man  in  this  city,  and  not  rep- 
resenting a  railroad,  and  a«  your  examination  necessarily  differs  from 
that  of  a  railroad  official,  the  committee  would  be  glad  to  have  you  pro- 
ceed in  your  own  way  to  make  your  statement,  subject  to  whatever 
questions  members  of  the  committee  may  deem  pn)per  to  put  to  you 
at  the  conclusion  of  whatever  you  desire  to  say. 


STATEMENT  OF  ALDEIT  SPEAKS. 

Mr.  Alden  Speare,  president  of  the  Chamber  of  Commerce,  and 
representing  various  associations  of  Boston,  appeared. 

Mr.  Speare.  I  would  state,  gentlemen,  that  I  come  here  as  president 
of  the  Chamber  of  Commerce,  as  chairman  of  the  transportation  com- 
mittee of  the  Oil  Trade  Association,  and  as  chairman  of  the  Boston 
Executive  Business  Association.  This  latter  organization  is  composed 
of  the  following  bodies :  Bay  State  Lumber  Trade  Association,  Boston 
Board  of  Fire  Underwriters,  Boston  Chamber  of  .Commerce,  Boston  Coal 
Trade  Association,  Boston  Druggists'  Association,  Boston  Fish  Bureau, 
Boston  Fruit  and  i^roduce  Exchange,  Boston  Grocers' Association,  Boa- 
ton  Merchants'  Association,  Earthenware  and  Glass  Trade  Association, 
Boston  Paper  Trade  Association,  Drysalters'  Club  of  New  England, 
New  England  Shoe  and  Leather  Association,  New  England  Furniture 
Exchangef  New  England  Metal  Association,  Oil  Trade  Association  of 
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Boston,  Faint  and  Oil  Glnbof  New  England,  The  Master  Builders'  Asso- 
ciation, or  eighteen  organizations  in  ail. 

I  will  first  read  you  the  resolutions  which  were  adopted  by  these 
bodies : 

Bewlved,  That  for  maay  yean  a  oonsiderable  qaantity  of  prodnoe  from  the  West* 
em  States  has  been  carried  throagh  Canada  to  Boston,  not  only  for  home  consump- 
tion, bot  also  for  export  from  the  port  of  Boston,  and  a  large  amount  of  mannfact- 
nred  and  imported  goods  has  been  sent  from  Bostou  to  Canada,  and  throueh  Canada 
to  the  Western  States,  much  to  the  advantage  of  Boston  and  New  England  interests. 

Resolved,  That  the  route  through  Canada  to  and  from  Boston  is  geographically  the 
natural  route  for  many  places  of  importance  in  the  Western  and  Northwestern  States, 

Beiclved.  That  for  the  long  period  during  which,  business  has  been  open  to  the  mer- 
chants and  manufacturers  of  Boston  and  New  England  by  this  channel,  it  has  been 
carried  on  by  the  Canadian  railway  companies  undertaking  it  in  a  fair  and  greatly 
advantageous  manner. 

Resolved,  That  a  competitive  ronte  through  Canada,  independent  of  other  trunk 
lines  in  America,  has  been  of  great  benefit  to  the  merchants,  manufacturers,  and  the 
community  generally  of  Boston  and  New  England,  as  by  that  means  any  tendency 
that  might  otherwise  have  been  to  charge  exorbitant  rates  has  been  held  in  check. 

Resolved,  That,  by  reason  of  this  route  being  available  for  adoption  by  traders,  it  • 
has  also  been  a  direct  benefit  to  the  port  of  Boston,  from  the  fact  that  largcTshipments 
of  Canadian  produce  have  been  exported  through  it,  and  imports  for  Canada  made, 
which  would  not  have  been  received  had  there  been  any  restriction  upon  the  tcf^  in- 
terchange of  such  business;  and  it  is  most  desirable  to  lay  before  the  Senate  Com- 
mittee this  expression  of  opinion,  in  the  hope  that  what  has  been,  and  is,  of  so  much 
benefit  to  Boston  and  New  England  will  be  continued  in  the  future. 

These  resolutions  were  nnanimonsly  adopted  in  the  first  instance  by 
the  Oil  Trade  Association,  and  referred  to  the  Boston  Executive  Bnsi-  ^ 
ness  Association,  which  discussed  the  same  resolutions  and  nnani- 
monsly adopted  them,  and  appointed  a  committee  which  was  instructed 
to  appear  before  this  Senate  committee  to  oppose  any  elimination 
of  the  Canadian  lines. 

I  will  snbmit  a  few  reasons  why  we  would  not  have  them  eliminated. 

RELATIONS  OF  THE  CANADIAN  LINES  TO  NEW  ENGLAND. 

New  England  has  8  per  cent,  of  the  population  of  the  United  States, 
and  grows  one-fourth  of  1  per  cent  of  the  wheat  crop  and  one-half  of 
1  per  cent,  of  the  corn  crop  to  feed  8  per  cent,  of  the  inhabitants  of  the 
United  States ;  not  enough  to  supply  the  inhabitants  of  Bhode  Island 
alone,  and  we  have  to  buy  annually  of  and  bring  from  other  sections 
550,000  tons  of  grain,  525,000  tons  of  flour,  and  $50,000,000  worth  of 
meat  for  our  own  consumption.  We  grow  but  4  per  cent,  of  the  wool 
crop'  of  the  country,  but  consume  50  per  cent,  of  the  entire  clip  and  55 
per  cent,  of  all  consumed  in  the  country.  We  grow  not  a  pound  of 
cotton,  but  consume  annually  23  per  cent,  of  the  whole  crop  and  75  per 
cent,  of  all  consumed  in  this  country. 

While  New  England  has  31  per  cent,  of  the  water-power  employed  in 
industrial  work,  we  also  have  15  per  cent,  of  steam  power,  and  con- 
sume 5,250,000  tons  of  anthracite  and  4,000,000  tons  of  bituminous 
coal,  and  we  do  not  produce  a  pound  of  either,  and,  of  course,  buy  of 
an4  transport  from  other  sections. 

The  estimated  value  of  American  goods  consumed  in  New  England 
in  1888  was  $310,000,000. 

New  England  annually  produces  more  than  $200,000,000  in  value  of 
boots  and  shoes  and  leather,  at  least  50  per  cent,  of  the  production  and 
consumption  of  the  United  States. 

Such  being  our  inability  to  supply  our  own  wants  within  our  own 
borders,  the  value  to  us  of  reasonable  freight  rates  must  be  apparent  to 
every  one,  and  the  absolute  necessity  in  order  that  we  may  retaia  ^osli^. 
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reaeonable  rates  that  we  shoald  retain  every  line  of  transportation  that 
we  now  have  to  and  from  other  sections  of  onr  coantry  that  furnish  us 
our  needed  supplies  and  take  our  manufactured  products.  If  we  take 
into  consideration  the  fact  that  Kew  England  takes  60  per  cent,  of  the 
freight  brought  from  the  West  by  the  ^ew  York  Central  to  the  Hudson 
Biver,  and  doubtless  as  large  a  per  cent,  of  that  brought  by  the  West 
Shore,  it  is  no  matter  of  surprise  that  the  New  York  Central  and  the 
Pennsylvania  Railroad  Company  should  desire  to  eliminate  the  Cana- 
dian roads  from  carrying  any  part  of  our  products  and  having  any 
voice  in  making  rates.  But  we  believe  the  facilities  furnished  by  the 
Canadian  lines  under  existing  regulations  for  the  shipment  of  merchan- 
dise in  bond  to  and  from  and  across  some  p£urts  of  either  Canada  or  the 
United  States,  with  no  more  interference  with  the  flowof  commerce 
than  if  we  were  one  country,  is  of  vital  importance  to  New  England, 
and  a  manifest  advantage  to  every  section  of  our  country  that  furnishes 
New  England  any  of  its  supplies  or  consumes  any  of  our  products,  and 
to  deprive  us  of  these  facilities  would  be  a  gross  injustice,  especially 
to  those^  industries  which  have  been  created  and  are  fostered  by  these 
facilities,  and  which  can  not  be  supplied  on  equally  advantageous 
terms  by  any  existing  American  line. 

What  advantages  have  come  to  New  England  from  these  Canadian 
roads,  and  the  desirability  of  their  continuance,  will  be  stated  for  the 
manufacturers  of  New  England  by  the  Arkwright  Club:  for  the  shoe 
and  leather  dealers  by  Hon.  William  Claflin,  W.B.  Uice,  and  E.F.Emory; 
for  the  importers  by  Jerome  Jones  and  Samuel  Johnson ;  for  the  steam- 
ship lines  by  William  H.  Lincoln ;  for  the  wool  trade  and  fishing  Inter- 
ests by  chosen  representatives ;  for  the  Chamber  of  Commerce  by  BIr. 
Goodwin  and  myself. 

Resolutions  will  be  presented  from  various  towns  and  cities  in  New 
England,  and  delegations  from  various  towns  and  cities  will  appear  be- 
fore the  committee. 

OHANQBS  SFFEOTED  BY  THE  CANADIAN  LINES. 

In  the  first  place,  gentlemen,  allow  me,  in  a  rambling  way,  to  state 
some  of  the  facts  as  they  existed  before  the  changes  which  have  come 
about  since  the  establishment  of  these  Canadian  lines,  and  in  the  light 
of  past  experience  what  we  fear  would  be  the  result  were  these  lines 
eliminated.  Prior  to  the  existence  of  the  Canadian  lines  we  had,  of 
course,  only  the  New  York  Central  and  the  Boston  and  Albany  run- 
ning into  Boston.  The  rates  were  high.  It  will  be  told  you  by  one  of 
our  number  later  on  how  the  first  opening  was  made  by  the  Grand  Trunk 
Railway  and  the  resulting  changes.  Some  years  ago  the  rate  on  grain 
in  the  lowest  class  was  50  cents  per  hundred  pounds.  Now  the  rate  on 
the  same  article  to  New  York  is  25  cents  and  to  Boston  30  cents.  We 
have  tried  to  get  this  rate  reduced.  The  rates  to  points  on  the  Atlantic 
coast,  commeucing  at  Baltimore,  are  precisely  the  same  as  to  Boston, 
but  the  minute  you  come  to  anything  consumed  in  New  England^^and 
coming  from  Chicago  or  anywhere  this  side  of  Chicago,  we  have  to  pay 
this  arbitrary  of  5  cents  over  the  New  York  rate.  We  brought  a  com- 
plaint against  the  Lake  Shore  and  Michigan  Southern  Railway  Com- 
pany and  against  the  New  York  Central  and  Hudson  River  Railroad 
Company  on  account  of  this  arbitrary,  and  in  the  hearing  of  the  case 
before  the  Interstate  Commerce  Commission  the  railroads  named  ad- 
mitted that  they  were  taking  car-loads  of  fiour  from  Chicago  and  laud- 
ing them  at  Bufi'alo  in  the  same  train  that  cur-loads  of  fiour  destined 
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for  Boston  were  drawn,  and  that  the  carload  of  flour  coming  to  Boston 
for  local  consumption  would  have  to  pay  $10.48  more  to  the  Lake  Shore 
Railroad  Company  than  the  car  going  to  New  York  pays.  You  will 
Understand  that  it  }&  a  car-load  of  precisely  the  same  weight  traveling 
in  the  same  train  and  hauled  over  the  same  road  and  over  the  same 
distance.  Nevertheless  we  were  given  no  relief.  The  difference  in 
distance  is  about  5  per  cent.,  or  5G  miles  more  to  Boston  than  to  New 
York. 

A  few  years  since,  when  the  Hoosac  Tunnel  was  opened,  the  Fitch- 
burg  line  acquired  it,  and  opened  what  is  called  the  Hoosac  Tunnel 
Line,  which  opened  up  a  line  of  to wns  on  its  road  and  connections  which 
had  not  before  that  received  the  advantage  of  Boston  rates,  and  if  it 
had  not  been  for  the  building  of  that  tunnel  and  this  arrangement 
through  the  Grand  Trunk  and  the  Lackawanna  and  Western,  that  large 
number  of  towns  would  have  been  left  without  the  Boston  rate.     . 

When  the  interstate  commerce  law  first  went  into' effect  the  Trunk 
Line  Association  notified  the  various  lines  that  they  must  not  give  any 
reduced  Boston  rates  beyond  Boston.  A  little  later  the  Canadian  Pa- 
cific perfected  its  arrangements  whereby  it  came  in  contact  with  the 
whole  Boston  and  Maine  system,  and  opened  up,  in  connection  with 
the  Grand  Trunk,  seven  or  eight  hundred  towns  in  New  England 
which  became  benefited  by  Boston  I'ates,  as  well  as  towns  in  Canada. 
So  that  to-day  goods  can  be  shipped  from  the  West  by  means  of  the  two 
Canadian  lines  and  their  connections;  also  by  the  Bed,  White  and  Blue 
Line,  and  the  Erie  Despatch,  and  one  or  two  other  lines,  to  a  vast  num- 
ber of  towns  in  New  England,  to  the  great  benefit  of  the  people. 

Mr.  Mellen  admitted  here  on  yestenlay  that  north  of  a  line  drawn 
through  White  River  Junction  there  was  great  benefit  derived  by  the 
existence  of  the  Canadian  lines.  But  we  could  draw  the  line  at  the 
Fitchburg  Railroad,  or,  for  that  matter,  take  in  the  territory  north  ot 
the  Boston  and  Albany,  and  say  that  all  that  country  is  benefited  by 
the  Canadian  lines. 

Some  allusion  was  made  yesterday  to  the  amount  of  tonnage  carried 
by  water  as  compared  with  the  amount  carried  by  rail.  I  have  hero 
the  report  of  the  Produce  Exchange  of  New  York,  giving  the  statistics 
of  the  carriage  for  several  years. 

For  the  year  1887  there  were  brought  to  New  York  by  canal  46,009,200 
bushe]p  of  grain,  and  by  all  the  railroads  50,775,235  bushels,  nearly  50 
per  cent,  of  it,  as  you  see,  coming  by  water. 

In  the  year  1880  all  the  railway  lines  that  passed  Detroit  and  through 
that  city  carried  3,000,000  tons,  and  20,000,000  tons  were  carried  by 
water.  Buffalo  received,  in  the  year  1887,  by  water  102,000,000  bushels 
of  grain,  while  New  York,  in  the  aggregate,  received  less  than  150,000,000 
bushels.' 

Now,  New  York  has  this  advantage,  that  it  is  not  at  all  under  the  in- 
terstate commerce  law  on  freight  originating  in  Buffalo  and  stopping 
in  New  York.  Thei-efore  on  the  102,000,000  bushels  of  grain  that  ar- 
rived at  Bufialo  the  New  York  Central  could  make  any  rate  it  chose, 
whether  the  grain  was  ior  home  consumption  or  for  export. 

We  in  Boston  have  not  a  single  mile  of  water  communication,  ex- 
cept by  the  ocean,  and  we  are  entirely  dependent  on  the  railways. 

Some  years  since  parties  engaged  in  putting  up  fresh  cured  meats  in 
this  city  found  great  diificulty  in  bringing  their  hogs  from  the  West 
from  the  fact  that  the  cars  were  irregular  in  size,  in  length,  and  in  height, 
with  no  facilities  for  feeding  the  hogs.  By  an  arrangement  with  the 
railways  the  shippers  built  all  their  own  cai*s,  and  put  on  a  sufficient 
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namber  to  do  the  business  aud  to  give  to  the  railroads  entiid  train-loads 
of  hogs.  The  cars  were  carried  for  some  3'oars  by  the  Oauadiao  rail- 
ways, 

Afterwards  an  arrangement  was  made  with  the  New  York  Central 
line  and  its  connecting  roads  to  carry  them  by  that  line.  The  change 
was  not  made  on  account  of  any  change  of  rates< — there  was  no  differ- 
erence  in  rates  between  the  two  systems  of  roads — but  in  the  promise 
of  sixty  hours  as  against  eighty  or  eighty  five  hours  by  the  other  roads. 
But  in  practice  it  was  found  that  the  sixty  hours'  time  was  never  made, 
except  in  one  or  two  trial  trips,  and  the  practical  saving  was  only  five 
or  ten  hours. 

When  this  arrangement  was  made  there  was  an  agreement  on  the 
part  of  the  railroads  to  pay  wheelage  upon  the  cars  owneil  by  the  pri- 
vate parties.  Within  the  last  year  aud  a  half  the  parties  owning  the 
cars  were  notified  that  the  railroads  would  pay  no  wheelage  upon  those 
cars,  as  the  roads  would  buy  their  own  cars. 

The  shippers  then  went  back  to  the  Canadian  roads,  which  have  car- 
ried out  the  original  agreement,  and  they  carry  the  cars  to  day.  The 
shippers  were  distinctly  told  that  it  was  not  the  business  of  the  Mew 
York  Central  Railroad  to  foster  New  England  business,  and  that  Chi- 
cago aud  New  York  were  the  two  export  ports  of  this  country. 

Now  you  can  see,  gentlemen,  why  we  are  jealous  in  New  England. 
Every  interest  here  is  jealous  for  the  continuance  of  these  Canadian 
roads. 

I  have  read  with  great  care  the  testimony  taken  in  New  York,  aud  I 
have  also  read  statements' of  parties  in  Chicago.  I  find  there  is  not 
a  man  but  who  says  the  Canadian  roads  have  served  him  reasonably, 
honorably,  and  squarely ;  that  he  has  had  no  rebates  in  any  shape  or 
kind,  and  does  not  believe  anybody  has.  So  far  as  my  own  knowledge 
goes,  no  man  in  Boston  or  New  England  receives  any  rebate  fix>m  the 
Canadian  railways,  and  we  do  not  believe  that  the  Canadian  roads 
should  be  eliminated  from  being  one  of  the  elements  to  help  us  in  our 
position. 

REGULATION  OF  THE  CANADIAN  LINES. 

The  Chairman.  Your  statement  is  very  instructive  and  a  very  valu- 
able contribution.  You  seem  to  run  upon  the  theory,  however,  that  the 
Canadian  roads  are  to  be  eliminated  from  any  competition  wth  the 
American  roads.  Suppose  they  were  not  so  eliminated,  but  were  placed 
under  the  same  regulation,  so  far  as  possible,  as  our  American  roads? 

Mr.  Speare.  Are  they  not  to-day,  sirf 

The  Chairman.  While  it  is  admitted  that  the  Canadian  roads  are 
under  the  same  regulation  as  to  the  sj^ecific  traffic  in  which  you  are  inter- 
ested, yet  it  is  the  allegation  of  the  American  roads  that  the  Canadian 
loads  take  advantage  of  the  fact  that  they  are  not  under  the  inter- 
state law  with  respect  to  other  business,  and  make  up  on  their  local 
business  what  they  lose  in  the  carrying  trade  from  one  side  of  this  coun- 
try to  the  other,  under  the  operation  of  the  interstate  Couimerce  act. 
If  there  was  any  further  regulation  or  arrangement  by  which  they  would 
obey  some  such  act  as  the  interstate  commerce  act  in  all  particulars,  in 
their  own  country  as  well  as  in  the  United  States,  or  with  respect  to 
commerce  which  touches  the  United  States,  do  you  think  that  such  an 
arrangement  yould  interfere  with  your  interests  here  1 

Mr.  Spears.  I  should  say  not ;  but  I  should  say  in  the  next  place 
that  we  have  no  right  to  interfere  with  the  business  of  the  Canadian 
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roads.  Furthermore,  I  have  never  yet  heard  a  stafemeiit  that  they  did 
recoup  ou  their  own  people. 

The  Chaibman.  [  do  not  allege  that  they  do.  I  am  stating  that  that 
18  the  argument  used  by  the  American  roads.  Of  course  we  liave  no 
right  to  interfere  with  their  business  in  Canada,  but  at  the  same  time 
we  have  the  right  to  protect  the  business  of  our  own  people,  and  to  say 
that  the  Canadian  roads  shall  only  do  business  in  the  United  States  ou 
condition  that  they  obey  the  law  in  their  own  business  at  home  as  well 
as  in  the  CTnited  States.  I  suppose  we  would  have  the  right  lo  make 
that  condition  or  keep  them  out.  If  they  consented  to  accept  those 
terms  and  continued  in  competition  with  our  roads,  you  do  not  think 
you  would  suffer,  do  you  t 

Mr.  Speabe.  No,  sir. 

The  Chaibman.  I  suppose  there  is  no  dispositioh  ou  the  part  of  any- 
body to  build  up  a  wall  between  the  United  States  and  Canada,  so  as 
to  prevent  their  roads  from  coming  into  this  country ;  but  the  general 
proposition  is  to  see  whether  there  is  anything  that  can  be  done  in  the 
United  States,  or  by  the  United  States,  that  would  simply  put  the 
Canadian  roads,  under  certain  regulations,  on  an  equality  with  our 
own  roads,  which  at  present  are  under  regulation.  If  that  could  be 
done^  you  do  not  think  any  serious  damage  would  be  done  to  N^ew  Eng- 
land or  Boston  f 

Mr.  Speabe.  No,  sir ;  but  I  go  back  to  my  original  proi)osition  that 
I  do  not  believe  we  have  any  right  to  ask  them  to. 

The  Chaibman.  What  you  want  substantially  is  to  let  the  Cauiulian 
roads  alone.  You  think  things  are  in  pretty  good  shai^e  now,  and  you 
would  like  to  see  them  stay  so  f 

Mr.  Speabe.  Yes,  sir,  I  see  by  the  report  of  the  Interstate  Com- 
merce Commission  thatf  the  Canadian  roads  have  been  summoned  be- 
fore it  j[not  so  many  times  as  the  New  York  Central,  of  course)  and 
have  answered  in  a  square  way,  and  have  obeyed  the  decisions  of  the 
Commission, 

The  Chaibman.  Mr.  Hickson,  the  general  manager  of  the  Grand 
Trunk,  testified,  unqualifiedly,  that  his  road  was  obeying  the  United 
States  interstate  commerce  law  in  all  business  touching  the  United 
States,  and  produced  circulars  which  he  had  given  to  the  employes  of 
his  road  showing  instructions  issued  as  to  carrying  out  the  provisions 
of  the  law.  Mr.  Van  Home,  of  the  Canadian  Pacific,  testified  to  the 
same  effect,  substantially,  as  respects  his  road.  At  the  same  time  our 
roads  are  complaining  that  the  Canadian  roads  have  an  advantage 
which  should  be  remedied  in  some  way,  from  the  fact  that  they  are  not 
under  the  regulations  oar  roads  are  under.  With  which  one  of  these 
Canadian  lines  do  you  do  the  larger  businessf 

Mr.  Speabe.  Our  people  do  morebusiness,  so  far  as  the  West  is  con- 
cerned, with  the  Grand  Trunk.  So  far  as  export  business  to  Japan  is 
concerned,  of  course  they  do  more  business  with  the  Canadian  Pacific. 

The  Chaibman.  You  have  understood,  have  you  not,  that  the  Cana- 
dian Pacific  has  been  pretty  largely  subsidized  by  the  Canadian  Govern- 
ment from  time  to  time  or  aided  in  its  construction,  and  that  some 
parts  of  it,  or  its  connections — those  portions  in  the  United  States — are 
getting  a  subsidy  from  year  to  year  now,  and  that  there  is  a  steam*ship 
line  frojn  some  point  in  Canada  to  Nova  Scotia,  which  is  also  heavily 
subsidized!  Do  you  apprehend  any  danger  to  your  State  or  to  this  sec- 
tion of  New  England  in  the  loss  of  business  ou  account  of  that  pur- 
pose to  do  business  on  their  own  soil  f 

Mr.  Speabe.  I  do  not,  for  the  reason  that  their  tov\^  U>  >^^i^\si\v  \^ 
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much  shorter,  and  tfie  diviBiou  that  they  would  have  to  give  to  the  road 
from  Newport  to  Boston  is  absolutely  less  thau  the  cost  of  carrying 
freight  to  their  i>ort  on  the  Atlantic,  Halifax,  or  St.  John. 

Senator  BsAaAN.  I  did  not  understand  your  answer;  please  repeat  it. 

Mr.  Speabe.  I  do  not  believe  it  wiil,  ibr  the  reason  that  their  route 
to  Boston  is  much  shorter,  and  the  proportion  that  they  would  have  to 
give  to  the  American  road  for  carrying  the  business  from  Newport  to 
Boston  would  be  less  than  the  absolute  cost  of  their  carrying  the  traffic 
from  that  point  to  their  port  on  the  Atlantic,  Halifax,  or  St  John. 

The  Chairman.  I  have  forgotten  whether  you  stated  the  total  value 
of  the  business  done  by  the  people  represented  in  these  organizations. 

Mr.  Speabb.  I  did  not. 

The  Chairman.  Have  you  any  idea  of  the  amount! 

Mr.  Speabe.  I  think  Mr.  Ooodwin,  who  represents  the  Chamber  ot 
Commerce,  will  be  able  to  give  it  to  you. 

Senator  Blaib.  Suppose  that  private  individ'uals,  or  any  power, 
should  come  in  with  the  capital  and  build  a  canal  from  Boston  due  west 
to  the  Pacific  Ocean  and  make  a  water-way  from  one  side  of  this  coun- 
try to  the  other,  and  offer  to  carry  the  freight  of  the  whole  country  for 
nothing  for  all  time,  do  you  think  that  that  manifest  advantage  to  the 
people  ought  to  be  denied  them  in  order  that  they  shoulil  continue  to 
pay  and  ^ar  burdens  for  the  purpose  of  taking  care  of  American  rail- 
road interests  1 

Mr.  Speabe.  Certainly  not. 

Senator  Blaib.  Suppose  a  canal  should  be  built  from  the  Gulf  of  St 
Lawrence  to  Vancouver,  or  to  Puget  Sound,  all  outside  the  territory  of 
the  United  States,  and  offered  free  to  the  people  of  the  United  States 
for  all  time,  are  we  to  be  denied  the  use  of  that  canal  and  to  be  taxed 
forever  simply  to  maintain  the  railroad  interests  of  this  country  f 

Mr.  Speabe.  I  do  not  think  we  would  willingly  stand  it  very  long, 
sir. 

Senator  Blaib.  In  what  respect  is  there  any  equity  in  compelling 
the  people  of  New  England,  or  the  people  of  any  part  of  this  country, 
to  pay  perpetually,  or  at  all,  higher  freights  and  fares  than  they  would 
otherwise  have  to  pay  in  order  to  maintain  American  capital  invested 
in  private  enterprises  f 

Mr.  Speabe.  We  do  not  think  there  is  any  justice  in  it. 

Senator  Blaib.  Is  there  any  business  that  asks  that  protection  ex- 
cept the  railroads  f 

Mr.  Speabe.  I  know  of  none. 

Senator  Blaib.  That  is  all. 

Senator  GoBMAN.  Do  I  understand  you  to  assert  the  principle  that 
you  would  disregard  American  transportation  interests  if  you  could  get 
your  transportation  by  a  foreign  enterprise  for  less  money  f 

Mr.  Speabe.  I  am  not  prepared  to  say,  sir,  that  if  th<'re  were  an  ex- 
isting line  through  Canada  that  would  carry  my  goods  cheaper  than  the 
American  roads  that  I  would  permit  myself  to  be  taxed  to  send  the 
goods  over  an  American  line. 

Senator  Gobman.  Would  you  apply  that  principle  to  water  carriage 
H8  well  as  rail! 

Mr.  Speabe.  Yes,  sir;  if  the  conditions  were  equal. 

Senator  Gobman.  Would  you  apply  the  same  rule  to  our  coastwise 
trade! 

Mr.  Speabe.  No,  sir. 

Senator  Gorman.  Where  is  the  distinction  between  the  water  car- 
tiers  along  the  Atlantic  coast  and  the  railroad  carriers  across  the  con- 
tinent  t 
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Mr.  Speabe.  It  is  too  long  and  too  broad  a  question  for  mo  to  g6  Into 
at  tills  time,  but  I  am  clear  that  the  coastnrise  trade  is  very  important 
to  the  American  people,  and  that  we  should  not  give  that  trade  to  any 
foreign  country  or  corporation ;  but  the  reasons  are  of  such  a  broad 
character  that  I  do  not  care  to  go  into  the  question  at  present. 

Senator  Qobman.  Would  it  be  an  unfair  proposition  to  say  to  the 
Canadian  Government,  "We  will  permit  your  roads  to  enter  into  our 
trade,  as  we  do  now — continue  the  present  state  of  things — provided 
you  put  your  railroads  under  the  same  restrictions  under  which  we  have 
placed  the  American  roads,  by  the  passage  of  the  interstate  commerce 
law,  with  the  additional  requirement  that  you  shnll  rect^ve  at  the  ter- 
mini of  your  roads  in  Canada  fi*eight  from  American  vessels  touching 
at  Canadian  ports  and  bring  that  freight  to  Boston  without  discrimina- 
tion, just  as  you  are  permitted  to  do  in  our  American  trade  f  '  In  other 
words,  put  the  two  systems  upon  an  exact  equality  t 

Mr.  Speabb.  I  understand  they  are  so  to-day  under  our  law,  sir. 

Senator  Gobman.  The  Canadian  roads  claim  that  they  are  under  the 
exact  regulation  so  t)Eir  as  trade  originating  in  the  United  States,  brought^ 
through  Canada,  and  then  into  the  United  States,  at  Boston,  for  in- 
stance, is  concerned,  but  nobody  pretends  to  claim  that  on  local  busi- 
ness the  long  and  short  haul  clause  of  our  law  applies  as  it  does  on  our 
American  roads.  Nobody  claims  that  the  Canadian  roads  will  receive 
at  Canadian  ports  fish  from  our  American  vessels  and  bring  them 
through  to  Boston  or  N^w  York  on  the  Canadian  lines.  They  exclude 
that  trade.  Now,  if  we  were  to  require  that  the  conditions  should  be 
precisely  alike  in  Canada  as  in  the  United  States,  would  that  be  an  un- 
fair proposition,  in  your  judgment  f 

Mr.  Speabe.  If  I  understand  your  question,  the  purport  of  it  is  this, 
that  if  at  Port  Huron,  which  is  a  Canadian  port,  an  American  vessel 
should  bring  grain  destined  to  Boston,  that  the  Canadian  lines  should 
take  it  from  that  vessel  and  bring  it  to  Boston  on  precisely  the  same 
te'iA  as  they  would  for  themselves  t 

Senator  Gobman.  Yes,  sir. 

Mr.  Speabe.  Well,  that  would  com])el  them  to  do  what  the  New 
York  Central  and  the  Baltimore  and  Ohio  or  any  other  road  is  not 
compelled  to  do;  that  is  to  say,  to  make  its  inland  rate  conform  to 
some  outside  dictation.  When  grain  is  landed  in  the  elevators  at  Buf- 
falo, the  New  York  Central  can  make  its  rate  to  New  York  City  on  that 
gtain  at  any  figure  it  chooses.  The  Canadian  road  can  make  its  rate 
from  Port  Huron  to  Island  Point  at  any  figure  it  chooses,  that  being  a 
local  road.  The  interstate  commerce  law  or  the  United  States  law  does 
not  apply  to  that  haul. 

Senator  Gobman.  You  are  confining  it  to  purely  local  business, 
which  originates  and  terminates  in  the  State  of  New  York.  I  spoke 
of  the  through  freight. 

Mr.  Speabb.  I  so  understood  you. 

Senator  Gobman.  Taking  all  the  conditions  the  American  roads  are 
under,  I  ask  you  the  question  whether  it  would  be  unfair  to  say  to  the 
Canadians,  ''If  we  permit  yon  to  engage  in  our  American  trade  you  must 
come  under  the  same  rules  precisely  as  to  local  and  through  business  as 
the  American  roads  do,  with  the  additional  requirement  that  you  shall 
receive  freight  from  our  fishing  vessels  at  your  terminals  in  Canada 
and  transport  it  to  Boston  and  other  points  in  the  United  States  with- 
out discrimination  t 

Mr.  Speabe.  I  will  say  as  to  the  proposition  with  reference  to  goo<ls 
coming  from  Port  Huron  or  in  that  direction  that  at  l^otX^  ^>q^\^>^  ^^ 
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Detroit  or  wherever  the  Gatiadian  roads  have  a  line  conslnicted  they 
take  the  goods  oil  the  same  terms  exactly  as  from  an  English  vessel. 

Senator  Gorman.  I  am  speaking  of  your  New  England  fishing 
vessels  entering  St  John  and  running  into  the  St.  Lawience.  The 
Canadian  roa<i8  will  not  bring  a  pound  of  fish  and  land  it  at  any  Ameri- 
can port  as  matters  stand  to-day.  You  can  not  ship  a  ton  of  goods 
without  going  through  the  cnstom-house ;  whereas  on  the  other  hand 
we  permit  them  to  carry  through  our  territory  without  any  discrimina- 
tion whatever. 

Mr.  Speare.  I  was  not  aware  that  su(;h  a  state  of  facts  existed.  I 
was  under  the  impression  that  you  could  ship  through  in  bond  from  St. 
John  to  Boston.  The  fish  matter  is  a  question  of  dispute,  and  they  will 
not  bring  our  fish  for  some  reason  that  seems  satisfactory  to  themselves. 

Senator  Gorman.  Will  it  do  to  apply  to  the  Canadian  roads  the 
exact  rules  we  apply  to  our  own  roads,  or  if  we  give  the  Canadian  lines 
the  privileges  they  now  enjoy  should  we  not  exact  for  our  own  goods 
coming  this  way  the  same  privileges  f 

Mr.  Speare.  I  think  the  privileges  should  be  entirely  reciprocal. 
Whatever  we  ask  of  them  we  should  be  willing  to  give  them. 

SHIPMENTS  FROM  NEW  ENGLAND  TO  THE  WEST. 

Senator  Reagan.  I  believe  it  is  declared  in  the  resolutions  which 
have  been  presented  here  that^  the  roads  )>a8siug  through  Canada  com- 
prise a  natural  channel  for  the  trade  of  Boston. 

Mr.  Speare.  Yes;  Boston  and  New  England. 

Senater  Beagan.  Can  you  tell  uie  to  what  part  of  the  West  or  North- 
west the  resolutions  particularly  relate! 

Mr.  Speare.  We  have  reference  to  Chicago,  Detroit,  St.  Paul,  Min- 
neapolis, and  the  whole  of  the  Northwest— Washington  Territory,  and 
through  that  country. 

Senator  Beagan.  Have  you  any  data  with  you  which  would  e Able 
you  to  give  the  distance  by  the  roads  running  through  the  territory  of 
the  United  States  and  those  going  through  Canadian  territory  and 
touching  Toledo,  Detroit,  Chicago,  St.  Paul  and  Minneapolist 

Mr.  Speare.  i  have  not  the  data  with  me. 

Senator  Beagan.  Are  you  not  aware  that  the  roads  through  Canada 
to  these  points  are  much  longer  than  the  roads  reaching  the  same  points 
running  through  the  United  States f 

Mr.  Spearii:.  Much  longer  in  some  instances  from  Boston  to  some  of 
those  points,  but  to  Minneapolis  and  to  all  those  other  points  Boston 
itself  IS  just  about  the  same  distance  as  from  New  ^ork. 

Senator  Beagan.  For  instance,  in  shipping  grain  or  flour  from  Min- 
neapolis to  St.  Paul  you  bring  it  through  Chicago,  do  you  not? 

Mr.  Speare.  No,  sir. 

Senator  Beagan.  By  what  route  does  it  comel 

Mr.  Speare.  By  the  "Soo  route '^  it  is  called,  coming  through  Can 
ada. 

Senator  Beagan.  That  is  the  recently  constructed  route! 

Mr.  Speare.  Yes,  sir. 

Senator  Beagan.  Can  you  give  us  the  distance  from  Minneapolis  to 
Boston  via  Sault  St.  Marie,  and  the  distance  from  Minneapolis  to  Bos- 
ton via  Chicago! 

Mr,  Speare.  I  can  not  to- day,  but  will  give  it  to  you  hereafter,  if 
you  desire. 

Senator  Beagan.  Are  you  aware  that  the  shortest  route  by  rail  from 
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Ghicago  to  Boston  through  Canada  is  292  miles  longer  than  the  shortest 
roate  south  of  the  lakes. 

Mr.  Speabe.  No,  sir. 

Senator  Beagan.  That  the  American  routes  are  much  shorter  than 
the  Canadian  routes  f 

Mr.  Speabe.  No,  sir;  I  was  not  aware  of  that  difference  in  distance. 
The  flour  and  grain  coming  from  Minneapolis  and  St.  Paul  to  Boston 
does  not  come  that  long  distance  via  Chicago. 

The  Chaibman.  Do  you  mean,  Senator,  from  Chicago  or  from  St. 
Paul  f 

Senator  Reagan.  I  mean  from  Chicago,  because  I  do  not  know  ex- 
actly the  distance  from  St.  Paul.  I  wanted  to  ask  and  did  ask  whether 
the  route  through  Canada  from  Chicago  to  Boston  was  not  292  miles 
longer  than  the  route  from  Chicago  to  Boston  through  the  territory  of 
the  United  States.  I  believe  Mr.  Spear^  stated  that  he  is  not  prepared 
to  say  how  much  difference  there  is  between  the  line  from  St.  Paul 
through  Canada  and  the  line  from  St.  Paul  through  the  United  States. 

Mr.  Speabe.  No,  sir. 

Senator  Beagan.  Is  it  true  that  the  route  from  St.  Paul  and  Minne- 
apolis through  Canada  to  Boston  is  longer  than  the  route  between  the 
same  points  through  the  United  States. 

Mr.  Speabe.  I  am  sure  it  is  shorter  through  Canada  than  via  Chi- 
cago. 

Senator  Beagan.  Are  not  the  roads  through  this  country  along  routes 
more  populous  and  affording  more  business  than  the  country  through 
which  the  roads  in  Canada  pass  ? 

Mr.  Speabe.  There  is  no  doubt  of  it 

Senator  Beagan.  How,  then,  do  you  account  for  the  fact  that  you 
get  cheaper  transportation  over  the  longer  route  having  less  business 
along  its  lines  than  over  a  shorter  road  with  greater  business  f 

Mr.  Speabe.  The  New  York  Central  passes  through  a  very  populous 
country,  and  it  doubles  its  stock  and  pays  dividends  on  its  stock  after 
being  doubled  and  all  that,  while  the  Canadian  roads  up  to  within  a 
very  recent  time  had  not  paid  dividends  upon  their  stock. 

Senator  Beagan.  If  I  understand  the  answer,  it  is  that  the  Cana- 
dian roads  have  been  carrying  at  rates  that  prevent  them  from  paying 
dividends  as  against  the  United  States  roads. 

Mr.  Speabe.  Probably,  as  compared  with  the  United  States  roads. 

Senator  Beagan.  With  respect  to  the  transportation  of  flour  and 
meats  from  the  West  by  water  through  the  lakes  and  by  canal  to  Al- 
bany and  by  the  Boston  and  Albany  road  to  Boston,  can  you  not  bring 
that  traffic  also  by  water  from  Albany  to  Boston  cheaper  than  you  can 
by  the  railroads  through  Canada  1 

Mr.  SP£ABE.  No,  sir. 

Senator  Bemgan.  What  is  the  difficulty  about  it  f 

Mr.  Speabe.  Mr.  Bliss  told  you  yesterday.  The  expense  of  chang- 
ing from  cars  to  boats,  and  vice  versa^  stops  it.  As  you  know,  cars  are 
loaded  from  Chicago  and  come  through.  If  you  bring  the  freight  to 
Buffalo  in  boats  and  then  reload  it  into  canal-boats,  when  the  freight 
gets  to  Albany  you  have  to  change  into  cars.  As  he  told  you  yester- 
day, the  Boston  and  Albany  never  caFiied  goods  that  way. 

Senator  Beagan.  Do  you  know  the  difference  in  cost  of  transporta- 
tibil  from  the  West  by  the  lakes  and  the  canal  to  New  York  City  as 
compared  with  transportation  on  the  railroads  f 

Mr.  Speabe.  I  am  not  prepared  to  say. 
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Senator  Reagan.  You  heard  the  statement  yesterday  that  they  were 
lower,  did  you  not  f 

Mr.  bPEABE.  Yes,  sir. 

Senator  Beaoan.  That  had,  of  course,  to  bear  the  transshipment  at 
Buffalo  ? 

Mr.  Speare.  Yes,  sir. 

Senator  Beagan.  Then  you  would  only  have  one  more  transship- 
ment to  reach  here  than  to  reach  Kew  York,  the  one  at  Albany! 

Mr.  Speare.  Yes. 

Senator  Beagan.  Do  you  know  what  it  costs  to  transship  at  Albany! 

Mr.  Speare.  The  elevation  alone  is  one-half  a  cent  a  bushel. 

Senator  Beagan.  Would  that  half  a  cent  a  bushel  make  up  the 
difference  in  the  cost  of  transpoitation  by  water  and  the  transporta- 
tion by  rail  from  the  West  to  Boston  f    • 

Mr.  Speare.  The  Boston  and  Albany  Bailroad  is  the  most  expensive 
link  in  the  line  to  operate.  It'takes  an  extra  percentage  of  the  through 
rate.  The  Boston  and  Albany  has  a  7-foot  grade,  while  the  ^ew  York 
Central  in  comparison  with  the  former  road  has  very  light  grade. 
They  are  allowed  an  extra  proportion  of  the  rat^e.  As  you  remember, 
Mr.  Bliss  told  you  that  on  the  Boston  and  Albany  Bailroad  there  is  no 
profit  in  the  through  business. 

Senator  Beagan.  That  relates  to  the  through  transportation  fh>m 
the  West  1 

Mr.  Speare.  Yes. 

Senator  Beagan.  Does  that  affect  the  rate  when  the  transportation 
to  Albany  is  by  water  and  then  to  Boston  by  the  Boston  and  Albany 
Bailroad  f 

Mr.  Speare.  You  can  very  ,well  understand  that  if  the  Boston  and 
Albany  Bailroad  wants  the  business  and  can  make  a  profit  out  of  it  by 
t>akii)g  the  business  from  the  canal  at  Albany  (the  rate  is  30  cents  to- 
day), and  could  get  vessels  to  go  there  and  discharge,  they  would  do  so. 
They  have  never  seen  any  profit  in  doing  it  in  that  way,  and  therefore 
they  have  never  erected  any  elevators  nor  done  the  business  by  that 
method.  One-half  of  the  grain  and  flour  going  to  New  York  by  water 
is  carried  during  seven  months  of  the  year. 

Senator  Reagan.  Your  reason  for  not  wanting  the  Canadian  roads 
brought  under  the  same  regulations  as  the  United  States  roads  is  be- 
cause by  their  situation  they  can  discriminate  and  do  discriminate  f 

Mr.  Speare.  What  is  the  first  part  of  your  question  f 

Senator  Beagan.  I  ask  if  your  reason  for  not  wanting  the  Canadian 
roads  brought  under  the  same  regulations  as  our  roads  is  because  the 
discrimination  they  make  in  their  rates  enables  them  to  give  you  lower 
rates! 

Mr.  Speare.  I  do  not  understand  that  they  are  not  under  the  regula- 
tions so  far  as  they  can  legally  be  put  under  them. 

Senator  Beagan.  I  ask  if  it  is  a  fact  or  not,  the  Canadian  roads  not 
being  under  regulation,  that  they  can  cut  under  the  United  States  roads. 
But  1  believe  you  say  that  the  Canadian  lines  are  under  regulation. 

Mr.  Speare.  Yes,  sir. 

Senator  Beagan.  You  do  not  understand  that  they  are  under  the 
same  regulation  in  reference  to  the  local  freights  in  Canada  as  our 
roads  are  in  this  country,  do  you  f 

Mr.  Speare.  No,  sir ;  no  more  than  our  roads  are  under  the  same 
regulation  as  the  Canadian  roads  are  as  respects  Canadian  business. 

Senator  Beagan.  Our  roads  are  under  such  regulation  that  they  are 
j)re vented  from  charging  more  for  the  shorter  than  the  longer  haul  in 
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oar  territory,  and  the  Ganadian  roads  are  not  nuder  that  provision  in 
their  own  territory. 

Mr.  Speabe.  Not  in  Canada. 

Senator  Hiscook.  You  claim  that  grain  shipped  from  Chicago  con- 
signed to  Albany,  in  the  State  of  New  York,  the  moment  it  gets  to  But- 
talo  is  subject  to  local  rates  on  the  New  York  Central,  and  that  it  is 
not  subject  to  the  interstate  commerce  taw  f 

Mr.  Speabe.  Certainly  not 

Senator  Hisgoge.  When  it  is  consigned  to  Albany,  in  the  State  of 
New  York,  the  moment  it  strikes  Buffalo  the  traffic  is  then  exempt  from 
and  outside  of  the  provisions  of  the  interstate  commerce  law. 

Mr.  Speabe.  I  do  not  make  any  such  claim,  if  yon  will  permit  me. 
What  I  claim  is  this,  that  grain  in  the  elevators  at  Buffalo,  at  the  end 
of  the  route,  is  not  subject  to  the  law. 

Senator  Hisgogk.  It  may  be  at  the  end  of  the  water  route,  but  not 
at  the  end  of  the  consigned  route. 

Mr.  Speabe.  I  say  at  the  end  of  the  consignment.  The  Boston  and 
Albany  is  at  libeity  to  make  any  arrangement  it  chooses  to  carry  that 
grain  through  to  Boston. 

THE  INGBEASE  OF  BUSINESS  OVBB  GANADIAN  LINES. 

Senator  Beaoan.  Did  yon  hear  the  statement  yesterday  with  respect 
to  the  increased  business  over  the  Canadian  roads  since  the  passage  by 
Congress  of  the  interstate  commerce  act  f 

Mr.  Speabe.  Yes,  sir. 

Senator  Reagan.  To  what  do  you  attribute  that  increase  T 

Mr.  Speabe.  Do  you  refer  to  Mr.  Mellen's  testimony  as  to  traffic 
from  San  Francisco  1 

Senator  Reagan.  I  have  allusion,  principally,  to  traffic  between  St. 
Paul  and  Detroit,  and  Minnesota  and  that  part  of  the  country. 

Mr.  Speabe.  I  was  not  aware  that  there  had  been  such  a  heavy  in- 
crease over  the  Canadian  roads  since  the  interstate  commerce  law  went 
into  effect,  and  I  do  not  think  it  is  a  fact. 

Senator  Reagan.  I  ask  if  you  are  aware  of  the  largely-increased  busi- 
ness on  the  Canadian  lines  1 

Mr.  Speabe.  I  am  not  aware  that  the  proportion  of  business  or  per- 
centage of  business  done  by  the  Canadian  roads  has  been  so  largely  in- 
crease since  the  interstate  commerce  act  went  into  effect. 

Senator  Reagan.  In  the  testimony  given  before  us  at  New  York  it 
was  shown  by  various  persons  that  the  increase  of  business  over  the 
Canadian  roads  since  the  adoption  of  this  law  had  been  very  great. 
Are  you  aware  whether  that  is  so  or  notf 

Mr.  Speabe.  Mr.  Goodwin,  who  will  speak   for  the  Chaipber  of 
Commerce,  will  answer  more  in  detail  on  that  point.    I  am  not  aware 
that  it  is.    In  1880  the  New  York  Central  carried  55  per  cent,  of  its 
freight  to  New  England,  and  last  year  60  per  cent.    So  it  does  not  look 
like  they  suffered  very  much,  so  far  as  New  England  is  concerned. 

Senator  Reagan.  If •  the  Canadian  roads  doing  business  on  United 
States  territory  are  placed  so  that  they  must  do  business  under  the 
same  legal  restriction  as  our  roads  in  order  to  let  commerce  take  its 
natural  channels  over  the  shortest  routes,  and  that  business  was  turned 
back  on  the  American  roads,  would  it  not  clieapen  the  transportation 
on  the  American  roads  and  put  rates  down  to  a  point  lower  than  the 
Canadian  roads  could  afford  to  go  f 
'    Mr.  Speabe.  My  judgment  is  that  if  you  eliminate  the  Canadian 
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Toads  and  make  a  fixed  rate  and  permit  traffic  to  go  by  the  shortest 
rente  the  rates  would  be  raised  Iii^her  than  tbey  now  are.  Toa  have 
passed  a  law  placing  the  Canadian  roads  under  the  same  rnle  as  onr 
.  roads.  They  have  to  file  their  through  rates  precisely  as  the  other  roads 
do  with  the  Interstate  Commerce  Commission.  Any  differentials 
that  are  allowed  them  are  agreed  to  by  the  association.  These  routes 
exist  and  the  association  says  to  them,  '^  You  have  a  longer  route,  and 
we  will  allow  you  to  charge  2  cents  less  in  order  to  get  a  part  of  the 
traffic.  '^ 

Senator  Heagan.  Is  it  not  tnie  that  the  Canadian  roads  in  making 
the  cheapest  r&te  from  Detroit  and  Chicago  recoup  on  the  local  rates  ia 
Canada  to  make  up  the  loss  of  revenue  1 

Mr.  Speare.  I  have  not  seen  the  evidence  to  substantiate  any  such 
statement.  You  probably  remember  that  Mr.  Depew  said  in  New  York 
that  so  far  as  he  knew  the  Canadian  railroads  live  up  to  the  interstate 
commerce  act,  but  that  he  thought  they  have  a  chance  to  evade  it. 

Senator  Ri^aoan.  But  the  manager  of  the  Canadian  Pacific  and  the 
general  manager  of  the  Grand  Trunk  Line  do  not  say  that.  They  say 
that  as  to  commerce  going  to  and  from  the  United  States  that  they  obey 
the  law  and  they  do  not  claim  that  they  obey  it  as  to  commerce  in 
Canada. 

Senator  Blair.  I  understood  the  gentlemen  representing  both  Cana- 
dian lines  to  say  that  they  did  not  recoup  on  the  local  freight  in  Canada 
for  the  money  lost  on  the  competing  rates  with  the  American  roads. 

The  Chairman.  Of  course  the  law  is  not  in  foree  as  to  local  traffic  on 
Canadian  roads. 

Senator  Blair.  They  claim  that  they  do  not  recoup  in  Canada. 

CANADIAN  railroad  TRAFFIO  AND  THE  COASTWISE  TRADE. 

The  Chairman.  Are  you  fa:niliar,  Mr.  Speare,  with  the  coastwise 
trade  at  this  pointf 

Mr.  Speare.  Yes,  sir. 

The  Chairman.  Who  controls  it! 

Mr.  Speare.  The  people  who  own  the  vessels. 

The  Chairman.  Who  owns  them  f 

Mr.  Speare.  Americans  entirely. 

The  Chairman.  To  secure  this  condition  of  things  has  been  the 
policy  of  the  Government  from  the  beginning. 

Mr.  Speare.  Yes,  sir. 

The  Chairman.  Do  you  thintc  it  right  f 

Mr.  Speare.  I  do. 

The  Chairman.  Suppose  we  let  the  British  in  here  to  take  a  hand  in 
the  coastwise  trade,  do  you  not  believe  it  would  cheapen  it  f 

Mr.  Speare.  Possibly  it  might,  and  drive  our  American  people  ont 
of  it. 

The  Chairman.  That  is  what  you  are  for— eheap  transportation — is 
it  not  f 

Mr.  Speare.  Everything  taken  into  consideration. 

The  Chairman.  On  the  theory  that  it  is  absolutely  right  that  the 
American  Government  should  protect  Americans  in  the  coastwise  trade 
as  against  all  others,  why  ought  not  the  same  principle  prevail  on  the 
northern  border  of  the  United  States,  whether  it  be  with  respect  to  rail 
or  to  water  f 

Mr.  Speare,  That  is  too  deep  a  question  for  me  to  answer  oft-hand. 
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The  Ghaibhan.  Tou  think  tbat  is  a  difficult  problem.  Yon  have  no 
doubt  of  the  right  of  the  American  Government  to  protect^  and  the 
soundness  of  its  policy  in  protecting,  Americans  in  the  coastwise  trade, 
but  you  are  not  prepared  to  say  that  the  same  ]K)licy  should  prevail  as 
to  the  trade  on  the  northern  border,  whether  by  rail  or  water  t 

Mr.  Speabe.  There  are  very. manifest  differences  in  the  situation. 
Americans  own  roads  in  Canada.  Americans  own  a  road  running  from 
Newport  to  Sherbrook. 

The  Chairman.  Do  Americans  own  it  entirely  T 

Mr.  Speare.  Yes,  sir. 

The  Chairman.  What  is  the  length  of  the  line  T 

Mr.  Speare.  Forty-six  or  47  miles,  I  think. 

The  Chairman.  What  are  its  connections  t 

Mr.  Speare.  It  connects  with  the  Grand  Trunk  Railway.  The  Ver- 
mont Central  owns  a  line  running  from  St.  Albans  to  St.  John,  which 
makes  the  link  between  the  Orand  Trunk  and  the  Vermont  Central. 

The  Chairman.  Suppose  Americans  own  it,  ought  there  be  any  dif- 
fdgrence  in  the  policy  of  the  Government  as  to  the  general  proposition 
to  control  the  trade  on  the  northern  border  as  well  as  the  coastwise 
trade? 

Mr.  Speare.  Is  it  not,  so  far  as  water  is  concerned  f 

The  Chairman.  I  think  the  trade  is  divided  on  the  lake  between 
Canada  and  the  United  States.  I  think  the  Canadian  vessels  are  do- 
ing their  trading  as  they  please.  There  seems  to  be  no  definite  policy  on 
the  part  of  the  Government  thus  far  as  to  the  trade  on  the  northern 
border,  while  there  has  been,  since  the  beginning  of  the  Government, 
as  reganls  the  Atlantic  seaboard. 

Mr.  Speare.  I  think  you  will  see  there  is  a  treaty  regulation  as  to 
tliose  vessels. 

The  Chairman.  That  might  be,  but  it  does  not  keep  out  vessels  of 
Canadian  ownership. 

Mr.  Speare.  I  think  you  will  find  that  a  Canadian  vessel  could  not 
be  stopped  from  running  between  Chicago  and  Buffalo.  They  can  come 
to  any  of  our  lake  ports  precisely  as  they  can  on  the  ocean.  There  is 
nothing  to  prevent  a  vessel  from  St.  John  trading  on  equal  terms  with 
a  vessel  from  elsewhere. 

Senator  Blair.  I  would  like  toask  you  a  question  about  this  coast- 
wise trade.-  Is  it  not  a  universal  law  and  a  custom  among  nations  that 
the  coastwise  trade  of  each  shall  be  confined  to  its  own  citizens  t 

Mr.  Speare.  I  think  so. 

Senator  Blair.  If  Great  Britain  permitted  the  ships  of  the  United 
States  to  enter  into  her  carrying  trade,  do  you  think  that  there  would 
be  much  doubt  that  the  Americans  would  do  so;  or  do  you  think  the 
reverse — do  you  think  it  is  at  all  strange  or  wrong  in  our  excluding  for- 
eigners from  our  coastwise  trade  when  they  exclude  us  from  theirs? 

Mr.  Speare.  I  do  not. 

Senator  Blair.  Does  not  that  arise  from  the  fact  that  the  defense  of 
our  interests  upon  the  ocean  at  liirge  requires  trading  and  dis(;ip1ining 
of  the  American  people  upon  the  sea,  and  is  not  that  the  reason  why 
we  and  other  nations  exclude  foreigners  from  the  coa8t\Yi8e  trade  1 

Mr.  Speare.  I  think  it  is,  and  it  is  quite  right  in  every  nation  to  con- 
fine its  coastwise  trade  to  its  own  people. 

Senator  Blair.  Now,  do  you  think  that  by  doing  business  or  lontinu- 
ing  to  do  business  with  the  Canadian  railroads  as  we  always  have,  ilone, 
we  in  any  wise  endanger  the  defense  of  our  people  in  case  of  war  t 

Mr.  Speare.  No,  sir;  not  in  the  least. 
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Senator  Blair.  Then,  if  the  reason  fails  which  leads  to  the  discrhn  • 
iuatioQ  against  foreigners  in  our  coastwise  trade,  why  should  we  apply 
any  snch  rale  to  oar  transportation  relations  with  Canada  as  we  do  in 
oar  coastwise  trade!  What  I  mean  is  this:  I  belieye  it  is  a  maxim 
that  when  the' reason  of  a  law  fails  the  law  ceases.  If  there  is  no  reason 
connected  with  the  defense  of  our  people  why  we  should  not  enter  into 
and  continue  our  transportation  relations  with  Oanada  then  why  is  this 
comparison  pertinent? 

Mr.  Speare.  I  do  not  think  it  is. 

Senator  Blair.  Do  you  not  understand  that  the  water  regulations, 
the  regulations  on  the  lakes,  and  on  the  line  of  the  St.  Lawrence,  are 
reciprocal  between  this  country  and  Canada,  so  that  Canadian  vessels 
have  the  same  privileges  as  ours  T 

Mr.  Speare.  Just  the  same. 

Senator  Blair.  Bexnprocal  between  the  two  countries  T 

Mr.  Speaue.  Precisely.  As  I  understand  it, the  relations  with  respect 
to  shipping  between  the  two  countries  are  reciprocal,  with  the  one  ex- 
ception of  fishing  vessels.  Fishing  vessels  are  allowed  to  enter  Can«k- 
dian  ports  for  but  four  things — shelter,  wood,  water,  and  repairs.  The 
restriction  with  respect  to  our  fishing  vessels  is  the  only  restriction 
that  is  put  upon  our  vessels  going  into  Canadian  ports.  We  put  no 
restrictions  whatever  upon  their  vessels. 

A  QUESTION  BETWEEN  THE  PEOPLE  AND  THE  RAILROADS. 

Senator  Blair.  Now,  another  question,  which  has  been  pat  to  nearly 
every  witness  and  which  was  asked  you.  If  it  is  not  fair  to  subject  the 
Canadian  railroads  to  precisely  the  same  conditions  in  transRCting  busi- 
ness as  our  roads  are  subjected  to,  and  you  say  yes ;  now,  if  that  is  fair 
as  between  the  railroads,  is  it  fair  when  the  question  arises  between  our 
own  people  doing  business  and  an  American  railroad  T  If  governmental 
regulations,  which  are  fair  between  the  railroads,  are  an  injury  to  the 
American  people,  is  it  fair  to  the  American  people  to  make  such  regula- 
tions T 

Mr.  Speare.  I  do  not  know  on  what  ground  you  would  do  it. 

Senator  Blair.  I  want  to  know  where  the  shoe  x)inches.  Is  this  a 
question  between  the  Canadian  and  the  American  railroads,  or  is  it  a 
question  between  the  American  people  and  the  railroads  generally  t 

Mr.  Speare.  As  it  stands  to  day,  it  seems  to  me  it  is  a  question  l)e- 
tween  a  few  American  railroads  and  the  people.  The  few  American 
railroads  want  to  shut  as  in  more  effectually  than  we  are. 

A  year  ago  this  spring  when  we  went  tx)  the  Trunk  Line  Association 
at  New  York  and  asked  to  be  placed  upon  a  par  with  New  York,  Mr. 
Fink,  the  commissioner,  said,  "  We  do  not  give  you  the  same  rate  as 
New  York  because  of  your  position.  You  have  not  the  competition. 
New  York  has  water  routes,  etc.,  and  you  have  not.'' 

Senator  Blair.  These  New  York  and  other  railroads  made  yon  that 
answer  f 

Mr.  Speare.  Yes,  sir;  through  the  commissioner  of  their  associa- 
tion, Mr.  Fink. 

Senator  Blair.  In  other  words,  that  they  could  charge  you  more, 
and  they  did  charge  you  more  t 

Mr.  Speare.  Yes,  sir. 

Senator  Blair.  Then  the  real  question  here  is  not  one  between  the 
railroads,  but  between  the  railroads  and  the  people  of  New  England  t 

Mr.  Speare.  That  is  practically  what  it  is  to-day,  sir. 
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BATES  TO  BOSTON  AND  TO  NEW  YORK, 

Senator  Blaib.  I  nnderstatid  yoa  to  say  tbat  these  New  York  roads 
and  the  PenDsylvauia  road,  and  I  suppose  perhaps  the  Baltimore  aud 
Ohio,  while  nominally  making  the  same  rate  from  Chicago  to  Boston  as 
they  make  from  Chicago  to  New  York,  yet,  in  practice,  they  charge 
Boston  5  cents  more  T 

Mr.  Spbabe.  No,  sir;  yoa  have  not  got  that  quite  right.  So  far  a^ 
export  rates  are  concerned,  and  so  far  as  anything  going  to  the  Pacific 
coast  is  concerned,  we  have  the  same  rates  as  New  York ;  but  as  far  as 
all  local  business  is  concerned  we  pay  more.  It  is  an  open  fact  that  we 
pay  5  cents  more  per  hundred  on  local  freight  than  do  the  people  of 
New  York. 

Senator  Blatb.  And  that  is  charged  to  the  consumption  of  the  peo- 
ple of  New  England  T  I  am  not  talking  about  the  merchants,  but  the 
people,  who  have  to  pay  all  these  bills  iu  the  end. 

Mr.  Speare.  Yes,  sir;  it  costs  the  people  of  New  England  from  5  to 
20  cents  per  hundred  more  than  the  people  of  New  York. 

Senator  Blair.  I  think  that  is  a  difference  which  should  be  made 
manifest  and  which  should  be  understood. 

Senator  Beagan.  Is  that  so  as  to  grain  coming  over  the  lakes  t 

Mr.  Speare.  Yes,  sir;  on  everythiugthat  comes  to  Boston.  We  have 
to  pay  5  cents  more  per  hundred  on  the  lowest  classes,  and  on  the 
higher  classes  it  runs  up  to  20  cents. 

Senator  Blair.  When  you  applied  to  Mr.  Fink  for  a  reduction  of 
the  rates  to  New  England  and  to  put  New  England  on  a  basis  with 
New  York,  Philadelphia,  and  Baltimore,  he  told  you  that  they  would 
not  give  you  the  same  rates  as  the  States  in  which  those  cities  are  lo- 
cated, because  there  was  no  competition  to  compel  them  to,  aud  so  the 
roads  charge  you  25  per  cent,  more  than  they  do  the  people  living  in 
those  other  localities  T 

Mr.  Speare.  That  is  the  practical  result  of  it. 

Senator  Blaib.  That  is  the  result  that  the  farmer  wonld  comprehend 
and  whoever  consumes  commodities  would  comprehend. 

Mr.  Speare.  It  just  puts  that  much  more  upon  the  cost  of  the  com- 
modity to  the  consumer,  or  deducts  op  much  from  the  value  of  the  prod- 
ucts of  the  West. 

Senator  Blaib.  Thus  it  is  that  transportation  enters  into  the  com- 
merce of  New  England,  exporting  and  importing,  more  than  into  the 
commerce  of  any  other  part  of  the  country. 

Mr.  Speabe.  Yes,  sir.  It  puts  that  much  more  tax  ux>on  our  manu- 
factures as  well  as  upon  everything  we  consume. 

Senator  Blaib.  Mr.  Mellen's  statement,  then,  was  quite  misleading, 
was  it  not  t 

Mr.  Speabe.  I  thought  so  at  the  time,  sir. 

Senator  Blaib.  I  thought  so,  too,  but  I  was  not  well  enough  informed 
to  make  plain  these  facts ;  I  have  always  so  understood  them,  however. 

TBAFFIO  BETWEEN  NEW  ENGLAND  AND  CANADA. 

Is  there  not  a  great  deal  of  business  intercourse  and  other  inter- 
course between  the  people  of  Canada  and  our  own  people,  which  can  in 
no  wise  be  accommodated  by  these  trunk  railroads  which  we  have  been 
speaking  oft  Is  there  not,  along  the  northern  border,  within  two  or 
three  hundred  miles  of  tlfe  border  in  Canada  and  the  United  States,  a 
good  deal  of  intercourse  that  could  not  be  at  all  accommodated  by 
these  American  trunk  lines  T 


382  TBANSPORTATION  INTERESTS   OP 

Mr.  Speabe.  It  could  not  be  accommodated  except  by  paying  local 
rates  from  whatever  should  be  the  common  point,  whicli,  as  £  have 
stated,  I  believe  thiB  Canadian  railroads > 

Senator  Blaib.  Please  get  the  New  England  roads  separated  from 
these  trunk  lines.  We  use  our  truuk  lines  in  getting  to  any  portion  of 
Canada  which  lies  north  of  New  England,  do  we  not  ? 

Mr.  Speab.  Yes,  sir ;  of  course  we  do. 

Senator  Blaib.  And  is  that  not  true  of  all  northern  New  York  t 

Mr.  Speabe.  Northern  New  York  is  supplied  entirely  by  the  Og- 
densburgh  road. 

Senator  Blaib.  Are  the  New  England  roads,  except  where  they 
have  direct  connection  with  the  trunk  lines,  very  largely  dependent 
upon  Canndian  communications  or  connections  for  what  supports 
them  t 

Mr.  Speabe.  Yes,  sir. 

Senator  Blaib.  As  well  as  the  people  of  New  England? 

Mr.  Speabe.  Yes,  sir. 

CANADIAN    INTEBESTS  IN  THE  UNITED  STATES. 

Senator  Blaib.  Now,  another  thing,  Mr.  Speare,  with  reference  to 
the  future  and  the  defense  of  the  country.  Do  you  not  think  it  would 
be  good  policy  to  pursue  that  course  which  would  locate  the  termini  of 
the  Canadian  roads  under  the  jurisdiction  of  the  Americim  flag,  so  that 
in  case  of  war  we  could  shut  them  oif  T 

Mr.  Speabe.  Ves,  sir. 

Senator  Blaib.  What  would  become  of  Canada,  in  case  of  war,  if 
we  had  possession  of  her  eastern  outlets  t 

Mr.  Speabe.  I  think  we  would  certainly  have  the  advantage  of  her 
in  that  particular.  If  the  road  of  the  Canadian  Pacific  throagh  Maine 
is  built,  in  case  of  trouble  we  can  stop  it  immediately. 

Senator  Blaib.  They  could  not  use  that  road  very  much  if  we  held 
this  end  of  it 

Mr.  Speabe.  No,  sir. 

Senator  Blaib.  Suppose  that  war  broke  out  in  winter  when  the  St. 
Lawrence  is  frozen  up,  how  would  the  Canadians  get  troops  into  the 
center  of  Canada  to  meet  an  American  army  f 

Mr.  Speabe.  They  have  a  railway  line,  sir.  We  can  shut  them  out 
of  Maine,  if  we  choose,  but,  at  the  same  time,  we  do  not  close  up  the 
Canadian  Pacific. 

Senator  Blaib.  I  am  aware  that  there  is  as  yet  that  unimportant 
branch  line;  but  suppose  we  bring  their  principal  terinini  and  all  their 
business  under  the  jurisdiction  of  our  own  flag  in  the  State  of  Maine, 
at  Portland,  further  east,  and  at  Boston.  They  are  going  to  have 
their  connections  at  New  York,  which  will  be  as  important  to  them  as 
any,  I  suppose,  and  they  are  even  forming  connections  with  Phila- 
delphia and  Baltimore.  Now,  if  we  fasten  all  the  interests  of  Can- 
adian transportation  on  the  Atlantic  coast  under  the  American  flag, 
why  is  it  not  a  good  thing  to  do  t 

Mr.  Speabe.  I  think  it  is  a  good  tiling  to  do. 

Senator  Blaib.  It  is  inevitable  that  as  more  commerce  develops 
under  our  own  flag  on  the  Atlantic  it  will  be  of  benefit  to  us. 

Mr.  Speabe.  Of  course. 

THE  NEW  TOBK  AND  BOSTotf  BATES. 

Senator  Hisgogk.  Did  I  understand  you  to  say  that  the  New  Eng- 
laud  rates  were  5  per  cent,  higher  than  the  New  York  rates  1 
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Mr.  Speabe.  "So^  sir;  we  have  this  singalar  anomaly:  our  rateis  on 
westbound  freight  are  precisely  the  same  as  all  other  points,  but 
everything  that  comes  into  New  England  for  consumption,  *not  for  ex- 
porty  pays  5  cents  a  hundred  on  the  lowest  and  20  cents  a  hundred  on 
the  highest  more  than  the  New  York  rate— 5  to  20  cents  per  hundred, 
not  5  per  cent. 

Senator  Hisoogk.  There  is  that  difterence  between  freight  that 
comes  iuto  New  England  for  co];i8nmption  and  that  which  comes  for 
exportation  t 

Mr.  Speabe.  Yes,  sir. 

Senator  His^cocK.  Are  those  rates  published? 

Mr.  Speabe.  Yes,  sir. 

Senator  Hisgogk.  Are  they  published  exhibiting  that  discrimination 
as  betweefi  domestic  and  export  trade f 

Mr^  Speabe.  Yes,  sir.  You  heard  tliat  in  your  testimony  in  New 
York.  That  was  giveu  in  the  testimony  before  this  committee  in  New 
York. 

Senator  Blaib.  I  did  not  understand  that  was  brought  out  in  New 
York. 

The  Chaibman.  I  do  not  think  such  testimony  was  given  in  New 
York. 

Senator  Hisgogk.  I  never  heard  that  statement  made  before. 

The  Chaibman.  Have  you  any  taritis  showing  the  facts t 

Mr.  Speabe.  I  have  not  the  tariffs  with  me.  Th^t  discrimination 
occurs  in  this  wise:  The  railroads  bill  freight  to  Boston  at  30  cents  per 
hundred,  but  5  cents  per  hundred  rebate  is  allowed  on  all  freight  ex- 
ported. 

Senator  Blaib.  Five  cents  per  hundred  T 

Mr.  Speabe.  Yes,  sir. 

Senator  Hisgogk.  Five  cents  per  hundred  is  20  per  cent.  My  rec* 
ollection  is  that  Mr.  Depew's  testimony  would  be  entirely  inconsistent 
with  that  statement. 

Mr.  Speabe.  We  can  show  you  the  facts,  sir. 

Senator  Hisgogk.  Mr.  Depew  stated  that  with  reference  to  all  of 
their  freight  for  export  they  made  their  arraugement,  as  I  remember  it, 
for  ocean  transportation,  at  the  rates  of  the  day. 

Mr.  Speabe.  There  is  no  question  but  what  there  is  a  good  deal  of 
freight  which  goes  across  the  ocean  on  which  the  rate  is  nuulo  from 
Chicago  to  Liverpool.  The  rate  from  Chicago  to  Liverpool  is  made  from 
day  today.  My  point  is  that  the  rate  to  Bost04i  today,  upon  a  car-load 
of  grain,  is  30  cents  per  hundred.  If  that  car  load  of  grain  is  exported, 
a  rebate  of  5  cents  per  hundred  is  allowed.  Now,  New  York  would  get 
that  car-load  of  grain  for  25  cents  per  hundred,  whether  it  was  used  in 
New  York  or  exported.    That  is  my  point. 

Senator  Blaib.  We  do  business  cheaper  for  the  people, of  Great  Brit- 
ain than  for  our  own  people  f 

Mr.  Speabe.  Yes,  sir. 

Senator  Hisgogk.  That  offers  a  premium  of  just  so  much  for  all  of 
the  export  trade  to  come  through  Canada  to  Portland  or  Boston  for 
shipment? 

Mr.  Speabe.  Where  is  the  premium  !  When  you  are  down  to  the 
lowest  rate,  you  are  no  lower  than  New  York. 

Senator  Hisgogk.  As  I  understand  you,  on  all  freight  coming  to 
Boston  for  export,  a  rebate  of  5  cents  per  hundred  is  allowed,  and  that 
rebate  is  not  allowed  to  Philadelphia  or  New  York. 
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Mr.  Spbabb.  It  puts  Philadelphia  and  New  York  and  Boston  on  pre- 
cisely the  same  basis  with  respect  to  the  export  trade. 

Senator  HiSGOGK.  Do  you  mean  that  after  that  5  cents  per  hundred 
rebate  is  allowed  then  the  rate  on  export  goods  from  St  Paul  to  Liver- 
pool by  Boston  is  precisely  the  same  as  it  would  be  by  way  of  New 
YorkT 

Mr.  Speare.  I  do  not  say  that,  because  the  ocean  rates  may  vary  ; 
but  I  say  that  we  are  put  upon  a  par  when  that  rebate  is  paid  with 
New  York  and  Philadelphia  in.  regard  to  the  export  business.  With 
respect  to  the  freight  for  consumption  iuNew  England  we  pay  five  cents 
l>er  hundrefl  more  than  anybody  west  of  us  pays. 

Senator  I^laib.  Which  is  the  more  important  to  us,  the  export  trade 
or  the  domestic  trade! 

Mr.  Speabe.  The  domestic  trade  is  much  more  important. . 

Senator  Hisgogk.  As  I  understand  it,  then,  for  the  export  trade  the 
rates  are  a(\justed  in  such  a  manner  that  if  the  freight  is  to  be  shipped 
from  Boston  there  must  be  this  rebate  of  5  cents  per  hundred  given  to 
you  to  place  Boston  and  New  York  on  an  equality  t 

Mr.  Speabe.  Yes,  sir ;  and  we  are  not  on  an  equality  quit«,  then,  to 
go  a  little  farther.  As  you  remember,  it  was  stated  before  your  com- 
mittee in  New  York,  that  3  cents  per  hundred  was  deducted  for  light- 
erage ;  so  that  while  it  is  nominally  a  25  cent  rate  to  New  York,  it  is  in 
reality  only  22  cents.  The  majority  of  the  stuff  exported  from  Boston 
takes  no  lighterage  whatever.  When  it  does  it  costs  not  over  a  cent 
and  a  half  as  against  3  cents  in  New  York ;  so  that  we  are  not  quite  on  an 
equality  with  New  York. 

Senator  Blaib.  What  is  lighterage? 

Mr.  Speabe.  When  grain  is  taken  from  the  cars  for  export  it  has  to 
be  taken  in  lighters  to  where  the  ship  lies.  Our  facilities  here  are  very 
ample,  and  the  steamers  land  right  alongside  where  the  railroads  depos- 
it the  grain,  in  most  cases. 

Senator  KEAaAN  Are  the  rates  of  transportation  of  flour,  wheat, 
meats,  and  other  domestic  products  coming  from  the  West  to  Albany 
the  same  whether  t&ey  come  to  New  York  or  to  Boston  t 

Mr.  Speabe.  I  can  not  answer  that. 

Senator  Eeagan.  Under  the  law  would  they  not  l)e  compelled  to  be 
the  same*  so  that  there  should  be  no  discrimination t 

Mr.  Speabe.  No,  sir.  As  I  told  yon  a  little  while  ago,  in  our  case 
before  the  Interstate  Commerce  Commission  we  showed  that  the  Lake 
Shore  road  received  $10.48  more  upon  a  ciirload  of  flour  coming  to  Bos- 
ton, hauling  it  from  Chicago  to  Buffalo,  than  it  did  npon  a  car-load  of 
flour  in  the  samj  train  going  to  New  York  City;  so  that  equality  is  not 
there. 

Senator  Beagan.     Was  any  action  taken  upon  that  case  t 

Mr.  Speabe.  STes,  sir. 

Senator  Keagan.  And  they  corrected  it  t 

Mr.  Speabk.  No,  sir. 

Senator  Beagan.  Do  you  understand  that  on  the  New  York  Central 
and  its  connections,  and  the  other  roads  that  briug  produce  to  Albany 
from  the  West,  that  they  charge  6  cents  a  hundred  pounds  more,  or  any 
more,  to  Albany  on  freight  going  to  Boston  than  they  do  on  freight 
going  to  New  York  City  1 

Mr.  Speabe.  I  have  just  told  yoa,  in  this  case  the  Lake  Shore  road 
charged  $  10.48  more. 

Senator  Beagan.  That  is  only  a  single  road. 

Mr.  Speabe.  Yes,  sir ;  but  1  think  the  New  York  Central  did,  too. 
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Senator  Beag AN.  Bow  far  i8  it  from  Albany  to  the  border  of  the 
New  England  States  T 

Mr.  Speabe.  It  is  right  across  the  river,  50  or  60  miles. 

Senator  UeagaN.  Would  the  railroads  charge  5  cents  per  hundred 
pounds  more  to  a  point  in  Connecticut  than  to^New  York  f 

Mr.  Speabe.  Yes,  sir. 

Senator  Reagan.  Now,  as  a  matter  of  fact — 1  do  not  know  how  it  is 
and  ask  for  information — is  this  large  addition  to  the  cost  of  freight 
coming  to  New  England  made  by  other  ruads  or  by  the  New  England 
roads  themselves  T 

Mr.  Speabk.  No,  sir ;  by  other  roads.  The  5  cents  per  hundred  is 
not  allowed  to  the  Boston  and  Albany  Bailwaj',  as  you  could  see  by 
the  table  which  we  could  furnish  you  showing  how  the  freight  rate  is 
divided. 

Senator  EliscooK.  Through  the  Canadian  line,  the  Grand  Trunk 
line,  I  suppose  you  are  able  to  get  your  freight  to  those  Western  points 
at  the  same  rate  that  is  given  to  the  shippers  in  Nojv  Yorkt 

Mr.  Speabe.  Yes,  sir. 

Senator  HisoocK.  Now,  do  you  know  whether  this  difference  in  rates 
on  theso  trunk  lines  is  due  to  the  fact  that  differential  rates  have  been 
agreed  to  between  the  trunk,  lines  with  a  view  to  giving  the  Canadian 
lines  their  share  of  the  business  t 

Mr.  Speabe.  Do  you  refer  .to  the  5  cents  additional  that  is  charged 
to  Boston  t  • 

Senator  Hisoook.  I  do  not  care  whether  it  is  5  cents  more  or  5  cents 
less.  Do  you  know  whether  it  is  accounted  for  by  the  differential  rates 
agreed  to  as  between  the  railroad  companies,  allowing  the  Canadian 
ix>ads  to  carry  at  a  less  rate  in  order  to  get  their  share  of  the  business  t 

Mr.  Speabe.  I  do  not  quite  understand  you,  Senator. 

Senator  HiscoOK.  I  want  to  know  whether  this  difference  over  the 
the  New  York  Central  and  then  over  the  Boston  and  Albany  is  due  to 
the  fact  of  differential  rates  having  been  agreed  to  between  the  various 
trunk  lines,  including  the  Canadian  line,  with  a  view  to  allowing  the 
Canadian  lines  to  get  their  share  of  the  business  t 

Mr.  Speabe.  No,  sir.  There  is  no  differential  on  oast-bound  freight. 
It  is  only  on  west-bound  freight  that  the  Canadian  roads  are  allowed  a 
differential. 

The  Chaibman.  Your  statement  is  correct  as  to  the  differential  being 
given  only  one  way. 

Senator  HiscooK.  Do  you  understand  that  freight  coming  from  a 
point  west  of  New  York  is  transported  to  Albany  or  any  point  west  of 
New  York  City  at  a  higher  rate  than  it  is  to  New  York  City  t 

Mr.  Speabe.  Yes,  sir ;  I  do. 

Senator  Hisoook.  Do  you  know  that  to  be  the  case? 

Mr.  Speabe.  I  will  give  you  the  figures. 

Senator  llisoooK.  I  do  not  see  how  it  is  possible.  I  should  think 
the  law  of  trade  would  regulate  that  and  make  it  imt>os8ible. 

Mr.  Speabe.  I  will  read  you  a  few  facts.  I  will  read  the  decision  of 
the  Interstate  Commerce  Commission. 

Senator  Gobman.  In  what  case  T 

Mr.  Speabe.  The  case  of  the  Boston  Chamber  of  Commerce  t?«.  The 
Lake  Shore  and  two  connecting  lines  to  Boston.    Here  are  the  figures: 

New  York  Central  on  corn  and  flour  to  New  York,  $23.04. 

New  York  Central  on  corn  and  flour  to  Albany,  ^5,18. 

Senator  HisopcK.  From  what  point ! 

Mr.  Speabe.  From  Chicago. 
6643 25 
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Senator  Hiboock.  But  notwithstanding  that  is  trne,  are  yon  not 
aware  that  that  difference  is  not  charged  to  the  pnrchaser,  bat  is  al- 
lowed to  the  railroad  which  delivers  the  freight  at  Buffalo;  so  that 
when  you  take  the  two  aggregate  rates,  say  from  Cliicago  to  Buffalo, 
the  rate  is  not  higher  than  it  is  from  Chicago  to  New  York  t 

Mr.  Speare.  I  do  not  understand  your  question  at  all. 

Senator  Uiscock.  What  I  mean  is  this,  that  under  the  arrangement 
between  the  New  York  Central  and  the  Western  roads,  the  Western 
rosbds  allow  a  larger  proportion  on  the  through  rate  to  the  New  York 
Central  on  business  which  is  west  of  New  York  than  they  do  on  busi- 
ness just  to  New  York,  because  the  New  York  Central  has  to  compete 
there  with  the  Brie,  the  Pennsylvania,  and  other  lines,  whereas  with 
respect  to  the  other  business  it^has  not,  and  the  Western  roads  are  com- 
pelled, in  the  division  of  freight  between  them  and  the  New  York  Cen- 
tral, to  make  this  differential  rate  to  them  on  purely  local  freight  to 
the  city  of  New  York,  but  in  the  aggregate  the  rate  is  no  higher  to  the 
Albany  purchaser  or  shipper  than  to  the  New  York  City  purchaser  or 
shipper. 

Mr.  Speare.  I  presume  it  is  the  same. 

Senator  HisoocK.  I  did  not  so  understand  the  statement  as  yon 
made  it. 

Mr.  Speare.  I  will  give  you  the  exact  facts  as  to  the  matter.  Ac- 
cording to  the  record  of  the  case  before  the  Interstate  Commerce  Com- 
mission, a  car-load«of  flour  over  the  Lake  Shore  and  Michigan  Southern 
to  New  York  Barbor  costs  $36.08.  If  the  car-load  of  corn  or  flour  going 
over  the  Lake  Shpre  is  destined  to  Boston  the  rate  is  $46.56,  or  a  dif^ 
ference  of  $10.48  in  favor  of  New  York  on  a  car-load  of  flour. 

Senator  Reagan.  Is  that  difference  made  in  the  charges  west  of  Al- 
bany or  is  it  the  difference  in  charges  east  of  Albany  f 

Mr.  Speare.  It  is  simply  a  difference  mude  up'  by  an  agreement 
among  the  railroads.  On  what  principle  I  am  not  able  to  inform  you. 
They  agree  on  certain  through  rates  from  Chicago  to  Boston  and  New 
York,  and  then  make  the  divisions  among  themselves. 

Senator  Beagan.  That  decision  relates  to  a  through  rate  to  this 
place  and  does  not  settle  the  question  at  all  that  more  is  charged  on  the 
freights  from  the  west  to  Albany,  if  coming  to  Boston,  than  if  going  to 
New  York. 

Mr.  Speare.  We  know  that  such  is  the  fact. 

Senator  Heagan.  Your  mte  is  just  the  aggregate  rate. 

Mr.  Speare.  I  read  you  the  specific  rate,  not  the  aggregate  rate. 

Senator  Keagan.  It  is  the  aggregate  rate  to  Boston  and  does  not 
deal  with  the  question  of  transportation  to  Albany.  My  question  was 
whether  there  was  any  discrimination  in  freight  rates  before  Albany  is 
reached  between  traflic  coming  to  Boston  and  that  going  to  New  York. 
This  is  an  aggregate  rate  covering  the  whole  distance.  Now,  is  not  that 
difference  made  by  the  New  England  roads! 

Mr.  Speare.  No,  sir. 

Senator  Reagan.  Have  you  anything  to  show  that  traffic  to  Albany 
is  charged  more  if  it  comes  to  Boston  than  if  it  goes  to  New  YorkT 

Mr.  Speare.  I  just  read  you  figures  showing  that  such  is  thefiebct. 

DELEGATION  FROM  PORTLAND,  MAINE. 

The  Chairman.  I  am  informed  that  the  delegation  from  Portland 
has  arrived,  and  the  committee  promised  to  hear  them  ttpon  tiieir  arri- 
val. As  those  g^ntleip^u  are  present  I  would  be  glad  V>  have  thenpi 
come  forward. 
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Mr.  Speabe.  Mr.  Goodwiu,  president  of  the  Boston  Executive  Busi- 
ness Association,  is  present,  and  I  would  ask  the  committee  to  hear 
him  at  this  time,  inasmuch  as  the  delegation  from  Portland  was  not 
present  when  we  started  in. 

The  Chairman.  I  understand  from  Mr.  Wescott,  of  Portland,  that 
it  would  be  entirely  satisfactory  to  them  for  us  to  hear  at  this  time  the 
gentleman  you  name.  We  will  have  time  enough  to-day  to  hear  from 
the  Portland  gentlemen. 

STATEMSNT  07  HEB8ET  &  OOODWHT. 

Mr.  Hbbsey  B.  Oood win,  president  of  the  Boston  Executive  Busi- 
ness Association,  appeared. 

The  Ohaibman.  What  is  your  business,  Mr.  Goodwin  T 

Mr.  Goodwin.  My  business  is  an  exporter  of  grain  to  Great  Britain, 
also  a  commission  merchant  and  receiver  of  flour. 

The  Chairman.  Where  do  you  do  business! 

Mr.  Goodwin.  In  Boston. 

The  Chairman.  I  suppose  you  have  your  own  views  on  this  ques- 
tion, and  probably  it  would  be  better  for  you  to  proceed  in  your  own 
way  without  the  interposing  of  questions  upon  our  part.  If  that  is 
agreeable  to  yon,  you  may  do  so. 

Mr.  Goodwin.  As  arepresentat^ive  of  the  Boston  Executive  Business 
Association,  of  which  I  have  the  honor  to  be  president,  I  have  been 
asked,  on  behalf  of  the  Boston  Chamber  of  Commerce,  to  present  the 
preamble  and  resolutions  which  I  hold  in  my  hand,  and  if  I  may  be  al- 
lowed to  read  the  same  I  will  do  so. 

The  Chairman.  Ton  may  do  so. 

Mr.  Goodwin.  The  resolutions  are  as  follows : 

Whereas  the  honorable  the  United  States  Senate  Committee  on  Interstate  Com- 
merce are  to  give  a  hearing  on  or  about  July  5,  1889,  at  Boston ,  relative  to  proposed 
restriction  npon  the  traffic  which  is  carried  over  the  railroads  of  Canada ;  and 

Whereas  the  snbject  is  one  of  the  greatest  vital  importance  to  the  commercial  in- 
terests of  the  city  of  Boston  ns  well  as  of  New  England,  more  especially  as  the  opera- 
tion of  the  interstate-commerce  act  has  borne  somewhat  heavily  on  this  section  of 
the  country:  Therefore  be  it 

Be9olvedt  That  the  honorable  Committee  on  Interstate  Commerce  of  the  United 
States  Senate  be  earnestly  solicited  to  give  full  and  impartial  consideration,  before 
advocating  any  step  which  may  operate  as  a  check  upon  the  advancement  of  trade 
between  the  great  territory  of  the  Northwest  and  the  eastern  section  of  this  country 

Be$6lvedt  That  this  chamber  looks  upon  the  channel  of  transportation  as  fnrnished 
over  the  Canadian  railroads  as  a  natural  one  between  the  Northwest  and  the  East, 
and  so  expressed  itself  in  a  petition  to  your  honorable  committee  at  the  time  of  a 
previous  movement  iu  the  same  direction,  under  date  of  February  2H,  1888 ;  it  now 
most  earnestly  protests  against  any  legislation  by  the  General  Government  which 
may  tetid  to  the  prejudice  of  any  particular  section,  or  impede  the  development  of 
new  and  rapidly  growing  territory. 

JResotvedf  That  tnis  expression  of  the  position  of  the  Boston  Chamber  of  Commerce 
upon  the  vital  question  now  under  consideration  be  communicated  to  the  honorable 
the  chairman  of  the  United  States  Senate  Committee  on  Interstate  Commerce,  bespeak- 
ing its  presentation  before  the  members  of  said  committee. 

[isBAL.] 

D.  W.  Raulet. 
Fred'k  N.  Chknky. 
RuFus  A.  Flanders. 

Boston,  Jtily  3, 1889. 

IMPORTANCE  OF  THE  CANADIAN  LINES  TO  BOSTON. 

I  will  add  a  few  words  on  behalf  of  the  Boston  Chamber  of  Com- 
merce, for  whom  I  was  asked  to  speak.    What  I  say  will  pet\\.^\i^  \^*^ 
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more  particularly  in  emphasis  of  several  of  the  points  made  by  Mr. 
Speare,  who  preceded  me;  as  well  as  presisnting  one  or  two  points  that 
suggest  themselves  to  me. 

The  Boston  Chamber  of  Gommerce  represents  a  number  of  large  and 
important  interests  particularly  in  Boston,  the  breadstuff  interest,  the 
produce  interest,  the  provision  interest,  the  oil  intterest,  the  grocery 
interest,  and  a  number  of  other  interests  of  less  importance.  To  three  or 
four  of  these  interests  the  maintenance  of  the  Canadian  traffic  (the  traffic 
over  the  Canadian  roads  in  all  its  entirety)  is  especially  important. 
Take,  for  instance,  the  grain  interest.  During  the  winter  season — the 
season  of  closed  navigation — a  very  large  proportion  of  the  grain  shipped 
from  Chicago  to  Boston  and  JSew  England,  as  much  as  40  per  cent.,  is 
carried  over  the  Canadian  roads,  leaving  Chicago  by  the  Chicago  and 
Grand  Trunk  Railroad,  and  carried  by  the  northern  route  to  New  Eng- 
land and  there  distributed.  Port  Huron  is  the  principal  point  where 
the  Grand  Trunk  receives  its  grain.  The  grain  is  stored  on  the  eastern 
coast  of  Georgian  Bay  during  the  season  of  navigation,  and  distributed 
later  in  the  season  to  northern  and  northeastern  New  England,  as  occa- 
sion requires. 

We  will  take  next  the  produce  interest,  which  is  a  very  large  one, 
especially  with  Boston.  That  interest  complained  that  until  the  advent 
of  this  Canadian  transportation,  this  route  by  the  Chicago  and  Grand 
Trunk,  and  also  over  the  Grand  Trunk  of  Canada,  they  had  to  submit 
>to  high  charges  and  poor  transportation  service,  and  that  the  Grand 
Trunk  has  been  the  means  of  improving  the  service  and  lowering  the 
rates.  Ten  or  twelve  years  ago,  when  this  National  Dispatch  Line  was 
established,  the  rate  on  British  products,  such  as  butter,  cheese,  and 
eggs,  butter  more  particularly,  was  $1  a  hundred,  and  the  time  con- 
sumed in  the  transportation  of  it  from  Chicago  and  tlie  initial  points  to 
Boston  was  at  least  twelve  days.  Owing  to  the  competition  established 
by  the  Grand  Trunk  line  the  rates  were  reduced  from  $1  a  hundred  to 
75  cents  a  hundred,  and  the  time  of  carriage  has  been  reduced  from 
twelve  days  to  six,  and  even  five  days.  In  many  cases  the  time 
from  the  West  to  Boston  is  not  now  over  four  days,  thereby  obviating 
the  necessity  of  re* icing  the  cars  in  transit,  which  was  a  matter  of  con- 
siderable expense. 

If  I  may  be  allowed  to  read  a  letter  that  I  received  this  morning  from 
one  of  our  representative  produce  men  in  Boston,  it  will  present  the 
point  I  am  endeavoring  to  make  quite  forcibly.    The  letter  says : 

BoSTOif,  July  Sy  1889. 
Mr.  H.  B.  Goodwik: 

Dear  Sir  :  It  wonld  be  very  difficalt  for  me  to  state  the  advantagee  that  Boston 
and  New  England  have  derived  from  the  Grand  Trank  Railroad.  It  is  somei  ten  or 
twelve  years  since  the  Chicago,  Boston  and  Liverpool  Refrigerator  line  was  estab- 
lished. Previous  to  that  time  western  cities  and  towns  had  not  established  rat«s  of 
freight  to  Boston,  had  different  rates  from  each  town  or  shipping  point ;  time  was 
irregular,  ranging  from  eight  to  twelve  days  from  Chicago ;  service  poor ;  that  is,  I 
mean  refrigerator  cars  were  in  poor  condition  or  poorly  iced.  So  when  this  line  was 
established  new  cars  were  put  on,  afterward  icing  stations  between  Chicago  and  Bos- 
ton, excellent  service  was  rendered,  time  reduced  to  five  to  seven  days,  which  has 
since  been  reduced  to  four  and  five  days. 

Of  course  the  American  roads  were  compelled  to  improve  their  time  and  service, 
but  only  did  it  when  compelled  to  by  competition  with  the  Grand  Trunk  line.  Now 
every  snipping  point  in  tne  entire  West  and  Northwest  has  regular  rates  to  Boston 
and  New  England  points,  and  did  before  the  passage  of  the  interstate-commerce  law. 
The  American  trunk  linos  are  particularly  interested  in  New  York,  Philadelphia,  and 
Baltimore,  and  seem  to  care  but  little  for  Boston  or  New  England,  only  to  secure  the 
trafiic  with  such  service  and  rates  as  they  see  fit  to  render.  The  same  condition  of 
affairs  existed  on  grain,  flour,  and  provisions  previous  to  the  establishmont  of  the 
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Natiooal  Car  Company,  known  as  the  National  Dispatch  Line,  hot  yon  probably 
know  as  much  abont  that  as  I  can  tell  yon. 

In  my  opinion  over  one-half  of  the  bntter,  oheese,  eggs,  and  poultry  from  the  West 
and  Northwest  is  shipped  over  these  Canadian  roadfl^  simply  becanse  it  has  been  the 
pioneer  road  in  good  service  and  qnick  time,  and  the  merchants  of  Boston  remember 
and  realize  what  their  condition  would  be  if  this  line  were  shut  oat  from  New  Eng- 
land business ;  it  would  be  Impossible  to  estimate  the  damage  to  Boston  and  New 
England  trade.  These  &cts  that  I  give  yon  are  my  personal  ezperieuce,  not  only  in 
dairy  products  but  in  all  other  lines  of  prodnce,  previous  to  the  thorough  establish- 
ment of  the  National  Despatch  Line. 

I  will  uot  give  the  name  of  the  writer,  bat  those  are  the  points,  and 
they  are  presented  as  forcibly  as  possible* 

Senator  Blaib.  Do  you  indorse  them  T 

Mr.  Goodwin.  Tes,  sir.  It  is  jast  what  I  woold  have  stated  and  was 
prepared  to  state. 

Next,  take  the  article  of  foreign  fruit,  which  is  a  large  interest  in  the 
Chamber  of  Commerce.  Gentlemen  engaged  in  that  business  tell  me 
tliat  while  they  do  not  ship  west  in  refrigerator  cars,  they  do  ship 
largely  in  ventilated  cars.  They  find  that  this  northern  route  by  way 
of  the  Vermont  Central  is  better  on  account  of  the  climate.  Of  course 
the  more  northerly  the  route  the  cooler  the  climate. 

The  Chairman.  From  where  does  the  fruit  come  1 

Mr.  Goodwin.  From  the  Mediterranean  ports  and  the  West  Indies. 
They  do  a  large  amount  of  shipping  to  Detroit  and  other  northwestern 
points.  Time  and  temperature  are  a  great  consideration.  They  tell  me 
that  they  ship  fnUy  one-half  their  products  now  by  this  northern  line. 

In  all  these  interests,  as  well  as  every  other  interest  represented  in 
the  Chamber  of  Commerce,  the  competition  that  is  derived  through  the 
Canadian  route  is  vital.  Setting  aside  Canadian  competition,  Boston 
and  New  England  labor  under  great  disadvantage  as  compared  with 
the  other  sea-x)ort8of  the  United  States.  This  is  so,  first,  on  account  of 
the  geographical  position  of  Boston,  it  being  at  a  greater  distance  from 
the  western  centers  than  the  other  ports ;  and,  secondly,  by  reason  of  the 
operation  of  the  interstate  commerce  law,  which  certainly  has  been  of 
disadvantage  to  New  England  uuiversallyf  and  particularly  in  the  way 
alluded  to  by  Mr.  Speare,  inasmuch  as  all  freight  passing  to  and  from 
Boston  and  New  England,  and  between  Boston  and  the  West  and  South- 
west, is  interstate  freight,  and  subject  to  the  conditions  of  the  interstate 
commerce  law;  whereas,  New  York,  our  great  competitor,  has  the  ben- 
efit not  only  of  the  water  line,  but  also,  as  has  been  stated,  and  which 
is  a  very  important  point,  has  one  railroad  entirely  within  the  limits  of 
the  State,  which  is  entirely  free  from  the  conditions  imposed  by  the  law — 
I  refer  to  the  New  York  Central.  Grain  and  flour  and  other  classes  of 
goods  may  be  shipped  during  the  season  to  Buffalo,  and  detained  there 
and  be  reshipped  to  New  York  over  the  New  York  Central  at  any  rate 
that  road  chooses  to  make. 

DIFFEBENOE 'between  BOSTON  AND  NEW  TOBK  BATES. 

Another  disadvantage  that  Boston  and  New  England  labor  under  is 
the  attitude  of  the  American  trunk  lines  toward  her.  I  refer  to  this  5- 
cent  arbitrary  rate  which  was  established  years  ago  when  we  had  fewer 
lines  from  the  West  than  now,  and  when  the  rates  here  were  at  a  10  per 
cent,  difference,  based  upon  the  difference  between  the  shortest  lino 
from  Chicago  to  Boston  and  the  shortest  line  from  Chicago  to  New  York. 
As  the  difference  then  was  10  per  cent  an  arbitrary  rate  of  n  cents  per 
hundred  pounds  was  fixed  as  a  difference  between  the  points.  Since  that 
time  the  rates  have  shown  a  difference  of  50  per  cent,  and  frequently 
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more,  bat  new  roads  Lave  reduced  the  difterence  from  10  per  cent,  to 
an  insii^Dificant  difference.  For  instance,  the  distance  from  Cbicagd  by 
tbe  New  York  Central  and  the  Boston  and  Albany  is  982  miles,  and  by 
the  Nickel  Plate  and  Housatonic  line  the  distance  is  1,001^  miles,  re- 
ducing the  difference  to  19^  miles  instead  of  a  10  per  cent,  difference 
in  distance  as  heretofore. 
.  Therefore,  to  maintain  an  arbitrary  rate  which  was  based  on  the  dif- 
ference in  distance  years  ago,  when  the  distance  has  been  reduced  to 
an  insignificant  point,  when  the  rates  have  beeq  reduced  from  CO  to  20 
per  cent.,  and  sometimes  lower,  seems  to  be  a  great  injustice  to  New 
England.  Hence,  the  Chamber  of  Commerce  of  Boston  brought  that 
case  before  the  Interstate  Commerce  Commission,  and  it  was  decided 
against  us  on  what  seems  to  us  insufficient  grounds.  At  the  same  time 
we  can  not  question  decisions  of  the  Interstate  Commerce  Commission. 
I  have  here  tables  that  were  laid  before  the  Interstate  Commerce  Com- 
mission, from  which  I  can  quote  to  the  committee  some  figures  later  on. 

The  Chairman.  What  are  the  tables  to  which  you  refer? 

Mr.  Goodwin.  Some  tables  giving  information  with  respect  to  and 
in  the  line  of  questions  asked  by  members  of  the  committee  of  Mr. 
Speare  in  regard  to  rates  over  the  same  line,  in  the  same  direction,  on 
the  same  class  of  freight,  some  destined  to  Boston,  another  consign- 
ment to  New  York,  and  still  another  lot  to  Lewiston,  Me. 

The  Chairman.  You  may  point  out  whatever  you  think  proper  in 
connection  with  the  matter,  and  submit  the  same  to  the  committee. 

Mr.  Goodwin.  There  are  a  good  many  of  them,  but  they  follow  oat 
the  line  of  questioning  of  the  previous  witness. 

Here  are  the  figures  with  reference  to  the  Lake  Shore  and  Michigan 
Southern  road.  That  is  a  point  referred  to  by  Senator  Iteagan.  The 
rate  per  100  x>ounds  west  of  Buffalo  now  existing,  without  deducting 
expenses  of  lighterage,  is  Ai^en-  I  have  all  the  classes  here,  but  it  is 
not  necessary  to  mention  all,  because  the  difference  seems  to  be  about 
the  same.  Here  are  the  earnings  of  the  Lake  Shore  and  Michigan 
Southern  from  Chicago  to  Buffalo,  per  100  pounds,  under  existing 
rates,  without  deducting  from  the  New  York  rate  any  expense  of  light- 
erage: Fi^^clas8,  billed  to  New  York,  41  cents;  billed  to  Boston,  44 
cents ;  that  is  to  say,  a  car-load  of  flour  over  the  Lake  Shore  and  Michi- 
gan Southern,  if  for  New  York,  pays  $41,  whereas  a  car-load  of  flour 
over  the  same  road,  if  for  Boston,  pays  $46.56. 

Senator  Hiscock.  That  is  for  through  freight! 

Mr.  Goodwin.  That  is  on  the  existing  basis. 

Senator  Hiscock.  But  it  is  through  freight! 

Mr.  Goodwin.  Yes,  sir. 

Senator  Hiscock.  The  question  asked  by  Senator  Keagan  was 
w^hether  that  difference,  for  aught  you  know,  is  not  all  made  up  by  Jbhe 
extra  cost  of  transportation  when  the  freight  strikes  the  New  England 
roads. 

Mr.  Goodwin.  No,  sir.  The  proportion  of  the  Boston  and  Albany  is 
given,  and  it  does  not  show  that. 

Senator  Hiscock.  I  would  like  to  have  you  demonstrate  that  that  is 
not  the  fact.  You  have  been  referring  to  the  through  rate  to  the  ter- 
minus. 

Mr.  Goodwin.  1  have  given  the  proportion  of  the  Lake  Shore. 

Senator  Hiscock.  No,  yon  have  not  given  the  proi>ortion  that  tbe 
Lake  Shore  charges,  but  the  whole  distance.  I  want  you  to  demon- 
strate, if  you  can,  that  this  difference  is  not  maiie  up  by  the  extra  cost 
when  tbe  goods  strike  the  New  England  road. 
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Mr.  Goodwin.  A  car-load  of  flour  over  the  Lake  Shore  and  Michigan 
Southern,  638  mil^s,  if  for  New  York,  136.08.  For  a  car-load  of  flour 
over  the  same  road,  the  same  distance,  if  for  Boston,  $46.56. 

Senator  Hisgogk.  But  that  is  the  full  freight.  Do  I  understand  you 
to  say  this,  that  for  the  transportation  over  the  Michigan  Southern,  or 
over  the  Lake  Shore,  if  you  please,  they  receive  more  and  exact  more 
on  Boston  freight  than  they  do  for  New  York  freight,  carried  the  same 
distance? 

Mr.  OooDWiN.  Yes,  sir;  that  is  just  the  point  1  am  endeavoring  to 
make. 

Senator  Hisoooic.  I  am  inclined  to  think  that  your  paper  does  not 
show  that. 

Mr.  Goodwin.  I  have  been  quoting  from  tabulated  statements  pre- 
sented to  the  Interstate  Commerce  Commission. 

Senator  Hisgogk.  What  I  think  they  exhibit  is  this,  that  the  full 
freight  is  given  for  the  two  terminals  at  which  it  is  delivered,  but  tiiese 
papers  do  not  undertake  to  give  the  proportion  that  each  road  receives; 
that  is  to  say,  what  the  New  England  road  received  and  the  Michigan 
Southern  received  of  the  aggregate  rate  for  the  whole  distance  between 
the  two  terminals. 

Mr.  Goodwin.  I  have  not  the  proportion  that  each  road  received,  but 
I  give  the  proportion  of  the  Lake  Shore  and  Michigan  Southern.  The 
Lake  Shore  and  Michigan  Southern  from  XJhicago  to  Butfalo  receives 
per  100  pounds,  under  existing  rates,  first  class,  41  cents,  billed  to  New 
York;  on  first  class  billed  to  Boston,  44  cents. 

Senator  Harris.  That  is  for  carrying  the  merchandise  from  Chicago 
to  Buffalo. 

Mr.  Goodwin.  From  Chicago  to  BiiflTalo.  I  can  go  further  and  give 
the  oariiings  of  the  New  York  Central  and  Hudson  Uiver  Railroad  from 
Buffalo  to  East  Albaiiy. 

Senator  Hisgogk.  I* can  nndervstand  that  there  may  be  a  c^mt  or  two 
exticted  from  you  on  account  of  transshipment  or  something  of  that 
kind ;  that  there  might  be  terminal  charges  which  would  make  that 
difference. 

Mr.  Goodwin.  I  have  given  the  difference  on  first-class  ft'eight  as  41 
cents  to  New  York  and  44  cents  to  Boston.  On  sixth  class  it  is  13  j^^ 
cents  to  New  York  and  15J  cents  to  Boston. 

Senator  Hisgogk.  I  can  understand  that  in  the  shipment  to  Boston 
there  might  be  terminal  changes  that  make  that  difference. 

Mr.  Goodwin.  That  is  all  rail  without  breaking  bulk. 

Senator  Hisgogk.  But  the  other  table  gives  figures  much  larger  than 
that,  showing  that  there  is  a  mistake  somewhere,  or  else  that  we  do 
not  understand  the  statement. 

Mr.  Speabe.  If  you  will  allow  me  I  can  give  it  to  you  from  the  re- 
l)ort  of  the  Interstate  Commerce  Commission  itself. 

The  Chairman.  You  may  do  so. 

Mr.  Speare.  Lake  Shore,  on  corn  to  Boston,  $46.56;  the  same  on  wheat 
and  (he  same  on  flour.  New  York  Central,  on  corn  and  flour  to  Bo.'^ton, 
$26.05,  making  a  total  of  $72.61.  By  the  Boston  and  Albany  on  com, 
wheat,  and  flour  to  Boston,  $17.40,  which,  added  to  the  share  of  the 
Lake  Shore  and  the  share  of  the  New  York  Central,  brings  the  amount 
up  to  $90.01.  That  is,  the  division  to  each  road  added  together  makes 
$90.01  as  the  rate  to  Boston. 

Senator  Hiscock.  Now,  is  there  anything  in  the  table?  showing  that 
on  the  same  freight  for  the  distance  carried  by  the  Michigan  Southern 
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it  receives  a  larger  proportion  ou  the  freight  destined  to  Boston  than 
on  the  freight  destined  to  New  York  t 

Mr.  Spkare.  Precisely ;  and  also  that  the  New  York  Central  does. 
On  freight  going  to  New  York  the  Lake  Shore  receives  $36.08,  whereas 
if  it  is  going  to  Boston  they  receive  $4G.5G,  or  $10.48  more.  The  New 
York  Central,  if  the  freight  is  going  to  Boston,  gets  $26.05,  and  if  it  is 
going  to  New  York  it  gets  $23.04. 

Mr.  Goodwin.  That  shows  you  that  the  5  cent  arbitrary  is  divided 
between  the  different  lines  composing  the  throagh  line  from  Chicago 
to  Boston. 

To  proceed  from  that  point,  as  I  say,  the  Chamber  of  Commerce 
brought  a  case  before  the  Interstate  Commerce  Commission  in  order  to 
eliminate  this  5  cent  discrimination  agaiust  freight  brought  to  Bontoii 
for  local  consumption;  but  our  request  was  refused  and  this  discrimi- 
nation exists  to-day. 

Senator  Blaib.  Will  you  state  the  reason  given  for  the  refusal  by 
the  Commission  f 

Mr.  Goodwin.  There  was  a  division  among  the  members  of  the  Com- 
mission. A  minority  of  the  Commission  did  not  indorse  the  decision 
in  full.  The  chief  reason  given  was  heavy  grades  and  the  expense  of 
breaking  up  trains  at  Albany. 

The  Chairman.  That  was  argued  before  the  Commission,  was  itt 

Mr.  Goodwin.  Yes.  What  we  are  willing  to  rest  on  now  and  were 
then  is  that  these  separate  lines  constituting  the  through  line  charge 
in  the  same  direction  for  the  same  distance,  in  the  same  train,  consider- 
ably more  for  Boston  freight  than  for  New  York  freight. 

Senator  Blaib.  If  the  Interstate  Commerce  Commission  and  the 
railroads  combine  to  maintain  that  discrimination,  then  your  only  rem- 
edy is  by  this  Canadian  competition. 

Mr.  Goodwin.  I  can  not  say  that  we  can  do  away  with  this  discrim- 
ination through  the  Canadian  lines  alone,  but  I  do  know  that  the 
Canadian  roads  are  willing  to  do  away  with  this  5  cent  arbitrary  if  the 
American  lines  consent  to  it.  Of  course  if  the  American  lines  main* 
tain  it  the  Canadian  Ihies  will  mnintain  it  too. 

CANADIAN  LINES  EXTENDED  THE  BOSTON  HATES. 

I  will  now  pass  to  the  other  point  mentioned  by  Mr.  Speare,  namely, 
that  immediately  after  the  passage  of  the  interstate  commerce  law  the 
trunk  lines  withdrew  their  through  Boston  rates  from  a  large  number 
of  New  England  points,  terminating  the  billing  at  Boston,  and  thus 
compelling  New  England  freight  to  pay  the  local  rates,  ranging  from 
5  to  10  or  15  cents,  according  to  distance.  That  operated  in  this  way, 
as  was  foreseen  at  the  time  the  interstate  commerce  law  was  passed : 
A  5-cent  arbitrar3'^,  added  to  the  local  freight  on  the  Canadian  roads, 
enabled  New  York  merchants  to  come  in  by  water  to  Boston  and  to 
various  points  along  the  Massachusetts  coast,  and  take  from  us  our  Bos- 
ton busineHS.  During  the  first  summer  while  that  state  of  things  con- 
tinued, the  largest  consumer  of  grain  in  Boston  was  supplied  by  vessel 
from  New  York.  The  Canadian  lines  came  to  the  rescue  at  that  point 
and,  as  has  been  stated,  opened  up  several  hundred  points  in  south- 
eastern New  England  at  ^Boston  rates,  and  the  American  trunk  lines 
were  compelled  to  follow. 

The  effect  of  restricting  or  suppressing  this  Canadian  traffic  would 
undoubtedly  be  to  restore  that  condition  of  things  of  which  I  have  just 
spoken,  namely,  to  withdraw  again  the  Boston  rates  from  this  very 
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large  namber  of  New  England  points  ^nd  terminate  billing  at  Boston, 
thereby  increasing  the  cost  to  the  consamer  by  jnst  so  much  on  all  the 
food  products  that  are  brought  from  the  West. 

>  I  do  not  mean  to  claim  that  the  Canadian  lines  have  been  reckless  in 
rates,  for  they  have  not.  The  trunk  lines  seem  to  consider  New  Eng- 
land a  harvest-field  from  which  to  reap  large  profits,  and  this  competi- 
tion on  the  part  of  the  Canadian  lineA  is  alM>ut  the  only  check  we  have. 
Aside  from  the  competition  of  the  Canadian  railroads  it  can  hardly  be 
claimed  that  we  have  any  competition,  because,  although  we  have  two 
trunk  lines,  the  West  Shore  Line  and  the  New  York  Central,  they  are 
both  under  Vanderbilt  control,  and  the  New  York  and  New  England 
route  is  so  circuitous  that  at  minimum  rates  they  are  unable  to  compete. 

Boston  has  had  a  hard  struggle  for  years  to  maintain  her  trade  against 
all  these  disadvantages,  and  it  is  vital  that  we  should  not  now  lose  any 
of  our  advantages. 

I  shall  be  glad  to  answer  any  question,  Mr.  Chairman,  you  or  any 
members  of  l£e  committee  may  think  proper  to  ask. 

SFFEOT  OF  THB  LAW  ON  NBW  BNGLAND. 

The  Chairman.  You  say  Boston  has  had  a  pretty  hard  struggle  for 
a  good  many  years,  so  that  the  trouble  you  have  been  in  since  the  in- 
terstate commerce  act  was  passed  is  not  a  nidw  oneT 

Mr.  Goodwin.  The  main  obstacle  that  we  had  to  contend  with  prior 
to  the  passage  of  the  interstate  commerce  act  was  this  arbitrary,  which 
was  always  maintained. 

The  Chairman.  How  much  of  an  additional  struggle  was  placed  upon 
you  by  the  passage  of  the  interstate  commerce  act,  and  in  just  what 
particular  f 

Mr.  Goodwin.  It  has  been  in  just  what  I  have  spoken  of,  that  it  en 
ables  New  York,  through  her  additional  facilities,  to  deprive  us  of  a 
portion  of  our  business,  which,  as  far  as  our  local  business  is  concerned, 
is  very  important.  ^ 

The  Chairman.  The  struggle  has  always  been  between  you  and  New 
York,  resulting  from  the  fact  that  you  are  further  from  the  grain  and 
pork  and  beef  region,  and  that  the  railroads  were  disposed  to  favor  New 
York  in,  preference  to  Boston,  because  New  York  is  the  greater  sea-i)ort ; 
is  that  not  so  T 

Mr.  Goodwin.  I  do  not  recognize  the  justice  of  that,  because  Boston 
has  all  the  advantages  that  New  York  has  in  the  matter  of  terminal 
facilities  and  deep  water. 

The  Chairman.  When  yon  get  to  it! 

Mr.  Goodwin.  Yes,  sir;  I  think  I  have  just  illustrated  by  the  figures 
I  have  given  that  the  difi'erence  is  insignificant. 

The  Chairman.  But  it  is  the  fact  that  there  has  always  been  a 
struggle  going  on  on  the  part  of  the  people  of  Boston  to  get  such  rates 
established  by  the  trunk  lines,  before  you  had  anything  to  do  with 
these  Canadian  lines,  as  would  give  Boston  a  fair  share  of  the  business 
coming  from  the  West. 

Mr.  Goodwin.  So  far  as  the  export  business  is  concerned  we  have 
the  New  York  rsite ;  Boston  and  New  York  are  on  the  same  basis  in 
respect  of  that.  Philadelphia  and  Baltimore  have  a  differential  in  their 
favor.  But  as  to  traffic  for  domestic  consumption  we  always  have  been 
held  on  this  tnulitional  basis  of  10  per  cent,  difference  in  distance, 
which  has  always  worked  to  the  injury  of  our  local  business. 
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BOSTON'S  EXPORT  BUSINESS. 

The  Chairman.  The  bnsiDess  of  Boston  is  pretty  h&rgely  export^  is 
itnotf 

Mr.  Goodwin.  Boston  has  a  fair  share  of  the  export  trade  to  Liver- 
pool. We  have  a  London  line  which  does  a  good  business,  and  a  fort- 
nightly  line  to  Glasgow. 

The  Chairman.  Suppose  that  these  Canadian  roads  should  make 
their  connections  so  as  to  carry  on  their  export  trade  from  some  point 
in  Canada,  what  would  be  the  affect  of  that  condilion  upon  Boston  f 
Would  it  drain  away  from  you  whatever  export  trade  you  have  f 

Mr.  Goodwin.  It  would  be  very  prejudicial  to  Portland,  which  is  the 
northern  port 

The  Chairman.  Would  it  not  injure  Boston,  too  f 

Mr.  Goodwin.  I  do  not  think  it  would  particularly  affect  our  export 
trade,  because  we  have  the  New  York  rates  on  export  business.  I  was 
speaking  more  especially  with  reference  to  our  local  business. 

The  Chairman.  If  that  condition  should  prevail  hereafter  yon  might 
not  get  the  New  York  rate. 

Mr.  Goodwin.  If  that  were  done  all  our  steamers  would  be  obliged 
to  leave  the  port.  That  is  the  point  Mr.  Fink  made  to  the  committee 
of  which  I  was  chairman,  when  we  visited  him.  He  drew  this  fine  dis- 
tinction which  the  railroads  drew  previous  to  the  passage  of  the  inter- 
state commerce  law,  the  difference  between  competing  and  non-com- 
peting points.  Boston  is  a  competing  point  so  far  as  export  business  is 
concerned.  It  is  non-competing  as  far  as  local  business  is  concerned. 
Hence,  the  same  rate  is  made  to  Boston  as  to  New  York  on  export  busi- 
ness, but  the  rates  on  local  business  to  Boston  are  higher. 

shipments  to  new  ENGLAND  OVER  CANADIAN  LINES. 

• 

The  Chairman.  What  proportion  of  your  business  is  done  on  the 
Canadian  roads  f 

Mr.  Goodwin.  Do  you  refer  to  west-bound  business  f 

The  Chairman.  Yes,  sir. 

Mr.  Goodwin.  I  am  not  familiar  with  westbound  business. 

The  Chairman.  What  proportion  of  the  east-bound  business  is  done 
on  the  Canadian  roads  f 

Mr.  Goodwin.  The  only  statistics  I  have  at  hand  are  in  this  little 
pamphlet  [exhibiting].  The  shipments  for  the  year  1888  from  Chicago 
to  New  England  were  divided  in  the  ratio  of  40  to  45  per  ceht.  by  the 
Chicago  and  Grand  Trunk,  which  is  the  Grand  Trunk. connection. 

The  Chairman.  The  Chicago  and  Grand  Trunk  got  nearly  one-half 
of  the  business. 

Mr.  Goodwin.  That  is  chiefly  for  northeastern  New  England.  We 
have  no  definite  statistics  of  the  summer  business. 

The  Chairman.  It  has  been  stated  before  the  committee  that  cotton 
goods  and  other  articles  manufactured  here  in  New  England  for  ship- 
ment abroad  get  on  to  the  Canadian  Pacific  line  here  and  go  to  the  Pu- 
ciflc  Ocean  over  that  line  in  preference  to  the  American  lines.  Do  yon 
know  to  what  extent  that  practice  prevails! 

Mr.  Goodwin.  No,  sir ;  I  am  not  familiar  with  that  branch  of  the 
business.  West-bound  business  is  entirely  out  of  my  line.  There  are 
probably  gentlemen  here  who  can  speak  more  definitely  in  regard  to 
that. 


THE  UNITED  STATES  AND  CANADA.  395 

REGULATION  OF  THE  OANADIAN  BOADS.. 

The  Ohaibman.  Sappose  that  any  Arrangement  coald  be  made  by 
which  the  same  regnlation  of  interstate  commerce  as  exists  in  the 
United  States  now  could  prevail  in  Canada,  so  that  the  Canadian  roads 
would  be  brought  nnder  exactly  the  same  condition  of  regnlation  tiiat 
the  American  roads  are,  would  you  have  any  objection  to  it  f 

Mr.  Goodwin.  Not  at  all,  sir.  I  think  that  our  American  roads  should 
be  protected,  but  I  do  not  think  that  they  should  be  protected  by  ex- 
cluding the  Canadian  lines,  to  the  great  detriment  of  New  England 
and  the  Northwest 

The  Chairman.  No  one  in  this  country  thinks  of  putting  up  a  wall 
between  this  country  and  Canada,  I  suppose,  to  keep  out  the  Canadian 
roads.  The  only  question  that  we  are  directed  to  consider  especially  is 
whether  there  is  anything  that  can  be  done,  or  whether  anything  is 
necessary  to  be  done,  and  if  anything  is  necessary,  what  it  is,  that  will 
protect  the  American  roads  and  stop  the  Canadian  roads  getting  an 
undue  advantage  of  the  American  roads  because  of  any  regulation  we 
may  have  in  this  country.  So  that  you  conclude  if  the  Canadian  lines 
could  be  T)laced  under  the  same  regulation,  by  any  arrangement  between 
the  two  Governments,  you  would  have  no  objection  to  it  t 

Mr.  Goodwin.  No,  sir;  I  would  not.  I  think  it  is  fair  that  the 
American  lines  should  be  protected. 

The  Chairman.  You  think  something  of  that  kind  ought  to  be  done, 
in  fairness  to  American  capital  f 

Mr.  Goodwin.  Yes,  sir. 

OPERATIONS  OF  THE  INTERSTATE  OOMMEROE  ACT. 

The  Chairman.  I  shall  ask  you  a  question  a  little  outside  of  the  line 
of  this  investigation  that  we  are  directed  to  make,  but  still  somewhat 
connected  with  it,  because  the  whole  subject  runs  together.  What  spe- 
cific objections  have  you  to  the  interstate  commerce  act  as  it  isf 

Mr.  Goodwin.  As  affecting  New  England,  I  have  already  stated  one 
of  the  principal  objections.  Taking  a  larger  view  of  the  question,  it 
seemed  to  me  at  the  time  the  law  was  passed,  and  it  seems  to  me  now, 
that  the  tendency  of  the  interstate  commerce  act  is  to  increase  through 
rates  from  the  West  to  the  seaboard.  We  have  not  built  a  Chinese  wall 
around  America.  We  are  dependent  on  our  foreign  exports.  We  are 
in  very  close  competition  today,  and  it  is  growing  closer  all  the  time, 
with  all  the  foreign  cereal  producing  countries.  Take  Indian  corn,  for 
instance.  Here  is  the  Argentine  Republic,  which  is  becoming  quite  a 
formidable  competitor  of  the  United  States  in  the  Liverpool  market 
with  respect  to  that.  So  with  the  Black  Sea  districts.  If  we  are  to 
continne  to  export  our  grain  and  wheat,  it  seems  to  me  that  our  inter- 
state law  has  to  be  elastic  enough  to  meet  that  foreign  competition. 
As  a  result  we  have  not  been  able  to  bring  grain  west  of  Kansas  City 
on  account  of  the  ra.tes  being  too  high.  It  ha^  found  an  outlet  by  St. 
Louis  and  the  Mississippi  Elver. 

The  Chairman.  In  just  what  way  has  the  interstate  commerce  act 
resulted  in  increasing  rates  on  the  long  hauls  on  through  shipments! 

Mr.  Goodwin.  I  am  not  a  railroad  man  and  can  not  state  what  rates 
are  remunerative  to  the  railroads. 

The  Chairman.  Is  it  the  long  and  short  haul  clause  which  operates 
against  you  f 

Mr.  Goodwin.  I  think  before  the  passage  of  the  la^s^  XtVi^x^^^^^^^^ 
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were  iDclined  to  make  sacli  rates  on  foreign  business  as  wonld  enable 
tbeir  cnstomers  to  meet  tbe  markets  abroad. 

The  Chairman.  Leaving  oat  tbe  railroads  of  Massacbasetts  f 

Mr.  Goodwin.  Yes,  sir;  I  am  not  speaking  of  tbe  Massacbusetta 
railroads. 

Tbe  Chairman.  If  a  railroad  at  Obicago,  for  instance,  is  called  upon 
to  sbip  a  tbousand  car-loads  of  corn  to  Boston  at  a  given  rate,  and  then 
somebody  comes  along  and  wants  a  tbousand  car-loads  sbipped  to  a 
point  balf  way  between  Cbicago  and  Boston,  tbe  railroad  is  not  allowed 
to  cbarge  more  for  tbe  latter  shipment  tban  tbey  did  for  the  former. 
That  is  to  say,  tbe  railroad  is  not  allowed  to  cbarge  more  for  a  shorter 
distance  tban  for  a  longer.  Now,  is  not  that  right!  If  the  railroads 
were  in  the  habit  of  practicing  that  sort  of  thing,  charging  more  for  tbe 
shorter  distance  than  tbe  longer  distance,  do  you  not  think  it  should 
be  stopped  as  a  matter  of  protection  to  the  people  generally  f 

Mr.  Goodwin.  I  think  it  is  a  benefit  to  the  whole  country,  and  the 
Western  farmers  esi>ecially,  that  they  should  be  enabled  to  move  their 
crops  for  export  at  such  rates  as  will  enable  them  to  compete  with  any 
foreign  country. 

Tbe  Chairman.  Is  it  not  equally  a  matter  of  protection  to  tbe  West- 
ern farmer  that  he  shall  not  be  charged  more  generally  for  tbe  shorter 
distance  than  be  is  for  tbe  longer  f  Tbe  export  interest  of  this  country 
is,  neither  in  value  nor  in  quantity,  equal  to  tbe  internal  commerce  of 
tbe  country,  nor  nearly  so. 

Mr.  Goodwin.  I  am  not  aware  of  that,  sir ;  but  it  is  necessary  to 
move  tbe  surplus  of  our  crops  out  of  tbe  country. 

The  Chairman.  But  tbe  suiplus  is  only  6  or  6  per  cent  of  the  total. 

Mr.  Goodwin.  I  am  aware  that  it  is  small,  but  we  are  imcreasing  our 
production,  and  whatever  the  surplus  is  it  is  very  desirable  that  it 
should  be  moved. 

The  Chairman.  That  is  true,  but  at  the  same  time  the  rights  of  the 
people  as  to  that  which  is  not  surplus  ought  to  be  protected.  The  point 
I  wanted  to  get  at  is  to  know  just  what  provision  of  the  interstate  com- 
merce act  people  at  Boston  complain  of,  so  that  if  there  is  anytbing 
jirrong  in  the  act  it  can  be  remedied,  or,  if  tbe  act  is  entirely  wrong,  it 
ought  to  be  repealed. 

Mr.  Goodwin.  As  far  as  it  aflects  New  England,  I  think  I  have 
stated  tbe  principal  objection,  that  it  aflfects  us  unfavorably  in  compe- 
tition with  New  York.  Not  only  New  York,  butPhiladelpbiaand  Bal- 
timore have  competing  lines  also.  Everything  that  comes  into  New 
England  is  subject  to  the  interstate  law. 

The  Chairman.  Being  subject  to  tbe  interstate  rules  is  no  reason 
in  itself  why  the  interstate  commerce  law  is  not  right.  The  great  body 
of  the  products  that  come  from  the  West,  over  any  of  tbe  trunk  lines, 
is  subject  to  the  interstate  commerce  act. 

Mr.  Goodwin.  Well,  hardly;  with  tbe  water  routes  in  tbe  summer 
time  it  can  be  easily  avoided.  New  York  has  tbe  advantage  of  the 
canal.    W^e  in  Boston  can  not  use  the  canal. 

The  Chairman.  No,  of  course  not,  except  as  a  common  carrier.  I 
suppose  it  is  used  by  everybody  who  desires  to  sbip  over  it. 

Mr.  Goodwin.  It  is  of  no  advantage  to  us  to  use  the  canal.  We  can 
bring  our  grain  by  canal  as  far  as  Albany. 

The  Chairman.  Going  back  to  tbe  substantial  question,  you  feel  that 
nothing  should  be  done  that  would  so  interfere  with  the  Canadian  lines 
as  to  cut  off  your  right  to  the  advantage  you  get  by  their  comi)etition 
with  the  American  Unes  t 
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Mr.  Goodwin.  Yes,  sir;  that  is  the  point  I  feel  that  no  restriction 
shoald  be  placed  apon  the  Canadian  lines  that  wonld  do  away  with 
this  competition. 

The  Chairman.  Bnt  if  any  regulation  could  be  brought  about  that 
would  place  the  roads  of  the  United  States  and  those  of  Canada  upon 
the  same  level,  yon  would  not  object  to  itf 

Mr.  Goodwin.  Not  at  all,  sir;  I  think  our  American  roads  should  be 
protected. 

Senator  HiSGOGK.  You  would  object  to  it  if  putting  the  Canadian 
roads  on  the  same  level  and  under  the  same  regulation  as  the  Ameri- , 
can  roads  would  be  to  discriminate  in  favor  of  New  York,  Baltimore, 
and  Philadelphia  as  against  Boston! 

Mr.  Goodwin.  Certainly.  I  would  object  to  any  step  that  would  cut 
off  the  competition  of  the  Canadian  roads.  But  I  would  like  to  have 
such  amendments  made  to  our  own  law  as  would  loose  the  hands  of 
our  own  roads  and  put  them  on  a  fair  competing  basis. 

Senator  fliSGOOK.  If  that  were  done  the  rivalry  between  yon  and 
Canada  is  destroyed.  You  do  not  want  that.  Of  course  the  argument 
is  made,  if  there  is  any  argument  at  all,  that  on  the  international  tx^e 
between  United  StSites  and  Canada  the  Canadian  roads  recoup  enough 
so  that  they  can  afford  to  carry  through  from  our  western  points  to 
Boston  at  a  lower  rate  and  give  you  better  terms  than  you  can  get  by 
way  of  New  York.  That  is  all  there  is  of  it.  The  question  is  whether 
you  want  that  interfered  with. 

Mr.  Goodwin.  It  seems  to  me  there  are  two  ways  of  doing  it.  If  the 
Interstate  Commerce  Commission  are  not  sufScientiy  powerful  to  bring 
the  Canadian  roads  into  line  and  prevent  unfair  competition,  then  I 
say  do  not  exclude  the  Canadian  lines,  but  make  amendments  to  our 
own  law  so  that  the  American  roads  can  recoup. 

Senator  Hisgoge.  In  other  words,  provide  that  the  same  recoupment 
can  go  on  in  this  country. 

Mr.  Goodwin.  Yes,  sir.  I  am  not  prepared  to  say  how  the  law  can 
be  amended  to  secure  that  result.  It  seems  to  me  that  this  very  diver- 
sion of  traffic  to  the  Canadian  lines  is  one  of  the  outcomes  of  the  inter- 
state law. 

Senator  Blaib.  If  you  make  the  interstate  law  applicable  to  so  much 
of  these  Canadian  lines  as  is  within  the  United  States,  why  have  you 
not  done  all  that  justice  requires?  Are  we  under  the  necessity  of 
raising  the  cost  of  living  to  the  people  of  New  England,  as  a  whole,  by 
providing  that  a  foreign  jurisdiction  shall  enact  laws  for  the  benefit  of 
its  own  corporations  within  its  own  jurisdiction  t 

Mt*.  Goodwin.  Perhaps  not,  sir.    I  think  that  would  regulate  itself. 

Senator  Blaib.  Do  you  think  it  is  right  for  the  i)eople  of  New  Eng- 
land to  be  denied  the  natural  advantages  of  their  geographical  situa- 
tion in  order  to  protect  railroad  capital  which  is  doing  business  and 
which  is  located  in  other  parts  of  tliis  country  f 

Mr.  Goodwin.  I  think  New  England  is  entitled  to  all  she  can  gain 
from  her  geographical  situation. 

Senator  Blaib.  The  tendency  of  all  this  seems  to  be  to  make  Boston, 
instead  of  being  a  distributing  station,  nothing  but  a  local  station. 

Mr.  Goodwin.  That  seems  to  be  the  tendency. 

Senator  Blaib.  Why  do  yon  concede  that  it  is  fair  that  such  legisla- 
tion should  be  enacted  or  such  things  should  be  done  as  will  increase 
the  cost  of  living  to  the  people  of  New  England  and  deprive  them  of 
their  natural  distributing  point  t 

Mr.  Goodwin.  I  tliink  that  wonld  be  very  much  to  be  regretted. 
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Senator  Blair.  Do  yon  think  it  is  incumbent  apon  the  people  of  this 
country  as  a  whole  to  so  legislate  as  that  the  trunk  lines,  whose  natural 
terminus  is  at  l^ew  York  or  some  point  further  south,  shall  prosper  at 
the  expense  of  the  local  interests  of  the  people  who  liVB  outside  of  their 
jurisdiction  in  New  England  f 

Mr.  Goodwin.  I  do  not  think  it  is  policy  for  this  country  to  do  that 

Senator  Blair.  Do  you  think  it  is  justice  f 

Mr.  Goodwin.  I  do  not  think  it  is  right  that  the  Aoaerican  roads 
should  be  placed  at  a  disadvantage  as  compared  with  the  Canadian 
lines,  but  I  do  believe  that  it  is  but  justice  that  New  England  should 
be  protected. 

Senator  Blair.  What  rights  have  these  roads  to  the  profits  of  New 
England  f  We  are  outside  of  their  jurisdiction.  Their  natural  termi- 
nus is  at  New  York  or  further  south. 

Mr.  Goodwin.  We  have  our  own  lines  connecting  at  Boston  with 
the  trunk  lines. 

Senator  Blair.  To  be  sure ;  and  we  are  connecting  with  the  trunk 
lines  through  Canada,  too. 

Mr.  Goodwin.  Yes,  sir.  I  claim  that  these  Oanadian  roads  are  vitally 
important  to  keep  the  rates  on  a  fair  and  reasonable  basis. 

Senator  Blair.  Suppose  these  Canadian  lines  were  canals  and  water- 
ways, why  should  we  not  make  connection  with  them  f 

Mr.  Goodwin.  I  know  of  no  reason  why  we  should  not. 

Senator  Blair.  Very  good.  Then  why  should  there  be  such  legisla- 
tion touching  these  Canadian  roads  as  will  increase  the  cost  to  our  own 
X)eople  of  transportation  of  goods  that  come  through  Canada  f 

Mr.  Goodwin.  It  seems  to  bo  no  more  than  fair  that  if  the  hands  of 
our  own  roads  are  tied  that  the  Canadian  roads  be  put  under  the  same 
restrictions. 

Senator  Blair.  But  our  own  roads  have  no  right  to  feed  npon  the 
people  of  New  England. 

Mr.  Goodwin.  1  think  if  the  hands  of  the  American  roads -were  not 
tied  we  should  get  better  rates  from  them. 

Senator  Blair.  I  do  not  know  how  that  would  be.  Do  yoa  think 
that  we  had  better  rates  before  the  enactment  of  the  interstate  com- 
merce law  than  uowf 

Mr.  Goodwin.  We  had,  at  times. 

Senator  Blair.  But  generally  speaking. 

Mr.  Goodwin.  The  tendency  seemed  to  be  towards  lower  through 
lates  year  by  year  before  the  passage  of  the  interstate  commerce  law. 

Senator  Blair.  Then  the  remedy  that  you  really  suggest  would  be 
the  repeal  of  the  interstate  commerce  act  rather  than  the  additional 
application  of  it  to  ronds  out^side  of  this  country.  Would  not  that  in- 
crease rather  than  lessen  the  evilt 

Mr.  Goodwin.  I  think  not. 

Senator  Blair.  If  the  operation  of  the  interstate  commerce  act  upon 
the  roads  of  our  own  country  has  been  to  increase  the  rates  to  New 
England,  would  not  that  evil  be  still  more  increased  by  applying  the 
same  law  to  the  Canadian  roads  f 

Mr.  Goodwin.  On  the  ground  that  the  Canadian  roads  can  not  afford 
to  do  the  business  on  the  same  basis  f 

Senator  Blair.  If  the  American  roads  can  not  do  the  business  as 
cheaply  under  the  interstate  commerce  act  as  before,  how  can  the  Cana- 
dian roads,  if  you  apply  the  act  to  them  f 

Mr.  Goodwin.  I  have  always  maintained  that  the  American  tmnk 
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lines,  in  holding  this  5  cents  arbitrary,  are  holding  the  mastery  over  all 
lines  that  want  to  come  into  the  business  and  get  the  profit. 

Senator  Blaib.  And  why  shoald  not  the  Canadian  roads  do  business 
on  the  same  ground  as  the  American  roads  f  You  say  that  the  effect 
oftheinterstare'Commerce  act  as  applied  to  the  American  railroads  has 
been  to  increase  the  cost  and  charges  of  transportation  to  New  Eng- 
land. , 

Mr.  OooDWiN.  That  has  been  the  tendency. 

Senator  Blaib.  That  has  been  the  tendency  of  the  interstate  act. 
Now,  if  you  a[)ply  the  same  act  to  the  Canadian  roads  why  will  it  not 
prevent  the  Canadian  roads  from  doing  the  business  for  us  as  cheaply 
as  nowf 

Mr.  Goodwin.  I  think  this  is  the  most  profitable  business.  Their 
New  England  business  is  more  profitable  than  their  business  to  New 
York. 

Senator  Blaib.  The  Commission  has  decided  that  it  is  not. 

Mr.  Goodwin.  Yes,  sir. 

Senator  Blaib.  And  the  Commission  has  decided  that  the  interstate 
act  as  it  stands  and  this  5-cent  discrimination  against  New  England 
are  just  things. 

Mr.  Goodwin.  So  it  would  seem. 

Senator  Blaib.  And  that  increases  charges  to  us.  Now,  if  you  apply 
the  same  interstate  commerce  law  to  the  Canadian  roads  doing  business 
with  us,  why  would  it  not  have  a  tendency  to  increase  rates  f 

Mr.  Goodwin.  Possibly  it  might. 

Senator  Blaib.  Then  are  you  not  driven  to  this  statement  that  the 
interests  of  New  England  require  the  repeal  of  the  interstate  commerce 
]aw  within  our  own  territory  rather  than  its  extension  to  competing 
lines  outside  of  our  own  territory  t 

Mr.  Goodwin.  That  is  the  position  on  which  I  am  willing  to  stand 
and  one  I  should  favor. 

Senator  Blaib.  Then,  when  you  say  that  you  wouldlike  the  Canadian 
roads  and  our  own  roads  subject  to  the  same  restrictions,  you  mean 
that  you  would  repeal  the  interstate  commerce  act  and  let  all  compete 
freely! 

Mr.  Goodwin.  Yes,  sir;  1  think  the  interstate  commerce  law  has 
been  a  disadvantage  to  Kew  England. 

Senator  Habbis.  Do  yon  regard  the  maintenance  of  a  Canadian  or 
foreign  system  of  railroads  in  this  country  as  an  absolute  commercial 
necessity? 

Mr.  Goodwin.  Yes,  sir.  It  has  developed  the  country,  and  is  a  com- 
mercial necessity. 

Senator  Habbis.  Is  there  any  practical  method  by  which  that  system 
can  be  maintained  except  to  make  the  consumers  of  the  country  pay 
such  prices  as  will  support  and  maintain  itt 

Mr.  Goodwin.  Probably  not,  sir ;  but  it  seems  to  me  the  rates  charged 
are  not  excessive.  If  we  had  not  that  system  of  roads  we  would  be 
worse  off  than  we  are  and  the  price  of  commodities  higher. 

Senator  Habbis.  Ttien  I  understand  you  to  say  that  the  only  method 
by  which  it  can  be  maintained  in  this  country  is  for  the  consumers  of 
transportation  to  pay  such  jirices  as  will  maintain  and  support  that 
railroad  system.  Now,  that  being  true,  is  it  fair  or  proper  that  we 
should  allow  a  foreign  corporation  to  compete  with  our  home  roads  upon 
terms  more  favorable  than  are  extended  to  our  home  roads  f 

Mr  Goodwin.  Perhaps  not,  sir ;  but  I  take  the  ground  that  our  law 
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should  be  SO  modified  that  our  railroads  could  compete  with  them.  1  am 
against  the  policy  of  exclusion. 

Seuator  Harris.  You  want  them  to  compete  npon  precisely  equal 
terms,  if  I  understand  you  f 

Mr.  Goodwin.  Before  the  passage  of  our  restrictive  legislation  our 
roads  were  able  to  take  care  of  themselves  and  to  compete,  and  the  con- 
sumers were  certainly  no  worse  off  than  they  are  to-day. 

Senator  Harris.  Then  your  method  of  reaching  the  point  of  eqaality 
of  terms  would  be  the  repeal  of  the  interstate  commerce  act  and  to 
leave  all  roads  free  and  without  regulation,  as  they  were  before  the 
passage  of  the  act. 

Mr.  Goodwin.  Yes,  sir;  and  looking  at  it  from  the  consumers'  point 
of  view  I  think  they  would  get  their  products  cheaper. 

RATES  ON  CANADIAN  ROADS  FIXED  BT  AGREEMENT. 

Senator  HiscocK.  If  these  differential  rates  are  given  to  this  trunk 
line  through  Canada,  of  course  the  American  trunk  lines  know  it  just 
as  well  as  you  know  it  and  the  Lake  Shore  road  knows  it  and  the  New 
York  Central  knows  that  you  get  your  freight  over  that  line  cheaper. 

IVIr.  Goodwin.  I  am  not  claiming  that  we  get  cheaper  rates  ;  I  say 
the  competition  of  the  Canadian  roads  tends  to  keep  down  the  rates  on 
our  trunk  lines.    The  rates  are  the  same  on  export  freight. 

Senator  HisooCK.  Do  you  not  suppose  that  it  is  perfectly  well  under- 
stood, and  more  than  that,  that  it  is  acquiesced  in  by  the  American 
lines  that  it  should  be  so,  and  that  they  are  entirely  willing  to  do  so, 
considering  the  sympathy  between  the  American  trunk  lines  and  the 
Canadian  trunk  lines  all  the  way  from  here  to  St.  Paul,  $Cnd  all  the  Amer- 
ican roads  are  satisfied  to  give  them  this  discrimination?  If  our  lines 
were  not  in  favor  of  that  discrirainabion  it  would  result  in  a  fight  be- 
tween the  American  trunk  lines,  and  a  reduction  of  rates. 

Mr.  Goodwin.  I  understand  that  they  are  members  of  the  Trunk 
Line  Association. 

Senator  HisooOE.  Have  you  any  doubt  but  that  the  whole  arranfi^e- 
nient  is  one  fixed  between  them  f  Do  you  not  know  that  roads  attempt 
to  regulate  rates  on  the  other  roads,  not  by  crushing  them  out,  but  by 
agreement  f 

Mr.  Goodwin,  I  understand  that  they  are  regulated  by  harmonious 
action. 

Senator  HiscooK.  By  giving  them  a  portion  of  the  traffic  rather  than 
by  resorting  to  a  war. 

Mr.  Goodwin.  I  understand  that  the  railroads  try  to  regulate  rates 
in  that  wB,y. 

Senator  Hisgogk.  Do  you  know  of  any  advantage  that  New  England 
has  by  reason  of  the  Canadian  routes  that  if  unsatisfactory  to  the  Amer- 
ican trunk  lines  they  would  not  meet  by  reducing  their  rates  and  com- 
peting with  them  f 

Mr.  Goodwin.  I  understand  that  they  give  the  Canadian  lines  an 
advantage  by  way  of  agreement 

Senator  Hisgogk.  On  west- bound  they  practically  acquiesce  as  well 
as  on  east-bound  freight. 

Mr.  Goodwin.  I  am  not  saying  that  the  Canadian  lines  give  lower 
rates  than  the  American  lines,  but  they  serve  as  a  regulator.  They 
charge  the  same  rate,  including  that  5  cent,  arbitrary  per  hundred 
against  Boston,  that  the  American  trunk  lines  do,    The^  have  maile 
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the  rates  at  points  tbroogh  northeastern  Kew  England  to  which  the 
American  ]ines  are  bound  to  conform.  Their  rates  to  Boston  on  freight 
lor  local  cousamption,  however,  are  the  same  as  to  New  York. 

The  Chairman.  You  do  not  think  that  any  railroad  ought  to  extort 
from  the  shipp'er,  do  you  I 

Mr.  Goodwin.  No,  sir. 

The  Ghaibman.  And  that  the  road  ought  to  be  allowed  a  reasonable 
rato. 

Mr.  Goodwin.  They  ought  to  maintain  a  reasonable  price  to  enable 
tbeai  to  support  themselves  and  afford  afairincome  to  investors. 

Tbe  Chaikman.  You  do  not  think  a  raikoad  ought  to  pay  a  secret 
rebate  to  one  man  and  not  to  another! 

Mr.  Goodwin.  I  do  not  claim  that.  That  partof  the  interstate  com- 
merce law  I  admit  is  just. 

The  Chairman.  You  do  not  claim  that  a  railroad  ought  to  charge 
more  for  a  10- mile  haul  than  it  does  for  a  50-mile  haul,  do  you! 

Mr.  Goodwin.  No,  sir ;  not  under  similar  conditions. 

The  Chairman.  Not  under  the  same  .circumstances  and  conditions. 

Mr.  Goodwin.  No,, sir. 

At )  o'clock  p.  m.  the  committee  took  a  recess  until  2  o'clock. 

At  the  expiration  of  the  recess  the  committee  resumed  its  session. 

The  Chairman.  The  committee  is  now  prepared  to  hear  such  gentle- 
men as  are  read3^  to  be  heard. 


STATEMENT  OF  W.  L.  PUTHAH. 

William  L.  Putnam,  a  member  of  a  committee  representing  the 
Board  of  Trade  of  Portland,  Me.,  api>eared. 

The  Chairman.  You  may  proceed,  Mr,  Putnam,  with  your  statement 
without  waiting  to  be  questioned  by  the  committee. 

Mr.  Putnam.  In  what  I  have  to  say  to  you  I  will  try  to  be  as  brief  as 
possible. 

The  Chairman.  You  will  be  afforded  ample  time  to  make  a  full  state- 
ment.   We  do  not  wish  to  hurry  yon. 

Mr.  Putnam.  We  are  a  committee  of  the  Board  of  Trade  of  Portland, 
appearing  here  under  instructions. 

The  Chairman.  It  is  due  to  the  city  of  Portland  to  say  that  the  com- 
mittee very  much  desired  to  go  to  that  city,  but  we  found  that  the  funds 
subject  to  our  control  were  so  limited  that  we  were  compelled  to  forego 
visiting  Portland  and  other  cities,  and  asked  yon  gentlemen  to  come 
here,  feeling  that  you  ought  to  be  heard  on  this  question  before  we  con- 
cluded our  hearings.  That  is  our  apology  and  explanation  for  not  visit- 
ing Portland  as  a  body. 

Mr.  Putnam.  We  are  much  obliged  to  you,  and  1  think  we  will  ar- 
range for  you  to  visit  Portland  before  we  get  through,  notwithstanding 
your  shortness  of  funds. 

We  appear  here,  as  I  said  before,  as  a  committee  of  the  Board  of 
Trade  of  Portland,  and  what  we  have  to  say  is  in  reference  to  the  clos- 
ing paragraph  of  the  resolution  under  which  you  are  sitting.  I  have 
in  my  hand  two  sets  of  resolutions  of  the  Board  of  Trade,  one  passed 
March  3, 1888,  and  one  passed  a  few  weeks  ago.  I  will  not  read  them, 
but  simply  ask  the  stenographer  to  put  them  in  the  record. 

P543 2Q 
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The  resolations  are  as  follows: 

resolutions  by  portland  board  x)f  tradr. 

Board  of  Tradb  Rooms, 

Portland,  March  3,  18a6« 

At  a  fall  mooting  of  tho  Board  of  Trade  of  the  City  of  Portlaud,  Me.,  the  follow- 
ing proamble  and  resolutions^  which  were  presented  at  a  former  meeting,  and  laid 
over  for  publication  in  the  daily  newspapers  of  this  city,  wore  adopted  : 

Whereas  interested  parties  are  urging  Congress  to  enact  such  legislation  as  will 
practically  prohibit  the  transportation  of  merchandise  through  Canada,  between  the 
Now  England  States  and  the  West,  and  thereby  clo&o  np  two  great  railroad  rontes, 
over  which  grain  freights  and  other 'breadstuffs  are  brought  to  New  England,  in  com* 
petition  with  other  trunk-lines  ;  and 

Whereas  the  Dominion  of  Canada  has  for  many  years  permitted  the  carriage  of 
Canadian  merchandise  in  bond  through  tlie  territories  of  the  United  States  to  points 
and  ports  within  the  Dominion  of  Canada,  by  means  of  Unit.ed  States  railroads,  under 
similar  restrictions  vm  tlio.io  now  imposed  concerning  the  carriage  of  American  pro- 
ducts over  Canadian  railways  ;  and 

Whereas  the  now  existing  facilities  and  privileges  for  the  carriage  of  freight  are 
and  should  be  iu  keeping  with  the  advanced  state  of  international  comity  and  com- 
mercial  progress  existing  between  the  United  States  and  foreign  coantries  ;  and 

Whereas  notwithstanding  great  natural  obstacles  which  dnring  the  winter  months 
substantially  shut  up  the  ports  of  Canada,  the  Canadian  routes  to  the  West  afford  fa- 
vorable facilities  for  the  transpoftation  of  the  immense  grain  products  of  the  West  to 
the  sea-board,  and  especially  are  suitable  to  the  transportation  of  dressed  meats  and 
other  merchandise  requiring  a  cool  climate,  and  have  for  many  years  past  been  car- 
rying a  very  large  amount  of  merchandise  to  Portland,  Boston,  and  other  sea-ports  on 
tbe  Atlantic  coast ;  and 

Whereas  the  facilities  afforded  by  the  Qovemment  for  the  transportation  of  snoh 
merchandise  through  Canada  in  bond,  whereby  such  transportation  is  made  possible, 
has  proved  highly  beneficial  to  the  western  producer  by  affording  a  market  for  his 
^raiu  and  breadstuffs,  and  to  the  eastern  consumer  by  affording  him  cheaper  provis- 
ions and  necessaries  of  life,  and  has  greatly  aided  in  the  building  np,  not  only  of  the 
West,  but  of  the  Now  England  States  and  cities,  and  has  given  new  impulse  to  business 
enterprise,  and  enlarged  and  sustained  the  commercial  undertakings  of  both  sections 
of  the  country ;  and 

Whereas  the  cities  and  bnsincss  centers  of  the  State  of  Maine,  and  especially  the 
city  of  Portland,  have  for  many  years  experienced  the  benedts  growing  out  of  the 
facilities  affonled  by  the  Grand  Trunk  Railway  of  Canada  for  the  transportation  of 
breadstufis,  woods  of  all  descriptions  coming  from  Kentucky,  Tennessee,  and  other 
Southern  and  Western  States,  and  transshipped  from  Portland  and  the  Atlantic  sea- 
board to  other  countries,  salted  provisions,  and  other  merchandise  to  and  from  the 
West,  at  reasonable  rates :  and 

Whereas  the  said  Grand  Trunk  Railway  has  at  all  times  so  regulate^l  freight  and 
rates  of  transportation  as  to  prevent  the  possibility  of  monopoly  by  other  <rnnk-lines 
to  the  West,  and  has  added  greatly  to  the  commercial  growth  and  prosperity  of  this 
city  and  State;  and 

Whereas  the  Canadian  Pacific  Railway  has  Just  opened  np  a  new  route  extending 
across  the  continent,  and  connecting  the  Pacific  coast  with  the  New  England  States 
and  maritime  provinces  of  Canada,  and  has  made  railroad  connections  with  Minne- 
apolis and  other  points  in  the  West,  whereby  the  commercial  prosperity  of  both  sec- 
tions of  the  country  promises  to  be  greatly  advanced ;  and 

Whereas  the  hostile  legislation  sought  will  not  only  cut  off  these  facilities  for  trade 
and  commerce,  but  will  operate  in  a  great  measure  to  prevent  all  interchange  of  com- 
modities between  the  two  adjoining  conntrie«<,  thereoy  depriving  New  England  and 
the  West  of  a  market  for  their  products,  and  interrupting  the  present  condition  of 
commercial  good  feeling  existing  between  the  United  States  and  Canada,  and  tend 
to  destroy  the  commercial  relations  which  are  alike  beneficial  to  both :  Therefore,  be  it 

Reiohedy  That  this  Board  protests  against  the  enactment  of  any  legislation  which 
will  deprive  our  citizens  of  the  facilities  for  transportation  of  bieadstuff  and  other 
manufactures  now  offered  by  these  great  commercial  highways  through  Canada  and 
between  the  Atlantic  sea-board  and  the  West,  and  especially  protests  against  any 
amendment  of  existing  laws  for  the  purpose  of  throwing  obstacles  in  the  way  of  aneh 
transportation,  and  against  the  withdrawal  of  the  privilege  of  carrying  merchandise 
of  the  United  StatefiJn  bond  through  Canada  as  now  practiced,  and  against  any  a<^- 
tion  which  will  tend  to  obstruct  or  destroy  competition  in  the  transportation  of  snch 
merchandise,  and  thereby  build  np  monopolies  to  the  detriment  of  the  cities  and  com- 
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tnercial  interests  now  receiving  the  benefits  of  free  and  nnobstnicted  transportation 
to  and  from  the  West  over  Canadian  railroads. 

Be8olvt4f  That  a  copy  of  these  resolntions  be  sent  to  each  member  of  the  United 
States  Senate  and  House  of  Representatives  from  the  State  of  Maine,  aod  one  copy  to 
the  honorable  Chairman  of  the  Senate  Interstate  Commerce  Committee. 


Whereas  the  committee  of  which  Senator  CuUomis  chairman  is  appointed  to  meet 
in  New  York  Hay  3,  in  accordance  with  the  spirit  of  the  following : 

Reeolved,  That  the  Committee  on  Interstate  Commerce  be^  and  is  hereby,  directed  to 
ascertain  and  report  to  the  Senate  whether  any  railroad  lines  located  in  the  United 
States  are  owned,  operated,  or  controlled  by  the  Grand  Trank  Railway  or  any  other 
Canadian  railway  corporation ;  whether  commerce  originating  in  the  United  States 
is  diverted  from  American  to  Canadian  lines  of  transportation,  and  if  so,  to  what  ex- 
tent and  by  what  means;  and  whether  there  is  any  discrimination  in  the  charges 
made  for  tolls  or  otherwise  against  American  vessels  which  pass  through  the  Welland 
and  St.  Ijuwrence  CauaLs. 

Said  committee  is  further  directed  to  inquire  fully  into  the  question  of  the  regula- 
tion of  commerce  carried  on  by  railroad  and  water  routes  between  the  United  States 
and  the  Dominion  of  Canada,  and  to  report  what  legislation  on  the  Mubject,  if  any, 
is  necessary  for  the  protection  of  the  commercial  interests  of  the  United  St-ates,  or  to 
promote  the  act  to  regulate  commerce,  approved  February  4,  1887. 

Now,  therefore,  be  it 

Re8olvedj  That  this  board  protests  against  the  enactment  of  any  legislation  which 
will  deprive  out  citizens  of  the  facilities  for  transportation  of  breadst^iit's  aud  other 
manufactures  now  offered  by  our  great  commercial  highways  through  Canada  and 
between  the  Atlantic  sea-board  and  tLe  West,  and  especially  protest  agaiust  any 
amendment  of  existing  laws  for  the  purpose  of  throwing  obstacles  in  the  way  of  such 
transportation  and  against  the  withdrawal  of  the  privilege  of  carrying  merchandise 
of  the  United  States  in  bond  through  Canada  as  now  practiced,  and  against  any  ac- 
tion which  will  tend  to  obstruct  or  destroy  competition  in  the  transportation  of  such 
merchandise  and  thereby  build  up  monopolies  to  the  detriment  of  cities  and  commer- 
cial interests  now  receiving  the  benefits  of  free  and  unobstructed  transportation  to 
and  from  the  West  over  Canadian  railroads. 

Besolredf  That  Capt.  J.  S.  Winslow,  Charles  J.  Chapman,  George  P.  Wescott, 
Charles  K.  MillikeUj  John  W.  Deering,  Nathan  Cleaves,  George  S.  Hunt,  Woodbury 
8.  Dana,  John  Q.  Twitchell,  George  Walker,  Payson  Tucker,  Theodore  C.  Woodbury, 
S.  W.  Toaxter,  M.  N.  Rich,  Seth  L.  Larrabee,  Phillip  H.  Brown,  William  L.  Putnam, 
D.  W.  Clark,  John  M.  Adam^,  and  Holman  S.  Melcher  be  hereby  appointed  to  present 
these  resolntions  and  in  behalf  of  this  board  to  make  such  furtner  representations 
before  Senator  Cullom's  committee  as  may  seem  necessary  to  prevent  the  recommen- 
dation of  any  measure  to  Congress  tending  to  interrupt  our  present  commercial  rela- 
tione with  Canada. 

« 

TRANSPORTATION  IN  BOND  THROUGH  CANADA. 

Mr.  Putnam.  The  Board  of  Trade,  and  I  may  say  the  whole  city  of 
Portland,  and  I  will  go  further  before  I  get  through,  is  opposed  without 
any 'reservation  to  any  legislation  whatever  which  directly  or  indirectly 
will  interfere  with  the  present  bonding  system  of  doing'  business  over 
the  Canadian  roads,  under  any  excuse  or  pretext  whatever.  The  real 
position  can  not  be  stated  too  strongly,  and  I  will  say  that  we  speak  with 
no  hostility  whatever  to  the  American  roads.  In  fact,  gentlemen  like 
myself,  who  have  as  large  interest  in  our  domestic  roads  as  any  one,  do 
not  concur  in  anything  of  that  kiud.  But  we  do  not  admit  that  this 
system  affects  the  position  of  American  roads  in  any  regard  whatever. 

The  Chairman.  State,  for  the  purpose  of  putting  it  in  the  record, 
what  this  bonding  system  is. 

Mr.  Putnam.  It  is  diflRcult  to  state  it.  It  is  partly  a  growth  of  a 
certain  custom-house  practice,  and  partly  a  growth  from  a  system  of 
legislation  that  commenced  in  1854,  and  partly  from  the  construction 
of  customs  regulations.  The  first  act  was  passed  in  1854.  If  I  should 
undertake  to  go  through  the  whole  subject  I  would  tak^  ^oo  xsiMOsi  ^^ 
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your  time.  I  can  give  you,  if  yon  desire,  at  the  close  of  what  I  have 
to  say,  a  list  of  the  statutes  pertaining  to  this  matter.  I  have  been 
compelled  recently,  as  counsel  for  the  Few  England  roads  east  of  here, 
to  get  up  this  data  and  I  can  give  it  to  yon. 

Senator  Harris.  You  can  tersely  st9.te  the  methods  that  are  being 
adopted  under  those  regulations,  can  you  liott 

Mr.  Putnam.  I  proposed  to  state  wl^it  is  being  done  practically. 
But  to  undertake  to  explain  the  system  wonld  require  a  stateoicnt  of 
customhouse  proceedings,  which  is  very  complicated  and  would  require 
too  much  elaboration  and  take  too  much  of  your  time.  I  will  submit  to 
the  committee  at  the  close  of  my  remarks  what  I  think  are  the  statutes 
bearing  on  this  subject. 

The  Chairman.  That  is  what  we  wonld  like  to  have. 

Mr.  Putnam.  What  1  have  to  say  is  merely  historical. 

In  the  forties  Portland  was  a  small  city  of  sixteen  thousand  inhabit- 
ants, and  thej'  undertook  to  open  a  route  from  Portland  to  Montreal, 
and,  after  grcnt  eflForts,  succeeded  in  pushing  the  thing  through.  That 
was  the  opening  of  the  Grand  Trunk  system,  but  fortunately  the  Grand 
Trunk  took  it  oii*  our  hands  or  we  should  have  been  crushed  entirely. 
The  Grand  Trunk  took  it  from  our  hands,  and  has  faithfully  performed 
its  obligations.  So  far  as  we  know  the  Grand  Trunk  is  a  road  that 
keeps  its  obligations  in  all  directions,  although  we  complain  that  they 
are  governed  by  a  good  deal  of  red  tape  and  are  therefore  slow. 

In  1858  the  system  commenced  of  throngh  billing  to  Liverpool  over 
the  Grand  Trunk  road  from  points  in  Canada  and  points  in  the  West. 
I  suppose  the  system  as  originally  commenced  was  a  somewhat  expen- 
sive and  laborious  and  troublesome  one,  as  it  had  to  be  done  under  the 
old  laws  providing  for  warehousing  for  the  purpose  of  exporting.  But 
it  commenced  at  that  time,  and  sinc^e  then  it  has  been  constantly  grow- 
ing, Portland  being  the  winter  port  of  the  various  Dominion  lines  of 
steamers.  Take  the  last  season  for  iiistance.  We  had  one  or  two 
steamers  a  week  during  last  winter.  It  takes  a  good  deal  of  our  water 
front,  a  large  part  ofiour  people  are  occupied  thereby,  and  in  many  ways 
it  is  an  important  interest  to  us,  and  many  minor  interests  have  grown 
np  from  it. 

Any  disturbance  of  the  existing  system  would  destroy  us,  suid  so  far 
as  that  is  concerned  we  are  contesting  with  the  Government  of  the  Do- 
minion oi  Canada  at  all  times.  The  whole  political  force  of  the  Domin- 
ion of  Canada  is  thrown  in  favor  of  thjB  port  of  Halifax,  especially  as 
against'  Portland,  and  she  has  taken  in  some  portion  of  our  business, 
although  this  last  winter  it  has  come  back  to  us. 

If  the  action  of  this  committee  or  the  action  of  Congress  is  adverse 
to  the  bonding  principle,  in  so  far  as  it  is  adverse  to  that  this  committee 
and  Congress  act  hand  in  hand  with  the  Canadian  Government  as 
against  the  city  of  Portland.  That,  however,  is  perhaps  of  minor  in- 
terest, because  by  the  aid  of  the  Grand  Trunk  road  our  city  has  become 
a  billing  point,  and  we  receive,  as  we  are  entitled  to  receive,  Western 
products  at  Portland  at  the  same  rates  they  are  received  at  Boston. 
So  long  as  the  Grand  Trunk  road  is  kept  open  and  permitted  to  do  its 
business  as  it  does  to-day,  we  shall  undoubteilly  be  able  to  maintain 
ourselves  as  a  billing  point.  Other  points  in  Maine  are  billing  points, 
and  the  number  of  i>oints  going  east  will  rapidly  be  increased.  Of  course 
that  is  an  important  matter  for  Portland,  and  it  is  an  imiK)rtant  matter 
to  the  whole  State  of  Maine. 

We  have  roughly  gone  over  the  amount  of  Western  products  received 
in  the  State  of  Maine  from  the  West  and  Northwest,  and  we  make  it 
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equivalent  to  about  2,225,000  barrels  of  flour ;  not  2,225,000  barrels  of 
flour  received,  bat  tbe  whole  amount  of  Western  products,  including 
grain  and  beef  and  all  other  Western  products,  received  in  Maine  an- 
nually is  equal  to  about  2,225,000  barrels  of  flour. 

Now,  we  in  Maine  all  know  perfectly  well  that  the  moment  the  Cana- 
dian roads  are  interfered  with — the  moment  this  bonded  business  is  ob- 
structed— the  arbitrary  rate  that  will  be  put  upon  us  will  be  not  less 
than  10  cents  a  barrel,  costi&g  the  people  of  Maine  $225,000  a  year, 
which  we  can  not  very  well  afford,  besides  breaking  up  the  business  at 
the  ports  of  Portland,  Bangor,  etc.,  the  leading  billing  points  of  the 
State. 

PORTLAND'S  LINE  TO  CANADA. 

To  show  what  the  purpose  of  th^  people  was,  following  out  the  policy 
that  was  outlined  by  the  opening  of  the  Portland  and  St.  Lawrence 
Eailroad  in  1849,  and  for  the  purpose  of  making  sure  that  they  would 
maintain  their  position  with  reference  to  western  freights,  and  for  ex- 
tending and  increasing  tbe  business  of  exporting  from  their  port,  they 
commenced  the  construction  of  a  line  from  Portland  through  the  White 
Mountains,  running  across  the  State  of  Vermont,  looking  to  a  connec- 
tion with  the  lines  then  in  contemplation  through  Canada,  which  have 
since  crystallized  into  the  (Canadian  Pacific  Railroad. 

I  know  the  purpose  of  our  people  in  that  matter.  I  learned  that 
while  we  were  endeavoring  to  reach  certain  jioiuts  in  New  England. 
Our  majn  purpose  was  to  make  sure  that  we  held  ourselves  firm  as  a 
billing  point,  and  that  we  were  able  to  increase  our  export  trade  to  Eu- 
rope. The  city  of  Portland,  in  its  municipal  capacity,  some  twenty 
years  ago,  invested  in  that  property  about  $2.0*JO,000.  It  has  lost  the 
interest  on  that  investment  and  received  lately  what  amounts  to 
$1,000,000,  which  makes,  saying  nothing  of  the  investment  of  citizens 
of  Portland,  over  $3,000,000  for  the  purpose  of  securing  a  more  com- 
plete western  connection  through  Canada.  So  we  are  reaching  the 
whole  Canadian  Pacific  by  that  line,  and  we  are  thus  doubly  guarded 
by  the  exertions  of  this  small  city,  and  we  feel  that  we  have  there  made 
an  investment  for  the  purpose  of  securing  to  ourselves  this  route  through 
Canada,  which  is  as  much  entitled  to  be  protected  by  the  United  States 
as  any  investment  which  our  citi^ns  have  made  on  our  side  of  the  line. 

PORTLAND'S   POSITION. 

The  city  of  Portland  is  farther  west  than  the  city  of  Boston ;  that 
is,  to  reach  the  extremes  of  our  State,  and  those  extremes  are  among 
the  most,  important,  it  requires  from  150  to  500  miles  less  carriage  than 
to  Boston,  and  if  these  Canadian  lines  are  broken  up,  by  which  we 
rightfully  and  naturally  reach  the  West  as  cheaply  as  Boston  can,  and 
almost  as  cheaply  as  l!^ew  York,  and  you  will  understand,  Mr.  Chair- 
man, we  are  as  near  to  the  Northwest  as  New  York,  we  are  placed  at  a 
disadvantage  to  which  we  think  we  ought  not  to  be  placed. 

We  apprehend  that  any  interference  whatever  with  these  present 
routes,  under  any  pretense,  by  any  action,  direct  or  indirect,  will  lose 
UK  the  advantage  of  our  investment,  made  as  a  municipality;  will  be  an 
-injury  to  the  State  of  Maine,  and  subject  every  maa  in  the  State  of 
Maine  who  uses  a  barrel  of  flour  or  any  other  Western  product  to  an 
arbitrary  rate  of  at  least  10  cents  a  barrel,  if  not  more.  We  think  that 
we  have  made  an  investment  for  the  purpose  of  securing  these  advan- 
tages in  which  we  are  entitled  to  be  protected. 
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ISTow,  gentlemen  of  the  committee,  there  are  here  Mr.Wescott,  Colonel 
Adams,  Mr.  Thaxter.  Mr.  Dana.  These  gentlemen  understand  practi- 
cally all  these  commercial  qnestions,  which  I  do  not  assume  to  under- 
stand.  My  friend,  Judge  Cleaves,  is  also  here,  and  has  a  special 
message  for  the  committee. 

The  Chairman.  Have  you  been  before  the  Interstate*  Commerce  Com- 
mission T 

Mr.  Putnam.  I  have  been  before  the!  Commission  on  several  occa- 
sions,  but  not  with  reference  to  this  question  at  all,  although  I  have 
been  compelled  to  follow  it  very  closely  on  account  of  my  connection 
with  the  railroads  in  the  eastern  part  of  New  England. 

HISTORY  OF  THE  BONDING  SYSTEM. 

The  Chairman.  Can  you  give  us  the  laws  under  which  this  prac- 
tice has  grown  up  I 

Mr.  PUTNA3I.  The  first  act  seems  to  have  been  that  of  1854,  now 
Revised  Statutes,  section  3,000,  which  provided  for  transports  tion  in 
bond  of  imported  goods  from  a  port  in  the  United  States  to  another 
port  in  the  United  States,  partly  by  land  and  partly  by  water ;  likewise 
over  foreign  territory. 

That  act  looked  to  whd>t  is  called  more  particularly  bonding  for  im- 
mediate transportation,  but  permitted  the  transportation  through 
Canada,  and  it  is  under  that  statute  and  the  old  warehouse  statute 
that  this  business  in  Portland  has  grown  up.  I  think  1  am  quite  right 
in  saying  that  the  business  of  billing  through  originated  over  the 
Grand  Trunk  road  to  Portland.  I  may  not  be  entirely  right  about  it^ 
but  I  think  it  is  so. 

Next  is  the  act  of  1866,  now  Ee  vised  Statutes,  3,005,  providing  for  the 
transportation  of  merchandise  arriving  at  New  York,  Boston,  Portland, 
or  other  ports  specially  designated  by  the  Secretary  of  the  Treasury 
and  destined  for  places  in  the  British  Provinces. 

This  furnished  a  simple  method  for  the  old  cumbersome  method  of 
withdrawing  goods  from  the  warehouse  for  the  purpose  of  re-exporta- 
tion. 

The  same  act  of  1866,  now  Revised  Statutes,  section  3,006,  provided 
for  transporting  from  any  port  in  the  United  States,  through  Canada 
or  Mexico,  to  another  port  in  the  Uiiited  States. 

This  enlarged  the  provisions  of  the  act  of  1854,  section  3,000  of  the 
Revised  Statutes,  which  applied  only  to  merchandise  withdrawn  from 
hond. 

Of  course  this  section  3,005  above  named,  under  the  authority  of  the 
Secretary  of  the  Treasury  to  designate  ports,  permits  goods  to  be  car- 
ried in  transit  from  one  part  of  Canada  to  another  part  of  Canada  through 
any  part  of  the  United  States. 

Then  came  the  act  of  March  1,  1873,  now  Revised  Statutes,  section 
2,866,  under  the  treaty  of  Washington,  which  authorizes  the  transit 
through  the  United  States  of  merchandise  from  one  part  of  Canada  to 
another  part  of  Canada,  and  also  from  Canada  through  the  United 
States  for  export. 

This  was  to  remain  in  force  as  long  as  article  18  to  25  of  the  treaty 
remained  in  force. 

Treasury  regulations  of  1884,  articles  845  to  862,  inclusive,  seem  to 
relate  to  the  transit  of  merchandise  under  the  laws  existing  prior  to  the 
treaty  of  Washington. 

Articles  707  and  sequence  expressly  refer  in  the  margin  to  the  act  of 
1866,  and  article  845  of  the  regulations  of  1884  is  a  re-enactment  of 
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this  article  707,  by  which  articles  of  merchandise  are  now  cairied  across 
from  one  point  in  Ganada  to  another  point  in  Canada  through  our  ter- 
ritory. 

Article  863  of  the  Treasury  regulations  relates  expressly  to  the  transit 
of  merchandise  thit)agh  the  United  States  under  the  treaty  of  Wash- 
ington ;  and  article  sSi  seems  to  have  been  made  under  the  treaty  of 
Washington,  as  it  was  expressly  suspended  for  that  reason  by  Mr. 
Manning,  when  Secretary  of  the  Treasury. 

That,,  as  you  recollect,  permitted  the  carrying  of  merchandise  from 
one  point  in  the  United  States  to  another  point  in  the  United  States 
partly  in  Canadian  bottoms  across  the  lakes,  and  so  far  as  I  know  and 
can  ascertain  that  is  practiced  today  in  reference  to  all  these  matters, 
either  of  transporting  merchandise  from  a  point  in  the  United  States, 
through  Ganada,  to  another  point  in  the  United  States,  or  from  a  point 
m  the  United  States  to. a  point  in  Canada;  or  from  a  point  on  the  At* 
lantic  to  a  point  in  Canada:  or  from  a  point  in  Ganada,  through  the 
United  States,  for  export.  In  fact,  all  forms  of  transit  are  as  free  to- 
day as  tbey  were  under  the  treaty  of  Washington,  except  that  Secre- 
tary Manning  decided  that  from  the  time  those  articles  of  the  treaty 
expired  merchandise  bound  from  a  Western  point  in  the  United  States 
to  another  point  in  the  United  States  could*  not  be  carried  partly  in  a 
Canadian  bottom  across  the  lakes. 

My  friend  Judge  Cleaves  is  surveyor  of  the  port  of  Portland,  and  can 
give  the  committee  more  information  on  this  subject  than  I  can. 

The  Chairman.  Is  it  your  opinion  that  those  laws  ought  to  be  over- 
hauled and  made  more  definite  and  plain  to  the  executive  officer  as  to 
what  his  duty  is  under  them,  so  as  to  get  rid  of  instructive  orders  from 
the  Secretary  of  the  Treasury  f 

Mr.  Putnam.  I  think  there  might  be  some  codiflcation  of  the  laws, 
though  I  do  not  understand  that  there  is  any  practical  difficulty  at  the 
present  time  at  the  custom  house.  I  have  lately  seen  some  orders  from 
Washington  which  seemed  to  indicate  that  there  was  no  trouble  what- 
ever ;  1  have  been  compelled  within  a  few  days  to  make  inquiry  at  the 
customhouse  at  Portland,  and  I  find  there  is  no  difficulty.  I  admit,  if 
a  person  sat  down  to  study  the  law  that  in  consequence  of  the  suspen- 
sion of  the  articles  of  the  treaty  of  Washington  he  might  find  the  law  ob- 
scure, but  there  seems  to  be  no  practical  trouble. 

The  Chaibman.  When  the  general  subject  wa«  under  discussion  in 
the  United  States  Senate  in  connection  with  the  fisheries  treaty  it  was 
with  great  difficulty  that  I  was  able  to  determine  just  what  the  law  was, 
or  that  I  could  find  anybody  who  could  tell  me. 

Mr.  Putnam.  I  agree  with  you  that  for  one  to  take  the  law  and  under- 
take  to  understand  it  from  the  statutes  and  the  regulations  he  would 
become  very  much  puzzled ;  but  the  customs  authorities  seem  to  have 
no  difficulty  with  reference  to  it. 

One  thing  is  very  plain,  and  that  is  that  certain  practices  have  grown 
up  under  the  treaty  of  Washington  which  were  never  authorized  by  the 
statute.  The  Treasury  Department  at  Washington  when  the  treaty 
was  ratified  issued  their  regulations  in  conformity  with  the  treaty.  A 
l>ortion  of  the  provisions  of  the  treaty  was  covered  by  the  statute  and 
(>ther  portions  were  [not,  and  it  is  not  impossible  that  today  a  certain 
amount  of  bonded  business  is  being  done  under  section  2866  which,  on 
close  inspection,  may  be  found  not  to  be  in  force. 

The  Chairman.  That  was  my  impression,  that  some  of  the  regula 
tions  of  the  Treasury  Department  were  based  upon  old  statutes  which 
possibly  had  been  repealed. 
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Mr.  Putnam.  That  is  not  more  tbau  possible,  and  I  agree  with  yon 
that  the  statutes  are  obscure ;  but  we  are  very  desirous  that  yoa  shall 
not,  if  you  touch  the  statutes  at  all,  hamper  the  business  as  it  is  now 
conducted. 

REaULATIONS  OP  THE  CANADIAN  ROADS. 

The  Chairman.  Do  you  suppose,  leaving  out  all  this  qnestion  of 
bonded  business  with  respect  to  the  ordinarj^  commerce  which  is  car- 
ried on  now  by  the  trunk  lines  in  the  United  States  and  in  Canada,  if 
the  Canadian  roads  were  put  upon  the  same  level  and  under  the  same 
regulation  as  the  American  roads  that  that  would  in  any  w^y  interfere 
with  your  interests  f 

Mr.  Putnam.  I  can  not  say  about  that. 

The  Chairman.  The  specific  point  I  have  in  mind  is  this.  The  inter- 
state commerce  act  is  in  force  in  the  United  States  so  far  as  it  is  obeyed. 
I  do  not  know  how  nearly  it  is  obeyed.  The  railroads  in  the  United 
States  complain  that  they  are  subject  to  regulation  in  this  interstate 
commerce,  while  the  Canadian  roads  doing  business  in  the  United  States 
are  not,  and  that  therefore  the  American  lines  are  at  a  disadvantage, 
and  that  it  is  unfair  to  them  that  they  should  be  regulated  while  the 
Canadian  lines  are  not.  Now,  if  the  Canadian  roads  and  the  American 
roads  were  all  put  upon  the  same  level,  do  you  suppose  you  people  in 
New  England  would  suffer  from  it  f 

Mr.  Putnam.  I  do  not  care  to  answer  a  contingent  question.  I  have 
carefully  read  everything  that  has  been  said  upon  this  point,  and  I 
have  yet  to  see  a  particle  of  proof  to  sustain  the  position  taken  by  the 
Michigan  Southern  upon  that  point.  I  am  morally  certsuu  that  the 
Canadian  roads  have  not  recouped  in  any  sense  of  the  word  as  against 
the  long  and  short  haul  clause.  I  do  not  believe  they  can.  I  do  not 
believe  they  can  collect  on  local  fares  and  freight  in  Canada  one  cent 
more  than  they  collect  to  day  at  any  point. 

The  Chairman.  Suppose  the  Canadian  roads  make  a  shipment  from 
their  western  terminus  to  Portland  at  a  given  rate,  do  you  suppose  that 
they  observe  the  provisions  of  the  interstate  commerce  act,  as  enforced 
in  the  United  States,  on  that  shipment! 

Mr.  PuTMAN.  Not  on  their  local  shipments  in  Canada. 

The  Chairman.  Do  you  suppose  they  observe  the  law  as  to  through 
shipments  in  the  United  States  f 

Mr.  PuTMAN.  Yes,  sir. 

The  Chairman.  Do  you  know  whether  or  not  the  Canadian  roads 
make  their  rates  very  much  higher  from  the  western  terminus  to  Mon- 
treal, for  the  same  distance,  than  our  American  roads  do  f 

Mr.  PuTMAN.  No,  sir ;  not  to  Montreal.  There  is  one  of  the  dangers. 
If  the  Congress  of  the  United  States  undertakes  to  meddle  with  these 
Canadian  roads,  they  are  going  to  turn  the  traffic  from  our  ports  to 
Montreal ;  they  are  not  going  to  give  the  business  to  the  American 
roads,  but  they  are  going  to  give  it  to  theC;)nadian  roads.  The  Amer- 
ican Congress  will  play  into  the  hands  of  Sir  John  MacDonald ;  they 
are  going  to  give  it  to' the  Canadian  roads  if  they  attempt  to  meddle 
with  this  question. 

the  AMERICAN  ROADS  NOT  STJPFERINa. 


THE  UNITED  STATES  AND  CANADA.  400 

A  few  years  ago  a  Boston  corporation  built  a  line  from  St.  Louis  to 
Chicago,  a  line  good  in  itself,  but  a  line  which  invited  competition  with 
the  whole  Jay  Gould  system  the  moment  it  was  built.  The  stock  of 
that  company  was  above  par  at  one  time,  and  now  it  sells  for  less  than 
40.  The  American  roads  do  not  need  protection  from  the  United  States. 
They  want  to  look  after  themselves.  They  are  not  suffering  from  the 
Canadian  roads,  but  from  the  American  roads. 

Th& Chairman.  From  wha^aro  the  American  roiids  suffering? 

Mr.  Putnam.  From  the  American  roads.  Why,  it  seems  absolutely 
absurd !  The  Union  Pacific  road,  which  has  received  more  aid  from  the 
Government  of  the  United  States  than  the  i'auadiau  Pacific  has  re- 
ceived from  the  Canadian  Government,  comes  in  here  and  complains  of 
the  Canadian  Pacific.  It  is  to-day  building  a  new  line  to  southern 
California.  There  are  already  four  lines  from  the  Missouri  River  to  the 
Pacific  coast.  The  Union  Pacific  is  building  one  more,  and  two  other 
lines  are  surveying  and  getting  through  to  the  Pacific  coast  as  fast  as 
they  can. 

TheCHAiBMAN.  So  t^at  your  judgment  is  that  neither  the  Canadian 
Pacific  nor  the  Grand  Trunk  is  interfering  with  the  business  of  the 
American  roads  as  much  as  their  own  folly  Y 

Mr.  Putnam.  Yes,  sir.  The  difficulty  is  among  the  American  roads 
themselves. 

PORTLAND'S  CONNECTION  WITH  ST.  PAUL. 

However  that  may  be,  we  desire  that  our  investment,  which  is  as  dear 
to  us  as  these  investments  in  Western  roads,  should  be  protected ;  at 
any  rate,  not  destroyed.  We  simply  ask  that  this  system,  which  has 
a  prescription  now  of  thirty  years,  shall  not  be  disturbed.  We  are  as 
near  St  Paul  to-day  as  is  New  York,  by  rail ;  we  will  be  in  December, 
at  least.   We  are  to-day  within  30  miles  as  near  St.  Paul  as  is  New  York. 

The  Chairman.  Describe  the  specific  route. 

Mr.  Putnam.  We  run  from  Portland  to  St.  Johnsbury,  from  St.  Johns- 
bary  to  Newport,  where  we  strike  the  Canadian  Pacific;  follow  the 
Canadian  Pacific  to  "the  Soo,''  and  from  "  the  Soo"  we  strike  St.  Paul 
or  Dulnth.  We  are  to  day  within  30  miles  as  near  St.  Paul  as  is  New 
York  City.    As  soon  as  this  little  link  is  built 

The  Chairman.  What  link  do  you  refer  to  ? 

Mr.  Putnam.  Simply  a  little  link  up  in  the  mountains,  which  brings 
us  within  10  miles  as  near  St.  Paul  as  is  New  York.  Tliat  little  link  is 
in  Canadian  territory,  aud  we  have  opened  that  road  at  an  exi)ense  of 
$3,000,000  to  the  corporation  of  Portland. 

The  Chairman.  How  many  miles  of  that  road  are  in  your  own 
State  t 

Mr.  Putnam.  Only  about  0  miles. 

The  Chairman.  Then  it  strikes  Canadian  soilt 

Mr.  Putnam.  No,  sir^  it  strikes  New  Hampshire,  Vermont,  and  then 
Canada. 

The  Chairman.  How  much  of  the  line  is  within  the  United  States  f 

Mr.  Putnam.  One  hundred  and  sixty  miles. 

The  Chairman.  What  is  the  route  to  Dnluth  f 

Mr.  Putnam.  We  go  right  down  to  "  the  Soo." 

The  Chairman.  By  rail  t 

Mr.  Putnam.  Yes,  sir,  by  rail,  and  then  take  the  ^'  Soo'^  line. 

The  Chairman.  Can  you  give  the  distances  t 
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Mr.  Putnam,  I  believe  these  figures  are  correct,  but  I  have  not  veri- 
fied them  myself,  so  that  I  only  give  them  on  my  belief. 

By  the  ''  Soo  "  route  from  Minneapolis  to  Boston  it  is  1,420  miles ;  to 
New  York,  1,373  miles  j  to  Portland,  1,392  miles.  By  the  Grand  Trunk 
it  is  140  miles  farther. 

I  should  like  to  put  into  the  record  in  this  connection  an  extract  from 
the  remarks  of  Governor  Washburn,  delivered  to  the  city  authorities 
of  Portland,  in  connection  with  this  enterprise  in  1872,  and  this  meet- 
ing was  what  led  to  this  investment  of  which  I  speak.  The  extract  will 
be  found  on  pages  13  and  14,  and  I  think  any  one  who  reads  that  part 
of  the  record  will  be  surprised  to  see  how  prophetic  Governor  Wash- 
burn was  in  this  instance. 

The  extract  is  as  follows : 

But  ibis  is  not  all.  Preparation  is  being  made  for  constructing  in  Canada  a  great 
road  called  the  Northern  Colonization  Road,  of  which  Sir  Hugh  Alliui  is  president, 
and  I  have  no  doubt,  from  what  I  read  in  the  Montreal  papers,  that  work  upon  the 
line  is  to  be  vigorously  aud  speedily  prosecuted.  It  is  to  pass  up  on  the  north  side 
of  the  Ottawa  Kiver  to  Ottawa,  through  to  Pembroke,  and  finally  by  Lake  Nepissmg 
to  the  Sault  Ste.  Marie.  A  road  from  Toronto  will  ultimately  connect  with  it  near 
Lake  Nepissiog.  This  line  will  form  a  part  of  the  Canada  Pacific  Bailroad,  if  such 
shall  ever  be  built,  which  is,  I  think,  a  matter  of  considerable  doubt.  Bat  there  is 
to  be  a  Northern  Pacific  Railroad  upon  our  side  of  the  line,  if  not  upon  the  other.  It 
is  now  in  the  process  of  construction,  and  the  work  is  moving  with  vigor  and  rapidity. 

When  in  the  West,  a  year  ago  last  fall,  I  met  Mr.  Rice,  of  St.  Paul,  formerly  a 
Souator  in  Congress,  and  now  president  of  a  railroad  being  constructed   from  St. 
Paul  eastward  towards  Sault  Ste.  Marie,  and  which  it  is  intended  to  reach.    He 
said  it  was  an  easy  road  to  constrnct,  and  that  there  is  no  difficulty  in  constructing  a 
bridge  across  the  Sault. 

If  you  will  take  a  map  of  the  United  States  you  will  find  that  when  this  gr^at  lino  is 
completed,  of  which  our  line  will  form  the  base,  the  distance  between  St.  Paul  and 
Portland  will  be  400  miles  shorter  than  it  is  to-day  by  the  shortest  line.  The  freight 
from  that  line  must  always  come  to  Montreal  or  Ottawa,  aud  therefore  it  will  always 
be  shorter  to  come  to  Portland  to  reach  the  sea-board.  This  great  fact  is  one  that 
can  not  be  flauked  or  got  rid  of;  it  is  a  fact  written  by  the  geography  of  the  conn- 
try  ;  it  makes  Portland  forever  nearer  to  the  true  Northwest  than  any  other  port  on 
the  Atlantic. 

If  a  man  in  Minnesota  wishes  to  come  to  Boston  or  Portland  now  by  railroad  be 
must  come  around  Lake  Michigan  and  through  a  part  of  the  State  of  Indiana.  Bat 
when  these  lines,  in  continuation  of  our  own,  are  completed  he  can  come  by  rail 
directly  to  Portland,  and  with  a  saving  of  some  400  miles  travel. 

Now,  what  is  there  for  us  after  that  country  is  open  t  Why,  it  is  the  greatest  grain- 
growing  region  on  the  earth.  Take  the  great  and  prosperous  StaJte  of  Minnesota, 
take  northern  Iowa,  Dakota,  the  Red  River  region,  and  it  forms  the  lar^^est  and  best 
country  for  wheat  that  the  sun  shines  upon.  It  is  settling  rapidly.  Minnesota  has 
gained  over  300,000  people  in  the  last  decade.  The  Northern  Pacific  Railroad,  with 
its  vast  connections  extending  through  many  States,  must  have  an  outlet  by  way  of 
Montreal,  and  when  its  traffic  reaches  Montreal  it  will  come  to  Portland  over  this 
road  or  the  Grand  Trunk,  or  both. 

DIVERTING  BUSINESS  TO  CANADIAN  PORTS. 

Mr.  Putnam.  My  point  simply  is  that  we  are  entitled  and  the  whole 
State  of  Maine,  under  the  circamstances,  is  entitled  to  this  protection. 
We  do  not  think  we  ought  to  be  subjected  to  this  arbitrary,  which,  as  I 
say,  will  cost  the  State  of  Maine  at  least  $225,000  a  year,  besides  throw- 
ing lines  of  steam-ships  which  now  go  into  and  out  of  Portland  into 
Canadian  ports. 

Senator  Beagan.  Do  you  understand  that  anybody  desires  legisla- 
tion that  would  interfere  with  the  interests  of  the  roads  through  Maine 
or  New  England  t 

Mr.  Putnam.  Yes,  sir ;  I  do.  I  know  there  is  a  very  strong  tendency 
in  that  direction.    The  Portland  Board  of  Trade  understood — x^^^^^P^ 
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improperly,  but  they  certainly  so  understaiKl — that  these  resolutions 
tended  in  that  direction.  Of  course  we  know  perfectly  well  that  there 
is  a  strong  interest  to  break  up  the  whole  system  of  Canadian  roads. 

Senator  Beagan.  If  such  action  were  taken  by  this  Government  as 
would  place  the  American  roads  on  an  exact  equality  with  the  roads 
running  through  Canada — the  Canadian  roads — would  that  be  objec- 
tionable f 

Mr.  Putnam.  Yes,  sir ;  I  think  it  would. 

Senator  Reagan.  In  what  respect  I 

Mr.  Putnam.  I  tliink  the  Canadian  roads  would  then  take  the  traffic 
which  they  now  bring  to  Boston  and  Portland  and  put  it  through  their 
own  ports. 

Senator  Beagan.  If  the  Canadian  roads  were  simply  compelled  to 
act  on  an  equality  with  the  American  roads  t 

Mr.  Putnam.  Yes,  sir^  that  in,  if  it  proved  to  be  a  burden  upon 
them. 

Senator  Reagan.  If  they  are  disposed  to  turn  over  the  traffic  in 
the  way  you  have  described,  would  it  not  be  to  their  interest,  their  con- 
nections being  completed,  to  go  to  St.  John  or  Halifax! 

Mr.  Pu'JNAM.  It  is  for  the  interest  of  the  present  Dominion  Govern- 
ment— what  .you  may  call  the  ^^  present  Dominion  Government,"  as  they 
call  it  down  there,  the  Tories  as  against  the  Grits — to  turn  all  this  traffic 
on  to  the  Canadian  roads.  They  are  political  roads.  But  no  road  de- 
Sires  to  do  it.  The  Grand  Trunk  desires  to  keej)  the  traffic  as  it  is.  The 
Canadian  Pacific  road  is  like  any  other  railroad,  it  to-day  may  be  under 
the  thumb  of  the  Canadian  Government,  but  its  managers  are  largely 
Americans,  it  is  largely  owned  on  this  side  of  the  line.  Unless  it  is 
forced  by  the  Congress  of  the  United  States,  in  connection  with  the 
present  Dominion  Government,  it  will  not  change  the  present  plan  of 
doing  business. 

Senator  Reagan.  Do  you  understand  that  there  is  a  subsidized  line 
of  steamers  belonging  to  the  Canadian  Pacific  running  between  Van- 
couver and  China  and  Japan  t 

Mr.  Putnam.  I  think  their  line  from  Vancouver  is  on.  The  Govern- 
ment has  lately  made  a  contract  to  subsidize  a  line  of  steamers  from 
.  Halifax  to  Europe. 

Senator  Reagan.  Does  not  that  all  mean  that  the  Canadians  intend 
to  turn  their  traffic  through  their  own  territory  without  reference  to  the 
United  States! 

Mr.  Putnam.  It  means  that  the  Canadian  Government  intends  to  do 
that  if  it  can,  and  we  do  not  want  you  to  help  them  do  it.  The  Canadian 
lines  run  in  and  out  of  American  port«  in  winter.  The  Canadian  Gov- 
ernment has  tried  to  divert  them  from  those  ports,  and  can  not  succeed 
without  the  aid  of  the  American  Congress.  With  our  aid  they  can  do 
it.  We  do  not  fear  that  any  Senator  is  disposed  to  break  up  by  direct 
and  open  action  the  present  bonded  system  of  transportation.  What  we 
do  fear  is  that  it  is  necessary  to  do  something  to  protect  the  American 
roads  against  Canadian  competition,  and  that  some  action  will  be  had 
of  an  indirect  character,  the  eflfect  of  which  is  remote  and  not  seen  by 
Senators,  but  which  will  have  that  effect. 

The  Chaibman.  To  drive  the  Canadian  roads  out,  you  mean  f 

Mr.  Putnam.  Yes. 

The  Chairman.  And  to  divert  the  trade  to  their  own  ports  t 

Mr.  Putnam.  Yes,  sir.  A  year  ago  this  season  the  Canadian  Gov- 
ernment did  succeed  in  getting  the  steamers  in  the  port  of  Halifax. 
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One  day  there  were  three  steamers  at  the  port  of  Halifax  and  they 
transported  in  one  day  two  or  three  thousand  passengers.  This  last 
winter  those  steamers  came  back  into  our  port.  They  could  not  and 
can  not  maintain  themselves  up  there  unless  you  help  them. 

Senator  Beagan.  Would  not  the  open  seas  for  a  long  period  during 
tlie  year  naturally  draw  the  commerce  to  Portland  rather  than  divert  it 
from  there  f 

Mr.  Putnam.  Yes,  sir. 

Senator  Reagan.  On  terms  of  perfect  equality  f 

Mr.  Putnam.  Yes,  on  terms  of  perfect  equality,  if  let  alone.  A  large 
portion  will  come  to  Portland  aiid  thence  to  Baltimore,  unless  that 
trade  is  forced  out  of  its  natural  channels  by  legislation  on  the  part  of 
the  Dominion  of  Canada  or  the  United  States.  Of  course  Canada  has 
opened  a  short  line  through  Maine  with  a  view  to  forcing  this  business 
from  our  ports.  It  does  not  seem  to  be  understood  that  they  already 
have  two  completed  lines  from  St.  John  to  Halifax  on  their  own  terri- 
tory. 

The  Chairman.  Describe  those  lines. 

Mr.  Putnam.  She  has  the  Intercolonial  Line  running  from  Point 
Levi,  opposite  Quebec,  along  what  is  called  the  north  shore,  op  where 
your  friend.  Senator  Frye,  goes  to  catch  salmon.  He  is  telling  big  fish 
stories  now  in  Maine.  Then  the  line  follows  around  the  Gulf  of  St. 
Lawrence.  That  is  the  line  on  which  they  did  their  business  hereto- 
fore. Then  they  have  a  weak  line,  but  which  is  capable  of  being  made 
a  strong  line,  down  through  Edmonston  and  connecting  with  the  New 
Brunswick  Railway  and  down  through  St.  John  and  Halifax. 

Senator  Blaib.  Which  is  the  strong  linet 

Mr.  Putnam.  The  upper  line. 

Senator  Blaib.  What  will  be  their  terminal  point  in  Maine  f  Has 
not  the  Canadian  Pacific  a  project  to  build  up  a  port  on  the  coast  of 
Maine  1 

Mr.  Putnam.  They  disclaim  it  if  they  have,  but  in  fact  the  Canadian 
Pacific  has  a  port  here.    They  are  shipping  an  immense  quantity  of/ 
merchandise  here,  and  there  is  a  good  deal  of  its  traffic  that  comes  iiito 
Portland  over  the  Portland  and  Ogdensburgh  Line  down  through  New- 
port.   Thoy  have  through  passenger  lines  through  there,  and  a  good  « 
deal  of  freight  comes  down  there. 

Senator  Blaib.  I  was  not  in  when  you  began  your  statement,  Bud 
you  may  have  suggested  to  the  committee  legislation  that  would  be 
hurtful  and  of  which  you  are  apprehensive.  If  you  have  not,  what  leg- 
islation do  you  chink  Congress  might  be  apt  to  indulge  in  that  would 
be  injurious  to  the  State  of  Maine  f 

Mr.  Putnam.  We  think  that  inasmuch  as  the  business  is  being  done 
on  so  close  a  margin  as  it  is  to-day  that  any  legislation,  direct  or  in- 
direct, which  can  possibly  afiect  this  bonded  business  will  be  injurions 
to  Portland  and  to  the  whole  State  of  Maine.  Anything  that  blocks  up 
those  lines  puts  us  on  arbitrary  rates,  and  of  course  there  is  nobody  who 
supposes  that  the  arbitrary  rate  for  Maine  would  be  less  than  10  cents, 
which  will  cost  us,  as  I  have  shown  member;^  of  the  committee,  about 
$225,000  annually.  There  are  other  gentlemen  here  who  are  faniiliar 
with  these  practical  details,  which  I  am  not. 
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STATEHEHT  OF  OEQBOE  B.  WESCOTT. 

Mr.  Geobgb  B.^Wescott,  a  member  of  the  committee  fipom  Port- 
land, appeared. 

The  Ohaibman.  Where  do  yon  reside,  Mr.  Wescott  f 

Mr.  Wescott.  Portland. 

The  Chaibman.  What  is  yoar  business  t 

Mr.  Wescott.  I  am  president  of  the  Portland  and  Rochester  Rail- 
road. 

The  Chaibman.  If  you  have  any  views  to  present  to  the  committee 
you  may  proceed  to  give  them  in  your  own  way. 

Mr.  Wescott.  I  came  here  for  the  purpose  of  re-enforcin'g,Mf  possible^ 
the  statements  that  Mr.  Putnam  made  regarding  the  bonding  system 
through  Maine  and  New  England,  and  to  impress,  so  far  as  possible, 
upon  the  committee  the  importance  of  the  continuation  of  that  bonding 
system  to  our  State.  I  have  been  connected  with  transportation  inter- 
ests in  New  England  for  some  twenty  years,  and  I  believe  that  other 
lines,  that  some  other  bug-bear  beside  the  Canadian  lines,  the  great 
trunk  lines  running  to  the  sea-board,  for  instance,  would  be  quite  as 
great  an  obstacle  as  the  Canadian  lines  to-day. 

The  Chaibman.  What  are  the  connections  of  your  road  t 

Mr.  Wescott.  We  are  a  part  of  the  Boston  and  Maine  system  now. 
Originally  we  tried  to  build  a  line  from  Portland  to  Worcester,  Mass., 
and  to  make  it  a  line  from  the  South  to  transport  through  the  Pennsyl- 
vania Railroad  and  its  connections  into  Maine.  Of  course  we  were  side- 
tracked and  became  a  part  of  the  Boston  and  Maine  system. 

But  I  come  here  as  a  citizen  of  Portland,  and  represent  Portland  and 
not  the  railroad,  and  only  to  give  you,  from  my  experience  for  many 
years  past,  what  the  practical  operation  of  the  bonding  system  has 
been. 

The  Chaibman.  So  that  you  want  to  approve  of  what  has  been  said 
by  Mr.  Putnam,  namely,  that  any  interference  with  the  present  state 
of  affairs  would  be  injurious  to  Portland  and  your  Statel 

Mr.  Wescott.  Yes,  sir;  to  the  whole  State  of  Maine. 

The  Chaibman.  Do  you  think,  if  it  could  be  done  and  an  attempt 
were  made  to  put  the  Canadian  roads  upon  the  same  basis  and  under 
the  same  regulations  as  the  United  States  roa'ds,  that  it  would  inter- 
fere in  any  way  with  the  interests  of  your-Statet 

Mr.  Wescott.  I  have  this  idea,  that  in  order  to  make  it  a  practical 
question,  if  we  coul4  consolidate  the  different  systems  of  roads  into  two 
systems,  one  in  Canada  and  one  in  the  United  States,  with  one  head  to 
the  Canadian  system  and  one  head  to  the  American  system,  we  all  would 
have  a  system  we  could  live  under  5  but  when  you  put  in  a  third  system 
I  think  the  third  demoralizes  the  entire  system. 

The  Chaibman.  What  do  you  mean  by  the  third! 

Mr.  Wescott.  I  believe  in  consolidating  all  the  roads  in  the  United 
States  into  one  system,  and  if  they  make  enough  money  they  will 
build  up  another  system,  and  then  we  go  back  to  the  position  we  are  in 
today.  Legislation  will  not  affect  things  unless  you  stop  the  building 
of  railroads  and  put  all  the  roads  here  under  one  management.  It 
seems  to  me  that  is  the  practical  way  of  settling  the  question. 

The  Chaibman.  What  you  want,  then,  is  to  let  everything  remain 
as  it  is  f 

Mr.  Wescott.  That  is  about  the  size  of  it. 

The  Chaibman.  Do  yon  not  anticipate  that  in  the  course  of  time,  and 
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probably  very  soon,  the  drift  of  affairs  in  Canada  will  be  such  as  to 
make  It  the  policy  of  that  government,  withoat  any  reference  to  the 
action  of  the  United  States,  to  keep  on  its  own  soil  the  transportation 
of  all  its  foreign  shipments  f 

Mr.  Wesootx.  I  think  that  is  the  tendency,  so  far  as  I  have  ob- 
served. 

Mr.  Putnam.  The  present  policy  of  John  MacDonald  is  a  Canadian 
system.  He  is  liable  to  go  out  at  any  time  and  the  Grits  come  in,  vbec 
the  policy  will  be  reversed. 

The  Chairman.  Who  do  you  call  the  Grits  t     * 

Mr.  Putnam.  They  are  the  Outs.  I  suppose  they  correspond  with 
us  D(?raocrats  in  this  country. 

The  Chairman.  Are  they  the  Grits  in  this  country  t 

Mr.  Putnam.  They  are  the  Outs ;  that  is  sufficient. 

The  Chairman.  It  seems  to  me  that  with  the  method  that  the  Cana- 
dian Government  has  already  adopted  of  subsidizing  their  railroads  and 
their  steam-ship  lines  on  the  .west  coast  as  well  as  on  the  Atlantic,  the 
inevitable  result  will  be  that  they  will  take  care  of  their  coi^merce  on 
their  own  soil  and  keep  to  their  own  ports. 

Mr.  Putnam.  Then  our  roads  can  not  complain. 

The  Chairman.  I  make  that  suggestion  because  it  seems  to  me  that 
it  is  drifting  in  that  direction  without  any  reference  to  the  action  of  our 
Government. 

Mr.  Putnam.  They  never  can  do  it  in  the  world  unless  they  are  helped 
from  this  side  of  the  line. 

The  Chairman.  You  gentlemen  of  course  understand  that  we  are 
making  inquiry  to  gain  information  and  not  with  a  purpose  of  express- 
ing any  programme  on  the  part  of  this  committee  or  the  body  it  repre- 
sents. 

Senator  Blair.  Even  if  the  export  tradeof  Canada  went  over  Cana- 
dian soil  and  out  through  Cauailian  ports,  is  it  not  still  true  as  to  her 
as  well  as  to  us  that  the  domestic  trade  of  the  two  countries* with  each 
other  is  vastly  of  greater  importance,  and  prospectively  so,  than  the 
Canadain  export  trade  f 

Mr.  Putnam.  I  think  the  Canadian  export  trade  is  aboat  the  same 
as  the  United  States.  I  think  of  all  their  exports  about  half  3ome  to 
the  United  States. 

Senator  Blair.  I  do  not  make  myself  understood.  By  export  trade 
I  mean  to  Europe.  Necessarily  her  export  trade  to  the. United  States 
would  have  to  come  to  the  United  States  under  any  circnmstaoccs, 
would  it  not  f 

Mr.  Putnam.  Of  all  her  exports  about  half  come  to  the  United  States. 

Senator  Bi:air.  So  that  if  one-half  of  her  trade  is  with  the  United 
States  a  policy  that  would  exclude  her  traffic  from  the  United  States 
would  be  injurious  to  her  to  that  extent,  would  it  not  f 

Mr.  Putnam.  That  is  my  opinion  about  it,  but  at  the  same  time  I 
can  not  say  what  they  have  over  there. 

Senator  Blair.  I  am  thinking  of  the  damage  to  the  two  people  by 
anything  that  breaks  up  the  interchange  of  tlaeir  traffic,  and  I  under- 
stand you  to  say  that  any  legislation  that  will  lead  to  the  exclusion 
of  the  Canadian  line  will  be  injurious  to  Portland  and  the  State  of 
Maine. 

Mr.  Putnam.  Yes,  sir. 

Senator  Blair.  That  means  non-intercourse. 

Mr.  Putnam.  Certainly. 

Senator  Blair.  And  the  result  of  that  non-intercourse  is  not  as  to 
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the  export  trade  alone^  but  both  coautries  will  suffer  from  the  loss  of 
their  interchangeable  commerce. 

Mr.  PUTNAH.  Certainly.  • 

Senator  Blaib.  And  as  Canada  develops  and  becomes  a  great  nation 
we  would  feel  it  more  and  more,  would  that  not  be  sol 

Mr.  Putnam.  Yes,  sir;  but  at  the  same  time  I  do  not  like  to  put  in 
my  personal  opinion ;  but  I  put  into  the  case  the  crystallized  opinion 
of  the  people  in  Portland,  like  Governor  Washburn,  and  the  crystallized 
opinion  of  the  people  of  Portland  and  the  whole  i^eople  of  Msine,  as 
shown  by  the  fact  that  in  Portland  we  have  twice  invested  beyond  what 
many  persons  regard  the  ability  of  the  city  for  the  purpose  of  owning 
up  these  Canadian  lines  which  we  desire  today  to  keep  up.  I  desire 
to  put  that  in  rather  than  my  own  personal  opinion,  which  I  do  not 
consider  of  much  consequence. 

Senator  Blaib.  Perhaps  others  may  think  it  of  more  consequence 
than  you  do. 

STATEHEHT  OF  8.  W.  THAXTEB. 

Mr.  S.  W.  Thaxteb,  a  merchant  of  the  city  of  Portland,  appeared. 

The  Chaibman.  You  may  proceed,  Mr.  Tbaxter,  to  make  any  state- 
ment you  desire. 

Mr.  Thaxteb.  I  am  a  merchant  of  Portland  and  am  in  the  grain 
business,  and  have  some  familiarity  with  the  position  of  the  Grand 
Trunk  with  reference  to  the  business  of  Portland  and  the  whole  State 
of  Maine,  and  also  the  distribution  of  western  products  through  the 
State  of  Maine. 

Mr.  Putnam  has  dwelt  very  largely  upon  the  interest  that  Portland 
has  in  the  Grand  Trunk,  and  of  course  the  whole  State  of  Maine  has 
equal  interest.  It  is  a  community,  as  you  all  know,  that  draws  heavily 
upon  the  West.  There  is  no  community,  perhaps,  in  the  United  States 
that  draws  so  largely  on  the  Western  States  as  Maine,  owing  to  the 
course  of  business  at  home,  such  as  lumber,  ice,  etc.,  and  it  requires  a 
great  amount  of  Western  products  to  feed  the  men  and  horses,  and  it  is 
of  great  importance,  being  comparatively  a  poor  community,  that  we 
should  get  our  breadstufifs  as  cheaply  as  possible.  I  think,  therefore,  that 
any  discrimination,  as  Mr.  Putnam  says,  either  directly  or  indirectly,  that 
would  tend  to  enhance  the  value  of  this  western  produce  would  work  an 
injury  to  the  whole  State  of  Maine.  The  whole  State  of  Maine  is  largely 
dependent  on  the  Grand  Trunk  for  its  supplies.  It  touches  our  Maine 
Central  system  at  two  points,  at  Yarmouth  Junction  and  at  Danville 
Junction. 

From  those  two  points  the  distribution  of  Western  products  is  made. 

Even  our  agricultural  portions  take  a  largo  amount  of  Western  pro- 
duce for  the  reason  that  Western  produce  has  become  so  cheap  by  the 
cheapening  of  producing  and  transporting,  that  our  farmers  are  in  the 
same  position  as  the  English  farmers;  they  are  driven  out  of  certain 
kinds  of  agricultural  production,  such  as  wheat  and  Indian  corn.  Such 
corn  as  is  raised  in  Maine  is  only  used  for  canning  purposes,  and  where 
oats  used  to  be  raised  in  great  abundance  they  are  now  brought  in 
largely  from.the  Western  States. 

The  Chaibman.  Why  do  you  not  raise  oat«  f 

Mr,  Thaxteb.  When  oats  are  a  cent  a  pound,  as  they  ,now  are,  the, 
Maine  farmer  will  turn  his  attention  to  something  more  profitable. 

The  Chairman.  What  is  more  profitable  t 
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Mr.  Thaxter.  Raising  bay  and  potatoes  on  the  farm,  and  dairying. 
Dairying  has  increased  largely  in  the  State.  The  farmers  help  out  in 
the  winter  by  working  in  the  woods  and  in  other  ways. 

Farming  in  Maine  is  rather  a  precarions  way  of  getting  a  living. 
That  is  the  position  of  onr  State  and  the  people  in  it,  and  as  I  said  I 
doabt  if  there  is  any  community  that  use  so  mnch  of  staple  Western 
products  per  capita  as  the  State  of  Maine.  As  I  estimated  the  other 
day,  with  the  aid  of  some  Portland  merchants,  the  amount  brought  into 
the  State  of  Maine— and  I  have  made  a  low  estimate— is  fifteen  thou- 
sand cars,  of  which  I  reckon  three-fourths  come  in  over  the  Grand 
Trunk.  Practically  the  Grand  Trunk  has  been  our  only  connection 
with  t^e  West.  It  has  been  our  only  through  line.  We  ijiave  had  at 
times  other  through  routes,  but  they  have  been  given  up.  We  are  de- 
pendent on  the  rates  that  prevail. 

The  point  that  has  not  been  touched  on  fully  is,  as  Mr.  Putnam  said, 
that  there  are  Railroad  movements  going  on  that  are  important  to  the 
State  of  Maine,  and  Maine  must,  by  reason  of  its  geographical  situation 
be  connected  with  the  West  through  Canada. 

The  Chairman.  You  are  seeking  the  shortest  route. 

Mr.  Thaxter.  We  are  seeking  the.  shortest  route.  This  road  that 
has  recently  been  completed  is  no  doubt  going  to  make  a  great  differ- 
ence to  the  northern  part  of  our  State.  .It  runs  through  timber  lands 
that  heretofore  it  has  not  been  practicable  to  reach  and  operate.  I  un- 
derstand that  since  that  road  has  gone  there  lumber  is  brought  out 
through  Canada  down  through  Vermont  and  New  Hampshire  and  then 
to  the  sea-coast.  I  think  that  the  State  of  Maine  is  more  interested  in 
this  question  than  perhaps  any  other  community  in  the  United  States, 
for  we  are  more  dependent  upon  the  Grand  Trunk  road  at  the  present 
time  than  upon  all  the  other  roads  combined. 

The  Chairman.  What  proportion  of  your  purchased  products  comes 
from  Chicago  proper? 

Mr.  Thaxter.  When  the  traffic  is  open  the  largest  part  of  it  comes 
from  Chicago;  our  corn  and  oats  come  from  that  city  almost  entirely 
during  lake  navigation. 

The  Chairman.  When  lake  navigation  is  closed  where  do  you  ^et  it! 

Mr.  Thaxter.  Since  the  interstate  commerce  act  has  gone  into  effect 
it  largely  comes  from  Chicago.  Formerly  it  came  from  points  further 
south  and  west  of  Chicago. 

The  Chairman.  So  that  you  are  largely  dependent  for  what  you  live 
on  upon  the  West,  in  a  sense.  You  are  dependent  on  foreign  grain 
and  meats,  etc.  ? 

Mr.  Thaxter.  Yes,  sir. 

Tbe  Chairman.  Does  much  dressed  beef  come  from  the  West  to 
your  State  ? 

Mr.  Thaxter.  Yes,  sir ;  and  that  has  been  a  business  that  has  been 
very  largely  increasing  in  the  past  few  years,  and  it  comes  principally 
over  the  Grand  Trunk.  I  have  here  a  memorandum  taken  from  the 
Grand  Trunk  books.  There  were  handled  year  before  last,  in  1887,  in 
Portland  nlone,  367  cars  of  dressed  beef,  and  in  1888  766  cars,  or  more 
than  double  that  of  the  year  previous. 

Senator  Ue agan.  Was  that  for  local  consumption  or  for  export? 

Mr.  Thaxter.  Local  consumption.  I  think  the  export  of  dressed 
beef  by  way  of  Portland  has  been  little  or  none.  At  least  there  was  no 
export  the  last  year. 

In  addition  to  points  touched  on  by  Mr.  Pufnam,  I  will  say  that  wo 
have  at  Portland  five  months  of  the  year,  when  the  port  of  Montreal  ia 
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closed  for  navigation,  a  steamer  a  week  that  probably  takes  4,000  car 
loads  of  products,  half  leach  of  Aoiericau  and  Canadian  prodacts,  to 
ship  abroad. 

The  Chairman.  So  that  substantially  your  wish  is  to  let  matters  re- 
main as  they  are. 

Mr.  Thaxteb.  Yes,  sir ;  the  city  of  Portland  is  well  satisfied  and 
always  has  been  with  the  Grand  Trunk ;  it  has  proved  to  be  a  reliable 
road.  We  get  at  the  present  time  and  have  for  the  past  ten  years  ex- 
cellent dispatch.  It  is  equipped  at  both  ends  to  do  business  promptly 
and  regularly,  and  afifords,  I  think,  for  Chicago  shippers  fiicilities  that 
hardly  any  other  road  furnishes. 

The  Chairman.  State  just  what  American  connections  you  have 
there.  Suppose  the  Grand  Trunk  did  not  exist,  what  would  be  your 
communication  with  the  western  country  t 

Mr.  Thaxter.  We  would  be  under  obligation  to  our  friends  in  Bos- 
ton. We  would  have  to  come  around  by  way  of  Boston  at  an  arbitrary 
rate,  probably,  and  we  also  have  what  is  known  as  the  Portland  and 
Ogdensburgh  road,  now  under  the  control  of  the  Maine  Central,  which 
promises  to  be  a  strong  and  powerful  corporation  or  combination,  that 
strikes  down  into  New  York  by  tray  of  Syracuse,  and  also  the  Water- 
town  and  Ogdensburgh  Railroad  to  the  West  and  southwest. 

The  Chairman.  Have  you  any  fear  of  the  Canadian  Government 
drifting  this  foreign  trade,  this  foreign  commerce,  to  its  own  ports,  in- 
stead of  allowing  it  to  come  down  to  Portland  for  foreign  shipment  f 

Mr,  Thaxter.  That  is  something  I  am  not  very  well  acquainted  with 
and  my  opinion  would  not  be  of  much  account.  I  think  that  the  phys- 
ical obstacles  are  against  it,  however. 

T?he  Chairman.  What  is  the  amount  of  the  foreign  trade  at  Portland! 
Have  you  any  idea  of  its  magnitude! 

Mr.  Thaxter.  Do  you  mean  the  exportationst 

The  Chairman.  Yes,  sir. 

Mr.  Thaxter.  We  only  export  for  five  months  in  the  year.  I  should 
say  it  amounts  to  a  steamer  a  week;  sixty  to  seventy- five  thousand  tons 
during  the  season. 

The  Chairman.  Do  you  have  many  steamers  coming  there  loaded 
with  cargoes  from  other  countries! 

Mr.  Thaxter.  All  the  steamers  which  come  in  are  loaded,  largely 
with  Canadian  freight  shipped  through  Maine  into  Canada;  cargoes  of 
from  one  to  three  thousand  tons. 


STATEMENT  OF  HATHAH  CLEAVES. 

Mr.  Nathan  Cleaves,  surveyor  of  the  port  of  Portland,  appeared. 

The  Chairman.  What  is  your  name,  sir  ! 

Mr.  Cleaves.  Nathan  Cleaves. 

The  Chairman.  You  are  from  Portland,  I  suppose! 

Mr.  Cleaves.  Yes,  sir. 

The  Chairman.  Proceed  to  state  whatever  you  think  is  pertinent  to 
this  inquiry. 

Mr.  Cleaves.  I  have  nothing  to  add,  Mr.  Chairman  and  gentlemen 
of  the  committee,  except  to  corroborate  what  has  already  been  said ; 
but  I  am  charged  with  a  very  pleasant  duty  by  the  members  of  the  com- 
mittee of  the  Portland  Board  of  Trade,  in  which  the  Board  of  Trade  and 
the  leading  citizens  of  Bangor  join,  and  that  is  to  urge  upon  the  com- 
mittee to  visit  Portland.    I  wiU  say  that  fiastern  Maiu^  \^  N«t>j  \c»xxOok 
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interested  in  tbe  matters  before  yoar  committee,  and  the  Board  of 
Trade  of  Bangor  desire  to  be  heard.  The  chairman  of  onr  committee 
received  a  telegram  to-day,  asking  the  Interstate  Commerce  Committee 
to  fix  a  time  for  a  hearing,  and  he  has  also  received  a  telegram  from  a 
prominent  member  of  the  Board  of  Trade  saying  that — 

Portland  woald  be  much  preferred  for  the  hearing,  and  we  will  go  there  Monday, 
if  arrangements  can  be  made.  . 

I  was  going  to  suggest  to  the  committee — and  I  hope  you  will  recon- 
sider your  former  determination,  gentlemen — that  a  train  leaves  here 
on  Sunday  night  at  7  o'clock,  arriving  at  Portland  at  11  o'clock,  and 
there  is  also  a  train  on  Monday  morning  which  leaves  at  8  o'clock  and 
arrives  in  Portland  at  11  o'clock.  If  the  committee  could  only  remain 
in  Portland  until  6  o'clock  in  the  afternoon,  when  you  could  return  to 
Boston,  I  think  it  would  accomplish  the  object  of  the  Bangor  people. 

Senator  HiscoOK.  What  is  their  object ! 

Mr.  Cleaves.  To  have  the  committee  give  them  a  hearing,  as  I  have 
mentioned. 

Senator  HiscocK.  Would  they  contribute  any  new  facts  t 

Mr.  Cleavi;s.  The  Canadian  Pacific,  you  will  remember,  goes  near 
them,  and  they  are  very  much  interested  in  the  subject  which  is  before 
your  committee.  They  are  desirous  of  being  heard,  and  would  come 
here,  if  it  is  necessary. 

The  Chairman.  I  believe  there  is  already  one  gentleman  here  from 
Bangor,  who  desires  to  be  heard.  The  committee  would  not  feel  at  lib- 
erty to  leave  Boston  until  it  completes  its  work  here,  and  I  am  inclined 
to  think  that  tlie  committee  can  procure  all  the  information  from  those 
cities  that  they  desire  to  contribute.  If  we  can  not,  they  can  furnish 
their  views  in  writing,  which  will  be  embodied  in  the  report,  so  that 
they  will  not  suffer  in  that  respect. 

Mr.  Cleaves.  I  will  so  inform  them,  then. 

The  Chaiuman.  You  are  now  collector  of  the  port,  are  you  not  f 

Mr.  Cleaves.  No,  sir ;  I  am  surveyor  of  the  port. 

The  Chairman.  You  are  entirely  familiar  with  the  laws  governing 
this  bonding  system,  and  with  the  manner  of  doing  business  under  itf 

Mr.  Cleaves.  I  have  the  Begulations  of  the  Treasury  Department 
in  my  pocket,  which  give  the  law,  and  also  the  manner  of  doing  busi- 
ness. 

The  Chaibman.  Can  those  Begulations  be  procured? 

Mr.  Cleayes.  I  can  let  you  have  this  set 

The  Chairman.  Thank  you. 


STATEMENT  OF  L.  M.  SABOENT. 

Mr.  L.  M.  Sargent,  representing  the  Arkwright  Club,  of  Boston, 
appeared. 

The  Chairman.  What  is  your  name  1 

Mr.  Sargent.  L.  M.  Sargent. 

The  Chairman.  Whom  do  you  represent  especially  f 

Mr.  Sargent.  The  Arkwright  Club,  of  Boston. 

The  Chairman.  You  can  proceed  with  your  remarks. 

Mr.  Sargent.  Mr.  Chairman  and  gentlemen  of  the  committee:  The 
Arkwright  Club,  of  Boston,  is  a  ^ub  formed  of  New  England  manuftM$t- 
urers.  They  represent  the  principal  industries  of  Now  England,  and 
hearing  that  there  was  some  proposition  to  curtail,  in  a  way,  the  means 
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of  transportation  over  the  Canadian  liues  tliey  met  together  and  adopted 
the  following  resolutions : 

RESOLUTIONS  BY  THE  AnKWRlGHT  CLUB. 

Resolved,  That  the  Arkwrlght  Club  adopt  the  following  resolutions: 

(1)  That  for  many  years  a  considerable  quautity  of  produce  from  tb e Western  Stat  o^) 
has  been  carried  through  Canada  to  Boston,  not  only  for  home  consumption,  but  also 
for  export  from  the  port  of  Boston,  and  a  large  amount  of  manufactured  and  imported 
goods  have  been  sent  from  Boston  to  Canada,  and  through  Canada  to  the  Western 
States,  mnch  to  the  advantage  of  Boston  and  Now  England  interests. 

(2)  That  the  route  through  Canada  to  and  from  Boston  is  geographically  the  natural 
route  for  many  places  of  importance  in  the  Western  and  Northwestern  Slates. 

(3)  That  for  the  long  period  during  which  business  has  been  open  to  the  merchants 
and  manntactnrers  of  Boston  and  New  England  by  thi!)  channel,  it  has  been  carried 
on  by  tlm  Canadian  railway  companies  undertaking  it  in  a  fair  and  greatly  advan- 
tageous manner. 

(4)  That  a  competitive  route  through  Canada,  independent  of  other  trunk  lines  iu 
America,  has  been  of  great  benefit  to  the  merchants,  manufacturers,  and  the  com- 
mnnity  generally  of  Boston  and  New  England,  as  by  that  means  any  tendency  that 
might  otnerwise  have  been  to  charge  exorbitant  rates  has  been  held  iu  check. 

(5)  That,  by  reason  of  this  route  being  available  for  adoption  by  traders,  it  has 
been  also  a  direct  benefit  to  the  port  of  Boston,  from  the  fact  that  large  shipments  of 
Canadian  procluce  have  been  exported  through  it,  and  imports  for  Canada  made, 
which  would  not  have  been  received  had  there  been  any  such  restriction  upon  the 
free  interchange  of  such  bnsiness;  and  it  is  most  desirable  to  lay  before  the  Senate 
committee  this  expression  of  opinion,  in  the  hope  that  what  has  been,  and  is,  of  so 
much  benefit  to  Boston  and  New  England  will  be  continued  in  the  future. 

Henry  F.  Cok, 
Secretary  Arkivright  Clvh. 
July  1,  1889. 

The  general  interests  of  the  members  of  this  club  are  all  it  will  be 
necessary  for  me  to  touch  upon,  as  I  am  not  familiar  with  railroad  mat- 
ters. 

It  is  very  essential,  indeed,  to  the  mills  of  New  England,  especially 
to  those  in  Maine,  New  Hampshire,  and  Massachusetts,  that  every  i>os- 
sible  means  of  transportation  should  be  kept  open.  Business  is  iiiuler 
sharp  competition,  and  any  regulation  of  the  Canadian  roads  which 
would  tend  to  increase  the  cost  of  transportation  would  be  a  serious  iu- 
jury  to  the  mills. 

.  The  business  of  making  freight  contracts  is  done  by  the  customers, 
by  the  buyers  who  live  in  the  Northwest  and  West — speaking  now  of 
the  business  that  goes  to  the  Northwest.  They  are,  therefore,  familiar 
with  the  rates  of  freight,  and  the  managers  of  the  mills  here  in  New 
England  are  not,  as  a  general  rule.  Our  customers  prefer  to  use  .the 
Grand  Trunk  for  certain  portions  of  their  shipment,  particularly  in  the 
winter  reason.  The  Canadian  Pacific  is  used  principally  on  business 
for  export  to  China. 

I  do  not  know  that  I  have  anything  more  to  say  especially  on  this 
n)atter. 

The  Chairman.  You  speak  of  exports  to  China;  do  you  do  much  of 
that  business  t 

Mr.  Saegent.  The  mills  which  are  represented  in  this  club  do  a  good 
deal  of  it. 

The  Chairman.  How  much  iu  the  aggregate  ? 

Mr.  SARaENT.  Thirty  thousand  bales  of  goods  a  year  are  exported 
to  China  via  the  Canadian  Pacific. 

The  Chairman.  Do  you  send  any  ffoods  to  the  Pacific  coast  on  any 
other  line  for  export  to  China?  '^ 

Mr.  Sargent.  I  doubt  very  much  whether  any  of  the  other  lines  a.\:^ 
used  for  that  purpose. 
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The  Oh  AIRMAN.  How  does  that  happen  ? 

Mr.  Sarokmt.  I  do  not  know  how  it  happens.  The  parchaser  makes 
the  rates ;  we  do  not. 

Senator  HiscoGE  You  say  the  parchaser  makes  the  rates  t 

Mr.  Sargent.  Yes,  sir. 

The  Chairman.  Where  is  he! 
•    Mr.  Sargent.  The  purchaser  of  the  goods  which  are  exported  to 
China  is  a  broker  in  New  York. 

The  Chairman.  Why  do  you  not  make  the  rates  f 

Mr  Sargent.  We  find  it  more  profitable  and  better  to  allow  the  pur 
chasers  to  make  their  own  arrangements.  The  great  effort  of  the  West- 
ern buyers  has  been  to  compel  the  New  England  mills  to  deliver  their 
goods  in  Chicago  free.  That  is  resisted.  Probably  one  of  the  larg- 
est articles  of  cotton  goods  sent  West  is  a  sheeting  known  as  LL  sheet- 
ing, which  is  made  by  the  company  I  represent.  That  sheeting  is  sold 
at  exactly  tlie  same  price  in  Chicago  as  we  get  for  it  here.  1  suppose 
that  may  be  true  of  a  number  of  other  lines  of  cotton  products. 

The  Chairman.  So  that  nearly  everything  that  is  exported  to  China 
goes  by  the  Canadian  Pacific  f 

Mr.  Sargent.  I  think  that  is  probably  true.  The  principal  exports 
to  China  are  heavy  sheetings  and  drills.  Those  are  made  by  the  mills 
in  Maine  and  New  Hampshire,  and  to  some  extent  l>y  companies  in 
Lowell  and  Lawrence. 

The  Chairman.  None  are  made  in  Boston  f 

Mr.  Sargent.  There  are  no  cotton  factories  in  Boston.  The  factories 
which  have  business  headquarters  in  Boston  are  located  in  Lowell  and 
Lawrence. 

The  Chairman.  How  far  are  those  two  cities  from  Canadian  railroad 
cpnnectious  f 

Mr.  Sargent.  I  could  not  tell  you  exactly.  They  get  throngfa  bills 
of  lading. 

The  Chairman.  What  is  the  specific  route  from  Lowell,  for  instance, 
to  the  point  of  export! 

Mr.  Sargent.  I  do  not  know. 

The  Chairman.  The  goods  do  not  come  to  Boston,  do  they  f 

Mr.  Sargent.  No,  sir. 

Senator  Blair.  They  go  by  the  Merrimac  Valley! 

Mr.  Sargent,  Yes,  sir. 

Senator  Blair.  Over  the  Vermont  Central  f 

Mr.  Sargent.  Yes,  sir ;  probably.  I  am  not  familiar  with  that  part 
of  the  business ;  I  merely  know  in  a  general  way  that  through  bills  of 
lading  over  the  Canadian  roads  are  given  at  the  mills. 

Senator  Reagan.  In  shipping  cotton  goods  over  the  Canadian  lines 
from  Lowell,  do  you  know  whether  through  bills  of  lading  are  £^ven  to 
Vancouver  f 

Mr.  Sargent.  My  impression  is  that  through  bills  of  lading  are 
given. 

Senator  Reagan.  Do  you  know  by  what  route  the  goods  go  to  get  to 
the  Canadian  line  f 

Mr.  Sargent.  They  are  taken  in  Lowell  and  Lawrence  by  the  Bos- 
ton and  Maine  and  taken  to  the  Canadian  road  connection. 

Senator  Reagan.  You  are  not  certain  as  to  whether  through  bills  of 
lading  are  given  or  not. 

Mr.  Sargent.  I  feel  pretty  covpdent  that  they  are. 
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STATEMENT  OF  T.  8.  EDMANDS. 

Mr.  T.  S.  Edmands,  a  cloth  manafactarer  of  Dover,  1^.  H.,  appeared. 

The  Ghaibman.   Please  state  your  name. 

Mr.  Edmands.  T.  S.  Edmauds. 

Tbe  Chairman.  We  will  be  glad  to  bear  anything  you  may  wish  to 
say. 

Mr.  Edmands.  The  company  I  represent,  located  at  Dover,  N.  H., 
manafactures  cloths  and  also  prints  the  cloths  which  we  mapafactare  be- 
sides buying  cotton  prints,  also  satins,  calicoes,  etc.,  from  other  mills. 

The  Chairman.  Where  do  you  find  a  market  for  your  goods  ? 

Mr.  Edmands.  They  are  sold  all  over  the  country. 

The  Chairman.  Do  yon  have  much  of  an  export  business  ? 

Mr.  Edmands.  We  have  exported  a  few  goods,  but  very  few. 

The  Chairman.  You  do  not  export  very  much  f 

Mr.  Edmands.  No,  sir;  we  sell  our  goods  either  in  Boston  or  New^ 
York,  and  elsewhere,  principally  Boston  and  New  York.  We  shipped 
about  800  cases  last  year  to  Chicago  over  the  Grand  Trunk. 

The  Chairman.  You  are  interested  in  the  Grand  Trunk,  too,  then  f 

Mr.  Edmands.  Very  much;  but  more  than  that  we  are  more  inter- 
ested— all  the  cotton-mills  are — on  account  of  the  arbitrary  on  our  cot- 
ton bales.  Formerly,  before  the  Canadian  roads  came  in,  we  had  to 
pay  a  5cent  arbitrary. 

The  Chairman.  On  raw  cotton  from  the  South  ? 

Mr.  Edmands.  Yes,  sir.  That  amounted  to  20  cents  a  bale,  in  round 
numbers,  and  20  cents  a  bale  in  the  aggregate  amounts  to  something. 

The  Chairman.  You  are  not  paying  that  arbitrary  since  the  Canadian 
Pacific  has  been  doing  your  transportation  ? 

Mr.  Edmands.  it  was  the  effect  of  the  Canadian  Pacific  that  did 
away  with  the  arbitrary.  Very  little  cotton  goods  come  that  way.  It 
is  simply  the  effect  of  the  Canadian  Pacific  being  able  to  bring  it  that 
has  induced  the  other  roads  to  cut  off  the  arbitrary. 

The  Chairman.  The  American  roads  do  not  charge  it  now,  either  ? 

Mr.  Edmands.  No.  sir. 

The  Chairman.  They  did  until  the  Canadian  Pacific  came  to  your 
relief  t 

Mr.  Edmands.  Yes,  sir. 

The  Chairman.  How  much  do  you  manufacture  a  year  in  value  t 

Mr.  Edmands.  From  $3,500,000  to  $i,000,000  worth. 

The  Chairman.  How  many  persons  do  you  employ  ! 

Mr.  Edmands.  About  1,800,  in  round  numbers. 

The  Chairman.  Are  they  largely  adults  f 

Mr.  Edmands.  About  equally  divided  betwixt  males  and  females, 
and  I  should  think  perhaps  one-quarter  under  age.  That  is  simply  in 
the  cotton-mill.  Then  in  the  print-works  the  employes  are  nearly  all 
adult  males.    We  have  a  cotton-mill  and  print-works  besides. 

The  Chairman.  From  where  does  your  cotton  comet 

Mr.  Edmands.  From  Texas  and  Arkansas. 

Then,  as  regards  the  export  business,  even  if  the  goods  which  are 
shipped  to  China  did  not  goon  the  Canadian  Pacific,  they  would  not  go 
on  the  Union  Pacific.  When  they  are  not  sent  by  way  of  Vancouver 
they  are  sent  to  New  York,  and  from  there  to  Liverpool,  and  then  over 
the  Suez  Canal.  They  would  not  ^  over  the  Union  Pacific  to  San 
Francisco  at  all. 

The  Chairman.  They  never  did! 
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Mr.  Eduiiinds.  Yes,  sirj  I  think  it  was  tried;  but  it  was  not  a  sno- 
cess. 

The  Chairman.  Then  it  is  not  only  the  rate  at  which  the  goods  are 
shipped,  but  the  manner  of  shipment. 

Senator  Blair.  Do  you  reside  at  Dover  f 

Mr.  Edmands.  No,  sir.    I  do  business  in  Dover,  but  I  live  here. 

Senator  Blair.  The  mills  you  personally  represent  are  not  the  entire 
manufacturing  interest  of  the  city  t 

Mr,  Edmands.  No,  sir. 

Senator  Blair.  What  other  mills  are  there! 

Mr.  Edmands.  Governor  Sawyer  h«s  a  large  woolen  mill  there. 

Senator  Blair.  Do  you  know  anything  about  Xhe  outlet  of  his  mill  t 

Mr.  Edmands.  I  do  not.  It  is  presumably  throughout  the  West  and 
East. 

Senator  Blair.  That  mill  would  naturally  use  the  same  roads  that 
you  do. 

Mr.  Edmands.  Yes,  sir;  the  I^ational  Dispatch  line. 

Senator  HiscooK.  You  say  that  your  shipments  to  China,  if  they 
were  not  made  over  the  Canada  road,  would  be  made  to  Europe,  and 
thence  through  the  Suez  Canal,  and  that  there  seems  to  be  some  ob- 
stacle in  the  way  of  their  going  to  San  Francisco.  Please  describe 
that  obstacle. 

Mr.  Edmands.  I  can  not  speak  from  my  own  experience.  We  do  not 
ship  goods  to  China.  I  understand  from  the  manufacturers  and  shippers 
of  drills  that  they  get  better  facilities  over  the  Canadian  Pacific  than 
they  have  ever  been  able  to  get  over  the  Union  Pacific. 

Senator  HiscocK.  I  understand  you  to  say  that  the  Canadian  route 
only  competed  with  the  European  route,  and  that  the  shippers  have  not 
been  accustomed  to  patronize  the  San  Francisco  route  at  all ;  and  I  did 
not  know  but  you  might  know  what  the  obstacles  were  that  interfered 
with  the  business  going  to  San  Francisco.  That,  to  my  mind,  is  qaite 
an  important  question. 

Mr.  Edmands.  I  do  not  think  we  have  more  than  a  half  a  dozen  cus- 
tomers who  ship  to  China.  One  party  makes  all  his  shipments  that 
way  ;  the  other  parties  ship  by  the  Suez  Canal. 

Senator  HisoooK.  Can  you  give  a  reason  why  the  San  Francisco 
roads  do  not  compete  for  this  traffic  t 

Mr.  Edmands.  I  think  the  reason  is  that  the  service  is  not  as  good 
over  the  Union  Pacific  as  over  tbe  Canadian  Pacific,  and  the  American 
roads  know  it.  If  you  ship  by  tbe  Canadian  Pacific  they  run  a  car  right 
into  your  mill-yard,  where  it  is  loaded  and  sealed  and  it  goes  to  Van- 
couver without  any  trouble  whatever. 

Senator  Hiscook.  Is  the  bulk  not  broken  f 

Mr.  Edmands.  1  have  known  it  to  be  broken  at  Albany  and  again  at 
Chicago. 

Senator  Hiscock.  Your  understanding  is  that  those  shipments  would 
be  made  over  tbe  Canadian  Pacific  rather  than  over  the  American  roads 
even  if  there  were  no  difference  in  rate  ? 

Mr.  Edmands.  The  shippers  would  prefer  the  American  roads^I  should 
think. 

Senator  Hiscock.  At  the  same  rate  t 

Mr.  Edmands.  Yes,  sir. 

Senator  Hiscook.  Do  yon  know  whether  the  rates  are  tlie  same  on 
the  Canadian  Pacific  as  on  the  American  roads  1 

Mr.  Edmands.  I  do  not  know ;  I  am  not  a  shipper. 

At  4  o'clock  p.  m.  the  committee  adjourned  until  Monday,  July  8, 
1889,  at  10  o'clock  a,  m. 
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Boston^  Mass.,  July  8, 1889. 

The  committee  met  at  10  o'clock  a.  m.,  pursaant  to  adjonrnmeut. 

The  Chairman.  I  am  informed  that  there  i«  a  delegation  here  from 
Bangor,  Me.,  who  would  lil(e  to  be  heard  for  a  brief  time.  If  they  do 
not  have  full  opportunity  to  say  to  the  committee  at  this  time  all  they 
desire  to  state,  they  ask  leave  to  follow  it  up  with  a  written  statement, 
which  is  entirely  ap:reeable  to  thjs  committee.  The  committee  is  now 
ready  to  listen  to  whatever  the  Bangor  delegation  desires  to  submit. 


.  STATEMENT  OP  EDWABD  B.  HEALLET. 

Mr.  Edward  B.  Nballby,  a  member  of  the  committee  of  the  Board 
of  Trade  of  Bangor  and  of  the  committee  of  the  Bangor  and  Piscataquis 
Bailroad)  appeared. 

The  Ohaibman.  Where  do  you  reside,  Mr.  Nealley? 

Mr.  Neallet.  Bangor,  Me.  My  associates  and  myself  appear  here 
to-day.  In  the  first  place,  for  the  purpose  of  representing  a  committee  of 
the  Board  of  Trade  of  Bangor,  and  to  present  their  resolutions,  which 
I  submit  now  without  reading. 

The  Chairman.  They  will  be  embodied  in  tie  report  of  these  pro- 
ceedings. 

The  resolutions  are  as  follows : 

RESOLUTIONS  OF  THE  BANOOR  BOARD  OF  TRADE. 

Bangor,  July  3, 1889. 

At  a  special  meetinj(  of  the  Bangor  Board  of  Trade,  held  July  2,  the  following  reso- 
latioDS  were  passed : 

Whereas  the  Canadian  Pacific  Railway  Company  has  constructed  a  railroad  through 
the  State  of  Maine,  under  a  charter  granted  by  our  Legislature,  which  makes  connec- 
tion with  the  railroads  of  onr  State : 

Resolved,  That,  in  our  judement,  good  faith  requires  tJat  that  company  should  have 
all  the  privileges  now  allowed  by  the  laws  of  the  United  States  for  the  transportation 
of  merchandise  through  this  State  to  and  from  points  in  the  Dominion  of  Canada,  and 
that  all  facilities  should  be  given  for  the  transportation  of  breadstnffs  and  other  mer- 
chandise to  and  from  all  points  in  our  Western  States  over  railroads  in  Canada  to  and 
frono  all  points  in  this  State  and  connecting  railroads. 

Resolved,  That  Mayor  C.  F.  Bragg,  Hon.  J.  8.  Wheelwright,  Hon,  E.  B.  Nealley,  Hon. 
Lysander  Strickland,  Hon.  Lewis  Barker,  Hon.  J.  P.  Bass,  Hon.  John  L.  Cutler,  Hon. 
D.  F.  Davis,  C.  P.  Stetson,  esq.,  B.  B.  Thatcher,  esq.,  John  S.  Jenness,  esq.,  and  James 
Tobin,  esq.,  be  appointed  a  committee  to  appear  before  Senator  Cullom's  committee  to 
present  this  resolve  and  make  snch  representations  as  may  seem  to  them  to  be  neces- 
sary, and  to  act  in  conjunction  with  a  similar  committee  already  appointed  by  the 
Bangor  and  Piscataquis  Railroad. 

Henry  Lord, 

President 
J.  P.  Bass, 
Senretary  pro  tern. 

Mr.  Nealley.  We  appear  also  ae  a  committee  of  the  Bangor  and 
Piscataquis  Railroad  Company,  winch  has  a  short  line  of  about  90  miles 
running  from  Bangor  to  a  point  on  the  Canadian  Pacific,  which  line  has 
Deen  built  almost  entirely  by  the  city  of  Bangor  and  controlled  by  the 
city  of  Bangor.  The  line  was  built  for  the  purpose  of  connecting  with 
the  Canadian  Pacific  when  completed.  We  shall  probably  avail  our- 
selves of  your  privilege  to  file  some  statement  hereafter  in  connection 
with  this  matter.  At  present  we  will  not  take  up  your  time  only  so  far 
as  one  of  our  number  is  concerned,  and  further  than  that  we  desire  to 
appear  by  counsel^  Mr.  Charles  P.  Stetson. 
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STATEHEirr  OF  CHARLES  P.  STETSON. 

Charles  P.  Stetson,  an  attorney-at-law,  of  Bangor,  Me.,  appeared. 

The  Chairman.  Yoa  may  proceed,  Mr.  Stetson,  withoat  iuterruption 
from  the  committee. 

Mr.  Stetson.  Mr.  Chairman,  and  gentlemen  of  the  committee,  the 
city  of  Bangor,  the  principal  town  of  eastern  Maine,  and  the  Bangor 
and  Pi8cataquis>  Railroad  Company,  which  has  a  railroad  extending 
from  Bangor  to  Moosehead  Lake,  about  90  miles  in  length,  have  full  in- 
terest in  the  subject-matter  of  your  investigation,  and  have  thi/ught  that 
their  views  and  position  might  be  worthy  of  your  consideration  with 
reference  to  the  matter  before  you. 

BANGOR'S  CONNECTION  WITH  THE  WEST. 

We  are  interested  in  connection  with  the  Canadian  Pacific  Bailroad  in 
this  manner:  Bangor,  on  the  Penobscot  River,  the  principal  city  of  eastern 
Maine,  many  years  ago  embarked  in  the  enterprise  of  building  the  Bangor 
and  Piscataquis  Kailroad  in  a  northwesterly  direction  to  Moosehead  Lake, 
and  put  into  that  enterprise  in  all  over  $1,000,000,  between  $1,000,000  and 
$1,500,000.  One  object  of  building  this  road  was  to  form  a  connection 
with  a  contemplated  route  westerly  from  Moosehead  Lake  to  the  West- 
ern States,  connecting  with  the  railroad  system  of  Canada.  The  city 
of  Bangor  had  not  the  ability  to  carry  out  this  scheme  and  it  lay  dormant 
lor  a  considerable  length  of  time.  They  finished  their  road  to  the  lake. 
Afterward  the  Canadian  Pacific  Eailroad  became  possessed  of  the 
charter  which  had  been  granted  by  the  State  of  Maine  for  baildiug  the 
railroad  from  Moosehead  Lake  to  the  western  line  of  the  State,  and  they 
have  just  finished  the  construction  of  a  line  of  railroad  from  the  westerq 
line  of  the  State  to  the  foot  of  Moosehead  Lake,  about  70  miles,  thence 
in  a  southwesterly  direction  connecting  with  the  Maine  Central  Bailroad, 
which  is  the  principal  railroad  system  of  the  State  of  Maine,  at  a  place 
called  Mattawamkeag,  and  thence  to  the  city  of  St.  John. 

Now  the  city  of  Bangor  is  interested  in  its  connection  with  this  road 
in  this  way,  that  it  gives  them  a  short  route  to  the  West.  The  distance 
over  this  line  of  railroad  and  its  connections — especially  the  road  called 
the  '*  Soo  "  route — is  about  the  same  distance,  Minneapolis  to  Ban- 
gor, as  from  Minneapolis  to  Boston  by  the  American  routes,  and  aboat 
the  same  distance,  within  40  miles,  as  the  shortest  distance  to  the  port 
of  Portland  by  the  Grand  Trunk.  We  are  interested,  may  it  please  the 
committee,  in  having  the  intercourse  and  connection  with  this  Canadian 
Pacific  road  free  from  restrictions  as  much  as  possible. 

The  city  of  Bangor  is  a  distributing  point  in  the  eastern  part  of  the 
State.  We  want  to  be  free  from  any  hindrance  to  a  free  passage  of 
freights  to  Bangor,  and  we  mainly  appear  in  the  same  view  as  onr 
friends  from  Portland  who  were  before  you  on  Saturday,  as  our  positiou 
is  very  similar  to  theirs. 

I  will  therefore  not  occupy  your  time  by  going  over  the  same  Rronnd 
which  they  did,  because  I  think  it  must  be  evident  to  the  committee 
that  a  statement  of  our  positiou  shows  our  interest  in  this  matter  and 
demonstrates  that  we  should  have  as  favorable  connections  with  the 
Canadian  Pacific  as  possible,  in  order  to  bring  us  as  near  as  possible  to 
the  great  West,  that  we  may  have  its  products  and  reach  a  market  in 
the  West  that  must  have  certain  of  our  products,  and  it  would  be  for 
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the  benefit  of  our  railroad,  the  benefit  of  our  city,  a«d  the  benefit  of 
that  part  of  the  State  of  Maine  that  the  connection  should  be  a8  un- 
trammeled  by  any  laws  and  regulations  as  may  be. 

THE  CANADIAN  PACIFIC  BRANCH  IN  MAINE. 

The  question  has  been  discussed  here  as  to  competition  with  Canadian 
points,  such  as  St.  John,  but  that  does  not  stand  in  the  way  of  inter- 
course and  a  comiection  without  shackles  and  without  legislation  which 
might  impose  restrictions,  because  by  the  charter  grunting  the  privilege 
to  this  road  to  pass  through  the  State  of  Maine  a  provision  is  made 
which  we  think  protects  us  in  the  matter. 

The  Chairman.  That  is  a  State  charter,  I  suppose.    - 

Mr.  Stetson.  A  State  charter.  The  charter  was  originally  given  to 
another  international  railroad  company,  and  was  granted  to  citizens  of 
Bangor,  principally,  with  a  view  that  with  the  Bangor-  and  Piscataquis 
Kailroad  they  should  have  a  close  connection  to  the  West.  But,  as  I 
stated  before,  this  road  afterward  came  under  the  control  of  the  Cana- 
dian Pacific  and  they  built  an  kidepeudeut  line  from  Moosehead  Lake 
easterly,  against  the  wishes  of  the  Bangor  and  Piscataquis  Eailroad 
Company. 

The  Canadian  Pacific  went  to  the  Legislature  of  Maine  and  asked  for 
a  charter  for  a  road  which  they  said  would  afford  a  more  direct  route 
from  Moosehead  Lake  easterly.  The  Legislature,  in  granting  them  this 
right  against  the  protest  of  the  Bangor  and  Piscataquis  Railroad  Com- 
pany, which  expected  to  be  a  part  of  the  through  line,  placed  upon  them 
certain  restrictions  which  prevent  any  competition  with  St.  John  or 
the  provincial  ports,  and  with  the  permission  of  the  committee  I  will 
state,  as  it  may  be  germane  to  the  subject-matter  of  this  hearing,  that 
it  was  provided  that — 

Said  InternatioDal  Railway  Company,  its  lesnees  and  assigns,  shall  freely  deliver 
to  and  receive  from  conuoctiiig  railroads,  their  leeisees  and  assigns,  passengers  and 
also  carsj  with  or  >vithont  mtTchandlBO  londtd  therein,  and  shall  aflord  reasouahle 
facilities  at  its  connection  with  .said  railroads  for  exchange  of  said  passengers  and 
c&rs;  and  said  International  Railway  Compaoy,  its  lessees  and  assigns,  shall  deliver 
passengers  and  freight  to  and  take  the  same  from  connecting  railroads  in  this  State, 
its  lessees  and  assigns,  without  discrimination,  and  shall  make  and  maintain  their 
rates  with  all  connecting  railroads  in  this  State,  their  lessees  and  aBsigns,  pro  rata 
and  according  to  the  distance  carried  on  the  railroad  of  said  corporation,  its  lessees 
and  assigns. 

Nothing  herein  contained  shall  deprive  any  railioad  contracting  with  said  Inter- 
national Railway  of  the  henetit  of  the  general  laws  relating  to  connecting  railroads. 

That  provision  in  the  charter,  we  ttiink,  protects  us  and  gives  us  fair 
rates  over  the  Canadian  Pacific,  so  that  no  trade  will  be  diverted  to 
the  ports  of  the  Lower  Provinces  to  the  i)rejudice  of  our  citizens,  as  they 
are  called. 

With  the  permission  to  file  a  brief  of  our  case,  I  will  rest  the  matter 
here. 

The  Chairman.  Suppose  you  had  not  this  Canadian  connection,  how 
would  you  get  to  the  West  f. 

Mr.  Stetson.  Our  route  is  by  what  is  called  the  Maine  Central  Rail* 
road  Company,  which  has  its  connections  at  Boston  and  Portland  by 
the  Grand  Trunk,  and  by  the  railroads  centering  in  Boston  and  New 
York. 

The  Chairman.  Your  outlet,  then,  would  be  by  way  of  Boston,  as  I 
understand' you  f 
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Mr.  Stetson.  It  wcmld  be  by  the  Maine  Central  Kailroad  by  the  way 
of  Boston,  Portland,  and  New  York.  *  We  have  water  connectiou,  ad 
you  know,  and  are  protected  in  that  manner. 

The  Chairman.  How  long  have  you  had  these  connections  yoa  speak 
of  with  the  Canadian  roads  1 

Mr.  Stetson.  It  is  proper  to  state,  in  answer  to  your  qnestfon,  that 
this  road  has  just  been  finished,  and  our  advantages  are  in  the  future, 
and  are  prospective  rather  than  based  on  a  judgmentof  what  has  taken 
place.  The  road  has  lately  been  completed,  and  has  commenced  the 
running  of  its  trains  this  spring.  I  therefore  say  that  our  advantages 
are  prospective. 

The  Chairman.  You  have  not  realized  the  advantages  as  yetf 

Mr.  Stetson.  No,  sir. 

The  Chairman.  Do  you  think  it  will  make  any  great  difference  to 
^ou  in  the  way  of  cheapening  transportation  f 

Mr.  Stetson.  We  anticipate  that  it  will.  We  expect  that  it  will 
give  us  lower  rates  and  will  benefit  our  road  from  Bangor  to  the  lake, 
affording  cheaper  rates  on  all  western  products  for  Bangor  and  that 
part  of  the  State. 

Senator  Gorman.  What  is  the  length  of  this  International  road  which 
the  Canadian  Pacific  controls  ? 

Mr.  Stetson.  It  is  about  145  miles,  extending  from  the  western 
boundary  of  the  State  to  a  junction  with  the  Maine  Central  Railroad  at 
a  place  called  Mattawamkeag,  thence  continuing  under  a  trafilc  arrange- 
ment on  that  road  about  150  miles,  making  a  distance  of  something 
over  300  mile^. 

Senator  Gorman.  That  is  a  railroad  subsidized  by  the  Canadian 
Government ! 

Mr.  Stetson.  Yes,  sir ;  subsidized  by  the  Canadian  Government. 
The  amount  and  conditions  of  the  subsidy  are  not  clearly  in  my  mind 
now,  but  it  is  a  considerable  subsidy,  granted  to  the  company  for  the 
purpose. 

Senator  Gorman.  Ton  do  not  know  the  amount  of  that  subsidy  1 

Mr.  Stetson.  No,  I  do  not. 

Mr.  Neallby.  I  think  the  Government  gave  $250,000  a  year  for 
twenty  years. 

Mr.  Stetson.  The  annuity  was  capitalized  for  the  purpose  of  en?s- 
bliug  the  building  of  the  road.  The  main  purpose,  I  suppose,  of  the 
Dominion  is  to  make  a  close  connection,  or  a  short  route,  between  the 
Upper  and  Lower  Provinces,  and  the  building  up  of  the  ports  of  Mon- 
treal, St.  John,  and  Halifax. 

SeTtator  Gorman.  It  has  been  stated  that  there  is  a  subsidized  line 
of  steamers  at  St.  John  running  in  connection  with  the  Canadian 
Pacific.  Would  not  the  natural  tendency  of  the  controllers  of  the  roafl 
be  to  run  their  freight  through  to  the  end  of  their  line  at  Hiilifax,  or 
St.  John,  and  then  ship  abroad  by  steamers  rather  than  from  jour 
port  ? 

Mr.  Stetson.  That  is  a  matter  that  hardly  comes  within  our  view  of 
the  case,  because  we  are  not  an  exporting  port.  It  would  not  affect  ns 
as  it  would  the  city  of  Portland.  Our  advantage  by  this  line,  as  we 
imagine,  is  the  giving  to  us  of  cheap  rates  on  western  products  destined 
to  Bangor  ami  our  part  of  the  State. 

The  Chairman.  For  your  own  consumption  I. 

Mr.  Stetson.  For  our  own  consumption,  and  it  gives  ns  more  busi- 
ness on  the  line  of  railroad  in  wliicli  the  city  is  largely  interested. 
There  is  one  road,  and  perhaps  more,  cbarlcred  from  liangor  to  the  sea- 
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coast  of  Maine.    Oastine  is  one  of  the  ports  wbich  may  be  affected,  bat 
I  have  not  the  facts  with  reference  to  i^Il  this  in  my  mind  at  this  time. 

The  Chairman.  How  near  does  this  connection  you  speak  of  bring 
you  to  Dulnth  as  compared  with  the  American  lines  1 

Mr.  Stetson.  I  think  the  difference  is  70  or  80  miles.  As  I  stated 
we  are  as  near  to  St.  Paul  by  this  route  as.is  Boston,  or  within  10  miles 
as  near. 

•  Senator  Blaib.  Do  you  understand  that  the  principal  terminus  of 
the  Canadian  Pacific  on  the  Atlantic  is  to  be  Halifax  or  St  John  f 

Mr.  Stetson.  St.  John  or  Halifax.  I  suppose  there  is  competition 
between  those  two  ports  in  reference  to  the  steamers,  to  which  I  under- 
stand the  Canadian  Government  has  granted  a  subsidy.  Parties 
representing  St^  John's  interests  went  this  spring  to  Ottawa  to  get  the 
benefit  of  that  subsidy  and  make  St.  John  the  terminus,  but  I  do  not 
know  with  what  success. 

Senator  Blaib.  Is  there  understood  to  be  any 'competition  between 
Portland  and  St.  John  or  Halifax  for  the  transportation  of  the  traffic 
coming  over  the  Canadian  Pacific  which  goes  across  the  ocean  1 

Mr.  Stetson.  I  think  not. 


STATEMEHT  OF  J.  P.  BA88. 

Mr.  J.  P.  Bass,  secretary  ot  the  Board  of  Trade  of  Bangor,  appeared. 

The  Chaieman.  We  are  ready  to  hear  you,  Mr.  Bass. 

Mr.  Bass.  I  will  state  to  the  committee,  as  secretary  of  the  Board  of 
Trade  of  Bangor,  in  reference  to*  what  Mr.  Stetson  said  with  respect  to 
our  not  being  an  exporting  port,  that  we  have  and  always  have  had  au 
arbitrary  as  between  the  billing  points  of  the  Grand  Trunk  and  the 
roads  terminating  at  Boston.  Kow,  we  believe  that  we  should  get  all 
the  rights  that  we  are  entitled  to  have  by  this  road  being  built  across 
Maine,  and  if  we  had  our  rights  we  would  be  an  exporting  port  for  lumber 
and  even  for  the  products  from  the  West,  excepting  in  the  winter.  Two 
thousand  ton  ships  can  load  at  the  wharves  at  Bangor  and  not  ground, 
and  with  freight  carried  through  to  the  Provinces  as  cheaply  as  it  is  we 
woald  become  an  exporting  point,  and  the  same  would  apply  to  Castine. 
That  is  as  good  a  port  as  there  is  on  the  coast  of  Maine. 

There,  on  the  Penobscot,  is  just  as  good  a  port  as  Boston,  and  it  only 
freezes  there  when  it  freezes  at  Boston.  Vessels  of  any  size  can  load 
there.  It  seems  to  us  if  there  is  to  be  any  legislation  with  respect  to 
these  Canadian  roads  for  the  protection  of  American  ports,  that  the 
Canadian  lines  should  be  obliged  to  deliver  freight  as  cheaply  per  mile 
to  connecting  lines  in  the  United  States  as  they  carry  it  through  to 
the  cities  in  the  Lower  Maritime  Provinces.  Then  the  American  roads 
and  American  ports  could  not  be  interfered  with,  because  a  connecting 
road  at  Newport  could  take  the  freight  over  their  line  as  cheaply  per 
mile  as  the  Canadian  roads  could.  Bangor  and  Castine  and  the  port  at 
Mount  Desert  are  better  ports  than  St.  John  for  that  business. 

The  Chaieman.  And  they  are  all  in  the  United  States  f 

Mr.  Bass.  All  in  the  United  States. 

Senator  Blaib.  Would  you  make  that  a  condition  upon  the  com- 
merce coming.from  Canada  for  exportation  ? 

Mr.  Bass.  If  I  had  the  power  I  would  make  it  that  the  Canadian 
roads  should  not  carry  freight  of  the  same  class  per  mile  through  any 
section  of  the  United  States  for  themselves,  whether  it  was  C^tnadian 
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or  Uuited  States  freight,  at  a  less  rate  per  mile  than  that  freight  coald 
be  takeil  off  and  delivered  to  a  coimecting  road  at  this  end;  that  is,  the 
people  of  the  United  States  and  the  American  ports  shoald  be  given 
jast  as  low  a  rate  per  mile  for  passengers  and  freight  coming  to  Ameri- 
can ports  and  points  as  the  (Jaoadian  roads  carry  it  tlirongh  to  their 
own  provinces.  The  principle  of  that  is  applied  in  the  charter  from  the 
State  of  Maine,  if  not  in  the  (Jnited  States  law. 

Senator  Gorman.  Is  there  any  route  going  entirely  through  Cana- 
dian territory  to  reach  St.  John  f 

Mr.  BASS.,  I  think  there  is,  by  the  Intercolonial  road,  but  it  is  300  or 
400  miles  longer.  They  could  avoid  the  United  States  entirely  by  run- 
ning above  tbe  northeast  corner  of  Maine  through  Canada.  In  winter 
the  snow  is  so  deep,  however,  that  they  could  not  keep  such  a  road  open 
without  great  expense,  and  winter  is  tbe  time  when  they  would  want  to 
u^e  the  road  to  reach  ports  in  the  Lower  Provinces.  That  would  be  an 
impracticable  route  with  which  to  compete  for  American  business,  and 
consequently  they  decided  to  run  through  the  State  of  Maine.  It  was 
always  understood  that  this  road  was  to  go  over  50  miles  of  the  Piscat- 
aquis road.  They  came  down  to  the  Maine  Legislature  with  a  great 
lobby,  and  £he  legislature  passed  a  bill  granting  them  the  right  to  run  a 
road  through  Maine,  quite  a  portion  of  which  is  parallel  to  the  Bangor 
and  Piscataquis  Railway.  Then  the  Legislature,  on  the  presentation  of 
tHe  facts  before  them,  passed  an  amendment  giving  all  the  connecting 
railroads  in  Maine  the  right  to  take  freight  pro  rata  according  to  the 
distance  carried.  Kow,  if  that  principle  should  bo  woven  into  the 
United  States  law,  that  would  protect  every  American  port,  because 
every  American  port  is  nearer  than  the  ports  in  the  Dominion.  Bangor 
is  50  miles,  I  think,  from  Brownville,  and  from  Brownville  to  St.  John 
is  180  miles. 

S^^aitOr  Gr^EMAN.  So  that  you  think  the  only  feasible  route  is  throngh 
Maine  ! 

Mr.  Bass.  Yes,  sir.  Now,  if  our  American  ports  and  our  American 
railroads  could  have  the  right  of  bonding  and  the  privilege  of  doing 
business  through  our  own  country  at  the  same  rate  per  mile,  we  could 
then  deliver  it  and  get  it  into  our  ports  cheaper  than  the  Canadians 
could.  That  would  give  us  ample  protection.  Boston  would  get  the 
advantage  of  it,  and  so  would  Portland. 

The  Chairman.  That  is  all,  Mr.  Bass. 


STATEMENT  OF  A.  H.  DEVEEEUZ. 

Mr.  A.  M.  Devebeux,  representing  the  Castine  Bailway  and  Navi- 
gation Company,  appeared. 

The  Chairman.  Where  do  you  reside! 
Mr.  Deveeeux.  1  live  at  Bangor,  Maine. 
The  Chairman.  Whom  do  you  represent! 

Mr.  Devereux.  I  represent  the  Castine  Railway  and  Navigation 
Company,  and  the  inhabitants  of  Castine. 

CASTINE  AS  A  CANADIAN  PACIFIC   TERMINUS. 

The  principal  point  which  we  desire  to  make  is  the  advantage  of  Cas- 
tine Jis  a  terminus  for  the  Canadian  Pacific,  and  for  the  purpose  of  more 
fully  explaining  it  I  will  read  a  letter  addressed  to  the  committee  by 
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the  selectin'en  of  Gastinet  which  voices  the  sentiment  of  the  basiness 
men  in  Eastern  Maine.    The  l.etter  is  as  follows : 

To  the  Ifiierstaie  Commerce  Committee j  United  States  Senate,  BosUm^  Maee, : 

Gkntlbmen  :  Wo  recommend  to  yon  A.  M.  Devereux,' general  manager  of  the  Cofi- 
tine  Railway  and  Navigation  Company,  which  company  propose  to  connect  the  Can- 
adian Pacific  Railway  at  Brownville,*  (his  Stato^  with  this  harbor.  ' 

Mr.  Dovcrenx  will  represent  to  yon  the  views  of  this  section  in  regard  to  the  bond- 
ing privileges  desired  by  the  Canadian  Pacifio  Railway,  and  the  advantages  to  east- 
ern Maine  and  the  Canadian  Pacific  Railway  as  well  of  establishing  a  terminus  for 
that  road  hero. 

If  they  cross  thif^  State  with  their  maine  line,  encompassing  the  world  in  compe- 
tition with  our  railway  and  steamnbip  routes  and  terminals,  on  both  sides  of  thiscou- 
tineut,  eastern  Maine's  interior  and  sea-coast  can  be  rapidly  developed  by  connecting 
the  Canadian  Pacific  Railway  with  this  harbor,  and  the  business  of  that  road  can  be 
greatly  facilitated  by  the  advantages  of  this  harbor,  and  this  route,  wbich  is  the 
shortest  through  route  from  the  Northwest  to  Europe. 

The  avowed  purpose  of  the  Canadian  Government  is  to  steer  clear  of  our  Maine  sea- 
ports, continuing  on  with  their  main  line  to  provincial  sea-ports  for  a  terminus  for 
passengers,  mail,  and  freight. 

If  Ruccessful  in  securing  the  bonding  privileges  they  desire,  it  crushes  out  our  ef- 
forts to  establish  railway  and  steam-ship  communication,  upon  which  our  develop- 
ment depends,  and  capitalists  refuse  to  co-operate  with  us. 

Should  our  Ooveruraent  grant  the  Canadian  Pacific  Railway  the  privilege  of  ope- 
rating a  fast  mail  aud  passenger  route  through  the  State  of  Maine,  via  Halifax,  to 
Europe,  and  grant  the  bonding  privilege  through  Maine  on  all  freigiit,  the  final  des- 
tination of  which  is  in  the  Maritime  Provinces,  and  on  all  freight  originating  in  the 
Maritime  Provinces,  the  final  destination  of  which  is  beyond  the  western  limits  of  our 
State,  wo  think  our  Government  should  protect  our  interests  and  eocourage  the  de- 
velopment of  our  section  by  demanding  that  all  European-bound  freight  originating 
on  United  States  soil,  at  least,  should  be  shipped  from  a  United  States  terminus. 

L.  G.  Philbrook, 
Gkoros  L.  Weeks, 
Geo.  W.  Perkins, 

Selectmen  of  Caetinej  Me, 

Wb  take  the  ground  that  the  shortest  roate  to  Europe  from  oar  North- 
west is  by  way  of  the  Canadian  Pacific,  Montreal,  Bangor,  and  Gastine, 
and  by  steamer,  and  we  want  the  privilege  of  that  natnral  advantage. 
We  feel,  as  far  as  we  are  concerned,  that  we  can  afford  to  be  neigh- 
borly and  allow  the  Canadians  to  communicate  between  their  Upper 
and  Lower  Provinces  by  going  across  our  State  with  their  productions  in 
bond. 

The  provision  in  the  charter  granted  by  the  legislature  of  the  State 
of  Mailae  that  the  Canadian  Pacific  shall  deliver  freight  pro  rata  by  the 
mile  to  our  connecting  roads,  I  do  not  think  is  quite  so  effective  as  do 
some,  because  the  Canadian  Pacific  Railway,  in  reality  as  a  railway,  will 
operate  a  fast  steam-ship  line  from  Halifax  to  Europe,  aud  the  rate  of 
freight  will  be  a  rate  calculated  from  the  point  of  origin  to  its  final  des- 
tination over  railway  and  steam-ship  combined,  and  we  never  shall  know 
what  our  pro  rata  is  as  the  freight  passes  through  the  State  of  Maine. 

If  the  freight  goes  through  to  Europe,  via  Halifax,  at  a  certain  rate,  we 
never  shall  know  what  proportion  the  railroad  receives,  or  what  pro- 
portion the  steam-ship  receives. 

THE  PROTECTION  OF  AMERICAN  PORTS. 

From  a  national  point  of  view,  when  the  Canadian  Pacific  starts  from 
Australia,  China,  and  Japan,  crosses  the  Pacific,  crosses  thi8  continent, 
bound,  via  Halifax,  across  the  Atlantic  to  Europe,  to  the  exclusion  of 
our  steam-ships,  railways,  and  sea  ports,  the  only  chance  we  have  to 
protect  our  sea-ports  is  to  impoi^e  conditions  upon  it  when  it  ^oeei 
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throagli  the  State  of  Maine,  to  stipulate  what  clas^  of  fireight  it  may 
carry  throagh  in  bond,  and  what  class  it  may  not. 

I  would  not  allow  the  Canadian  Pacific  to  take  freight  in  the  United 
States,  transport  it  throagh  Canada,  and  then  take  it  throagh  the  State 
of  Maine  in  bond  to  reach  the  Lower  Provinces  for  shipment  to  Europe. 

The  Chairman.  Unless  upon  certain  conditions  1 

Mr.  Devereux.  I  would  not  allow  them  to  go  through  with  freight 
originating  in  the  United  States  at  all.  We  can  be  neighborly,  as  I 
say,  and  allow  the  Canadian  Pacific  to  carry  freight  throagh  Maine 
which  originates  in  the  Canadian  provinces;  but  we  do  not  propose,  if 
we  have  anything  to  say  about  it,  to  allow  them  to  do  a  business  in  com- 
petition with  our  sea-ports. 

Senator  Blair.  Do  you  mean  an  exiwrt  business! 

Mr.  Devereux.  Yes,  sir;  we  do  not  want  the  Canadian  Pacific  to 
pick  up  freight  in  the  United  States  and  carryit  to  Halifax  for  ship- 
ment to  Europe. 

The  argument  is  made  that  this  through  business  does  not  amount  to 
much  anyway.  It  amounts  to  a  great  deal  in  this  connection.  It  de- 
velops, it  builds  up,  it  creates  a  large  business  at  the  terminal  point. 

We  have  a  harbor  at  Castiuc  which  is  the  best  harbor  on  this  con- 
tinent. There  is  no  harbor  on  the  American  continent  where  the  facil- 
ities are  so  ample,  and  which  is  so  easy  of  approach.  We  take  the 
ground  that  if  you  make  this  ruling  that  the  Canadian  Pacific  shall  be 
obliged  to  receive  and  ship  United  States  freight  at  a  United  States 
sea-port,  by  denying  the  bonding  privilege  across  the  State  of  Maine  on 
that  class  of  freight,  then  the  interests  of  our  sea-ports  will  be  protected, 
while  if  Canadian  roads  are  granted  the  bonding  privileges  on  this  class 
of  freight^  the  Canadian  Pacific  and  the  Grand  Trunk  also  will  cross 
our  State  on  roads  which  they  have  already  built  or  will  build  or  hire 
from  the  Maine  Central  Railroad,  and  by  the  aid  of  subsidies  divert 
business  from  our  seaports  to  theirs. 

Senator  Blair.  How  far  is  it  from  Brownville,  the  iK>int  of  diverg- 
ence, to  Halifax? 

Mr.  Devereux.  Four  hundred  and  sixty-six  miles. 

Senator  Blair.  How  far  is  Brownville  from  Castine  f 

Mr.  Devereux.  Eighty-three  miles.  Should  the  Canadian  Pacific 
adopt  Castine  as  a  shipping  port  there  would  be  383  miles  less  rail 
transportation  than  by  way  of  Halifax,  and  215  miles  more  water  trans- 
portation. Freight,  of  course,  is  moved  more  cheaply  by  water  than 
by  rail. 

If  an  ocean  steamer  should  start  from  Liverpool  bound  to  a  connect- 
ing road  in  America,  coming  to  Halifax,  and  another  steamer  should 
start  from  Liverpool  to  Castine,  those  two  steamers  to  connect  with 
trains  for  Montreal,  one  at  Halifax  and  one  at  Castine,  there  would  be 
one  and  one-half  hours'  difference  in  the  arrival  of  those  trains  at  Mon- 
treal, the  trains  running  30  miles  an  hour  and  steam-boats  15  miles  an 
hour.  A  railroad  can  not  afford  to  operate  383  extra  miles  of  railroad 
to  save  the  operation  of  215  miles  of  steam-boat.  The  Hendersons,  in 
agreeing  to  put  on  their  line  of  steam  ships,  stipulated  that  they  must 
be  allowed  to  continue  on  to  a  port  in  Maine.  They  will  not  make  Hal- 
ifax their  only  terminal  point. 

The  Chairman.  Who  are  the  Hendersons  ? 

Mr.  Devereux.  They  are  London  capitalists.  The  Dominion  Gov- 
ernment offered  them  a  half  a  million  dollars  if  they  would  make  Hali- 
fax their  only  terminal  point.    The  Hendersons  refused  to  do  it,  saying 
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that  it  would  be  impossible  to  do  so  unless  they  could  contiuue  on  to  a 
port  in  Maine,  also. 

THE  POLIOY  OP  THE  OANADIAN  PAOIFIO. 

Tou  asked  a  question  on  Saturday  of  Mr.  Putnam^  which  he  was  un- 
able to  answer,  and  which  I  think  I  can  answer. 

The  Chaibman.  We  would  like  to  have  you  do  so. 

Mr.  Devebeux.  Mr.  Van  Home,  the  president  of  the  Oanadian  Pa- 
cific Railway,  was  interested  in  getting  a  charter  for  his  road  through 
the  State  of  Maine,  and  the  Maine  Central  was  also  interested  in  that 
way,  because  their  road  is  to  be  used  by  the  Canadian  Pacific  from 
Mattawamkeag  east  to  the  State  line,  56  miles,  and  they  all  appeared 
before -the  Legislature  and  applied  for  this  charter.  I  wanted  it,  too, 
becaose  1  knew  that  Oastino  possessed  great  advantages  in  point  of 
harbor,  etc.,  and  that  via  Castine  was  the  shortest  route  Irom  the  North- 
west to  Europe.  I  know  this,  because  I  was  born  and  raised  there.  I 
know  its  natural  advantages.  So  I  favored  the  granting  of  the  char- 
ter in  the  Legislature  of  the  State  of  Maine,  and  I  tried  to  get  Mr.  Van 
Home  to  favor  Castine. 

Now,  he  knows  the  advantages  of  Oastiue,  but  the  MacDouald  gov- 
ernment in  Canada  have  an  avowed  purpose  of  steering  clear  of  our 
American  ports  and  favoring  Halifax,  and  I  suppose  Mr.  Van  Home  is 
acquainted  with  the  wishes  of  the  MacDouald  government.  But  I  took 
the  ground  that  the  Canadian  Pacific  would  eventually  be  driven  to 
Castine  whether  they  vfranted  to  come  there  or  not  j  that  the  Govern- 
ment of  the  United  States  would  not  permit  any  such  thing  as  divert- 
ing our  freight  to  Canadian  sea-ports ;  that  the  Canadian  Pacific  would 
h?-ve  to  come  to  Castine  in  the  end. 

Mr.  Van  Home  takes  the  ground  that  the  shortest  route  will  absorb 
the  through  freight.  I  read  now  from  a  letter  addressed  to  me  by  him 
on  the  22d  of  January,  1887.    He  says: 

We  are  already  pretty  well  aware  ol  the  advantges  of  Castine  Harbor,  but  to  bnild 
and  operate  a  branch  to  any  of  the  Atlantic  sea- ports  would  be  oiil«ide  of  the  policy 
of  this  company.  We  wiU  always  be  ready,  however,  to  interchange  business  ou 
equaLterms  to  all  lines  building  to  a  connection  with  ours,  but  we  can  not,  under 
any  circumstances,  undertake  either  the  construction  or  the  operation  of  the  line  you 
propose. 

Senator  Keagak.  How  does  that  last  sentence  readf 
Mr.  Devebeux.  He  says : 

But  we  can  not,  under  any  circumstances,  undertake  either  the  construction  or  the 
operation  of  the  line  you  propose. 

Senator  Blaib.  That  is  a  line  to  Castine f 

Mr.  Devebeux.  Yes,  sir ;  but  it  means  any  line  leading  to  an  Ameri- 
can seaport. 

Senator  Gobman.  What  did  you  say  was  the  date  of  that  letter  ? 

Mr.  Devebeux.  It  is  dated  the  22d  of  January,  1887.  I  have  re- 
ceived other  letters  embodying  the  same  idea,  but  that  is  rather  clearer 
than  the  others,  and  so  I  brought  it. 

Now  then,  Mr.  Van  Home  has  always  stated  that  the  Canadian  Pa- 
cific would  connect  with  us  and  give  us  the  same  terms  that  they  would 
give  any  connecting  road.  He  has  always  been  fair  about  tbat,  and  it 
always  seemed  to  me  that  the  Canadian  Pacific  were  being  coerced  by 
the  Canadian  Government  to  go  to  Halifax  against  their  own  will. 
-  I  wanted  Mr.  Van  Home  to  give  some  sort  of  an  idea  about  what 
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proportion  of  freight  we  might  reasonably  expect  if  we  bnilt  oar  road, 
and  so  wn^f^  him.    He  replied  as  follows : 

The  Canadian  PAcnric  Railwat  Co,, 

Montreal^  October  23,  I8rt7. 

Dear  Sin .  Aboence  and  pressure  of  business  have  prevented  earlier  reply  to  your 
favor  of  the  24th  ultimo. 

It  would  be  impossible  for  us  to  say  what  proportion  of  business  we  conld  or  would 
give  your  line.  We  iutend  to  treat  all  connecting  lines  alike  in  the  matter  of  inttr- 
change  of  traffic,  and  the  one  that  affords  the  greatest  advantages  to  shippers  will  un- 
doubtedly get  the  largest  share  of  the  business.  It  will  make  little  ditiference  to  us 
whether  the  freight  for  the  New  England  sea-board  goes  to  Castine,  or  Boston,  or 
.  Foreland.  Every  port  will  be  placed,  so  far  as  we  are  concerned,  on  as  nearly  an 
^oal  footing  as  possible. 
Yours  truly, 

W.  C.  Van  Horne, 

Vice-Preaident 

A..  M.  Dbvereux,  Esq., 

Bangor,  Maine, 

That  wonld  not  give  us  any  show  at  all.  If  we  get  any  advantage 
out  of  this  Canadian  Pacific  we  have  got  to  take  advantage  of  the  fact 
that  they  cross  our  territory. 

THE  HABBOB  AT  OASTIXE. 

Senator  Blaib.  You  say  Castine  is  the  best  harbor  in  the  coontiy  t 

Mr.  Devebex}X.  Yes,  sir,  and  it  is.  I  have  the  exact  data  here  so 
as  to  be  able  to  demonstrate  that  to  you,  and  I  leave  this  chart,  on  a 
large  scale,  on  file  with  you. 

Senator  Blaib.  Describe  the  harbor  at  Castine  as  compared  with 
other  harbors  throughout  the  country. 

Mr.  Devebeux.  In  entering  Castine  from  the  sea  you  enter  the  East 
channel  of  Penobscot  Bay  at  Saddle  Back  light-house  with  60  fathoms 
of  water  on  each  side  of  it,  and  you  can  run  a  steam-ship  tight  on  the 
ledge  on  which  the  light-house  is  built.  There  is  a  broad,  deep  chan- 
nel, perfectly  straight,  with  no  obstruction  in  the  way,  13  miles  to  Eagle 
Island  lighthouse,  and  a  passage  2  miles  wide  there  with  15  fathoms 
of  water,  and  another  straight  course  from  there  without  any  obstruc- 
tion to  Castine.  The  banks  are  high  and  well  defined,. water  deep  and 
never  frozen,  and  navigation  is  perfectly  simple.  If  a  man  knowH  how 
to  navigate  any  kind  of  a  vessel  he  can  navigate  that  channel  at  any 
time.  At  Castine  the  harbor  is  land-locked.  Diii'erent  portions  of  the 
harbor  are  land-locked,  as  well  as  the  harbor  itself,  and  the  channel  is 
Vide  and  deep.  There  is  a  water  front  which  is  suitable  and  available 
at  a  low  price  for  a  terminus  for  the  largest  steamers.  The  harbor  never 
freezes.  It  is  not  fresh  water  which  flows  into  the  harbor,  bat  salt 
water  from  the  open  sea  that  flows  into  and  through  it,  l£i  miles  into 
the  interior.  It  flows  in  twice  every  twenty-four  hours,  and  the  natural 
drift  of  the  tide  is  by  the  water  front  of  Castine.  We  have  30  to  GO 
f(Bet  of  water  there  at  low  tide,  and  you  can  reach  that  depth  by  build- 
ing wharves  from  50  to  300  feet  long.  It  is  open  all  the  time,  except 
when  everything  is  frozen  up.  That  harbor  has  only  been  frozen  twice 
in  its  history.  Then  Boston  Bay  was  closed  for  30  miles  to  the  sea, 
and  Long  Island  Sound  was  frozen  the  whole  lengtb. 

The  climate  of  Castine  compares  favorably  with  the  climate  of  Boston, 
as  is  shown  by  the  temperature  for  the  forty  years  during  which  a  rec- 
ord was  kept. 

I  was  born  and  raised  at  Castine,  and  I  know  all  the  harbors  of  which 
Mr.  Bass  spoke  just  as  well  as  any  maii  who  lives  to  day.    Take  Kock* 
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land,  for  iDStance.  Bo<iklaiid  has  shoal  water,  and  it  is  right  open  on 
the  sea.  Sometimes  ships  can  not  land  on  siccoant  of  rough  water,  and 
at  low  tide  they  can  not  land :  and  it  will  freeze  ap  every  winter  when 
the  breakwater  is  finished.  lint  at  Castine  vessels  can  come  in  at  day 
or  at  night,  at  any  time  of  tide  or  any  part  of  the  year,  or  daring 
foggy  or  stormy  weather. 

The  Chairman.  It  is  a  good  port,  I  should  say. 

Mr.  Devebeux.  There  is  no  finer  port  in  the  country.  It  is  the  only 
very  deep-water  harbor  still  unused  as  a  terminus  for  a  trans-continental 
railroad.  For  a  terminal  point  for  the  Canadian  Pacific  Castine  is  the 
place.  The  Canadian  Pacific  is  pointed  toward  us,  and  we  do  not  want 
them  to  steer  off  with  United  States  freight  to  build  up  Canadian  sea- 
ports at  the  expense  of  ours. 

Senator  Gobman.  What  do  you  know  about  the  subsidy  of  the  line  of 
steamers  owned  by  the  Canadian  Pacific  running  to  Halifax  f 

Mr.  Devebeux.  I  only  know  that  it  was  stal^  in  the  Maine  Legis- 
lature that  a  subsidy  of  $5,000,000  was  offered  by  the  Canadian  Gov- 
ernment to  whoever  would  constructtheshortestline  between  the  upper 
and  lower  provinces.  Complaints  were  made  that  the  upper  provinces 
received  all  the  advantages,  and  ostensibly  this  was  brought  about  just 
to  favor  those  people  down  there. 

Senator  Gobman.  Then  you  regard  the  Canadian  Pacific  and  its  con- 
nection as  a  political  or  military  road,  rather  than  a  commercial  roadf 

Mr.  Deyebetjx.  Yes,  sir,  I  do ;  but  I  regard  it  as  a  commercial  road, 
too,  because  they  use  these  great  subsidies  on  both  oceans  and  on  this 
continent,  and  they  can  handle  business  cheaper  than  can  the  United 
States  roads  of  the  same  length,  and  cheaper  than  can  United  States 
roads  which  are  even  shorter  than  the  Canadian  Pacific. 

I  regard  the  Canadian  Pacific  in  competition  with  the  Grand  Trunk 
just  as  much  as  it  is  in  competition  with  any  other  road.  They  are 
after  business,  and  the  Canadian  Government  are  after  political  ad- 
vantages, and  the  road  and  the  Government  unite  and  thus  accomplish 
those  purposes. 

Senator  Gobman.  Now,  your  theory  is  that  if  the  Canadian  Pacific 
utilize  any  portion  of  our  terrrtory  we  shall  make  the  conditions  on 
which  they  shall  do  sof 

Mr.  Devebeux.  Yes,  sir. 

Senator  Gobman.  You  think  that  is  the  only  way  in  which  the  Amer- 
ican roads  can  be  protected. 

Mr.  Detebeux.  Yes,  sir.  It  seems  to  me  that  the  Canadian  Pacific 
can  do  as  they  are  a  mind  to  on  Canadian  soil,  and  this  whole  route 
from  Japan  to  Europe  is  all  under  their  control,  except  that  little  por- 
tion across  the  State  of  Maine.  They  can  go  around  the  State  of  Maine 
in  summer,  but  it  is  not  feasible  on  account  of  the  increased  distance, 
and  they  could  not  go  around  in  winter  at  all  on  account  of  the  deep 
snows  along  the  northern  routes  on  their  own  soil,  occasioning  delays 
to  shippers,  so  they  built  across  the  State  of  Maine. 

AMEBICAN  FBEIGHTS  SHOTTED  GO  TO  AMEBIOAN  POBTS. 

This  line  across  the  State  of  Maine  is  the  only  feasible  route  which 
they  can  use  in  winter.  It  looks  to  mo  as  if  the  Canadian  Pacific  were 
going  to  ship  freight  from  Halifax,  by  the  aid  of  a  great  subsidy  which 
will  practically  annihilate  the  distance  between  Maine  ports  and  Hali- 
fax J  but  they  can  not  do  it  except  by  this  short  line.  Now,  the  only 
chance  we  get  at  the  Canadian  Pacific  is  on  that  Uuq  tbxQvv^  ^w^^> 
6543 38 
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and  I  think  Congress  should  consider  the  advisability  of  taking  some 
step  which  will  look  to  the  protection  of  our  sea-ports  as  far  as  our 
freight  is  concerned. 

Senator  Gorman.  You  are  perfectly  satisfied,  as  I  understand  you, 
that  notwithstanding  the  advantages  of  your  harbor  at  Oastine,  that 
for  their  own  purposes  the  Canadian  Pacific  will  divert  the  freight  and 
send  it  to  Halifax,  unless  we  make  conditions  otherwise  1 

Mr.  Deverbux,  Yes,  sir.  The  letters  which  I  have  read  show  that 
I  have  been  working  this  subject  for  three  years,  and  I  never  could  get 
any  conclusive  answers  i^m  the  Canadian  Pacific  regarding  our  sea- 
ports. I  always  received  these  evasive  answers ;  they  say  they  will 
place  every  port  on  the  same  basis  so  far  as  the  New  England  seacoast 
is  concerned,  and  studiously  avoid  saying  anything  about  Canadian 
sea-ports.  There  was  a  time  when  they  were  booming  St.  Andrews, 
New  Brunswick,  for  the  terminal  point.  I  wrote  to  the  Canadian  Pacific 
officials,  and  received  a  reply  that  they  had  not  changed  their  plans. 

Senator  Gorman.  Suppose  you  could  get  an  arrangement  by  which 
freight  would  be  delivered  at  the  harbor  at  Castine  at  the  same  aggre- 
gate rate  as  freight  would  be  delivered  at  Jlalilax,  how  could  you  com- 
pete with  Halifax  when  they  have  a  subsidized  line  of  steamers  f 

Mr.  Devereux.  The  only  way  I  see  out  of  that  is  for  our  Congress  to 
subsidize  a  line  for  us,  and  deny  the  bonding  privilege  to  the  Canadian 
Pacific  across  our  State  on  freight  originating  on  United  States  soil. 

Senator  Gorman.  You  believe  the  subsidy  given  to  the  line  of  steam- 
ers running  to  Halifax  is  five  millions? 

Mr.  Devereux.  A  half  million. 

Senator  Gorman.  Per  annum? 

Mr.  Devereux.  Yes,  sir. 

Senator  Gorman.  Now,  in  the  absence  of  Congress  making  such  a 
provision  as  you  desire,  you  would  prohibit,  as  I  understand  you  to  say, 
the  transportation  of  IJnited  States  products  across  and  out  of  the 
State  of  Maine  for  exportation  at  Halifax  or  any  other  Canadian  port? 

Mr.  Devereux.  Yes,  sir;  that  is  my  idea. 

Senator  Gorman.  If  eastern  Maine  sea-ports  can  not  get  the  terminal 
business  for  United  States  freights,  what  would  you  do? 

Mr.  Devereux.  Shut  out  the  Canadian  Pacific  entirely  on  this  claas 
of  freight,  and  let  United  States  roads  haul  it  to  some  other  United 
States  sea-port. 

All  we  ask  is  for  Congress  to  protect  all  our  seaports  a^inst  Cana- 
dian and  British  subsidies,  and  then  let  Castine  take  her  chances  with 
the  rest.    I  believe  in  putting  this  matter  on  broad  national  ground. 

With  all  this,  we  appreciate  and  desire,  especially  in  eastern  Maine, 
the  advantages  of  the  Canadian  Pacific  as  a  short  connection  between 
New  England  and  our  own  Northwest. 

By  the  use  of  Canadian  roads,  Portland  by  the  Grand  Trunks  and 
Castine  by  the  Canadian  Pacific,  are  brought  as  near  Minneapolis  and 
Duluth  as  Boston  and  New  York  are  by  United  States  roads. 

Without  the  Grand  Trunk  Portland  would  have  to  pay  an  arbitrary 
over  a  Boston  rate  from  the  West  and  Northwest,  by  United  States 
roads. 

Bangor  and  Castine  have  to  pay  an  arbitrary  now  on  freight  that 
comes  from  the  West  and  Northwest,  either  by  the  United  States  roads 
or  by  the  Grand  Trunk  via  Portland. 

The  Canadian  Pacific  by  its  shorter  mileage  will  give  Bangor  and  Cas- 
tine a  Portland  and  Boston  rate,  which  will  make  Bangor  the  distribut- 
ing center  of  eastern  Maine,  and  Castine  the  shipping  port.    These  ad- 
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vantages  will  be  brought  about  by  protecting  United  States  sea-ports, 
because  it  is  more  to  tlbe  advantage  of  the  Canadian  Pacific  to  use  Gas- 
tine  as  a  shipping  port  than  any  other  port  in  New  England,  on  account 
of  tiie  shortness  of  the  through  route  to  Europe,  and  the  fact  that  they 
can  use  more  of  their  own  road  py  this  route  than  any  other. 

With  our  desire  for  protection  to  our  sea-ports  by  denyingthe  bonding 
privilege  across  the  State  of  Maine  on  United  States  freight,  we  wish 
to  couple  a  most  earnest  prptest  against  any  legislation  that  will  pre- 
vent the  freest  interchange  of  traffic  between  eastern  Maine  and  the 
West  and  Northwest  by  the  Canadian  Pacific  Railway,  for  without  their 
competition  w^  never  shall  have  Portland  or  Boston  rates  for  eastern 
Maine,  and  ubtil  we  do  get  them  our  development  will  be  retarded,  and 
we  shall  have  to  continue  to  pay  tribute  to  Portland  and  Boston,  whose 
merdiants  how  have  an  advantage  over  ours  in  supplying  this  section. 

The  following  letter  was  subsequently  addressed  by  Mr.  Devereux  to 
Senator  Oorman : 

COMPAKATIVE  DISTANCES  FROM  THE  NORTHWEST  TO  EUROPE  BY   AjaERICA;N    LINES 

AND  BT  THE  CANADIAN  PACIFIC 

Bangor,  Me.,  July  10, 18S9. 

Dear  Sir  :  At  yoar  reqnest  I  have  prepared  the  table  of  comparative  distances  in- 
closed. 

By  examining  the  table  yoa  will  readily  see  that  if  the  Canadian  Pacific  Railway 
were  simply  seeking  for  a  sea- port  for  the  shipment  of  European  freight  they  would 
select  Castine  for  the  following  reasons : 

(1)  They  would  save  a  466-mile  haul  from  Brownville,  Me.,  to  Halifax,  only  42 
miles  of  which  is  over  their  own  road  ;  of  the  balance  they  have  56  miles  from  the 
Maine  Central,  90  miles  from  the  New  Brunswick  Railway,  and  277  miles  from  the 
Intercolonial  Railway,  a  government  railway  of  Canada. 

And,  in  the  place  of  this  466  miles,  they  would  substitute  an  83-mile  haul  to  Cas- 
tine, and  when  their  steam-ship  has  proceeded  215  miles  on  its  course  from  Castine  to 
Liverpool  it  is  passing  Halifax,  thus  saving  383  miles  of  rail  and  substituting  in  its 
place  215  miles  of  water. 

New  Brunswick  and  Nova  Scotia  claimed  they  did  not  have  their  ahtite  of  the  pub- 
lic expeoditure.  Nova  Scotia  agitated  secession,  New  Brunswick  annexation;  both 
claimed  that  their  harbors  should  be  Atlantic  termini  for  the  Dominion. 

The  MacDonald  goveraroent,  fearful  of  losing  the  support  of  the  Lower  Provinces, 
■ought  a  remedy.  Knowing  that  the  snows  of  Quebec  and  the  Intercolonial  Railway 
were  a  practical  barrier  in  the  way  of  reaching  Halifax  or  St.  John  in  the  wioter, 
and  that  even  the  shortest  line  that  could  be  constructed  to  these  ports  would  be 
much  longer  than  to  the  New  England  sea-ports,  and  could  not  be  built  or  operated 
snccessfully  without  DomiDion  aid,tbey  offered  a  subsidy  to  the  Cauadian  Pacific  Rail- 
way to  enable  them  to  build  this  line  aod  divert  trade  from  the  United  States  ports. 

This  has  always  been  evident,  because  one  of  the  terms  of  that  subsidy  is  that  the 
Canadian  Pacific  shall  not  construct,  lease,  or  operate  any  road  to  any  of  the  Atlantic 
■ea-ports  outside  of  the  Dominion  of  Canada. 

This  is  the  reason  that  the  Canadian  Pacific  can  not  built  to  Castine,  and  are  ask- 
ing bonding  privileges  through  the  State  of  Maine. 

(2)  By  shipping  from  Castine  they  can  use  their  own  road  as  far  as  Brownville, 
Me.,  186  miles  farther  than  though  they  diverge  at  Sherbrooke,  Canada,  and  go  to 
Portland  or  Boston  ;  this  gives  them  the  longest  possible  haul  on  their  own  road  con- 
sistent with  the  shortest  through  distance  from  Montreal  to  Europe. 

This  is  the  only  route  available  for  them  by  wh>sh  they  cau  use  nearly  all  of  their 
short  line  across  the  State  of  Maine,  and  yet  reach  the  seaboard  from  the  Northwest 
by  as  short  a  route  as  the  United  States  roads  to  New  York,  Boston,  or  Portland,  and 
the  Grand  Trunk  to  Portland. 

(3)  Castine  in  addition  to  bein^  on  the  air  line  from  Montreal  to  Cape  Sable,  Nova 
Scotia,  on  the  route  to  Europe,  is  m  the  center  of  the  sea-coast  of  Maine,  at  the  mouth 
of  the  principal  river  in  the  State,  and  the  head  of  the  principal  bay,  the  proper  re- 
ceiving and  distributing  port  for  the  State.  Portland  is  in  the  southwest  corner. 
Castine  is  in  the  direct  line  from  the  interior  and  Bangor  to  Boston,  New  York,  etc. ; 
it  is  the  proper  point  at  which  to  collect  the  products  of  the  State  for  shipment 
abroad,  and  from  which  to  distribute  the  summer  travel  from  the  North  west  over  the 
coast  of  eastern  Maine. 
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All  this  acids  to  the  value  of  Castine  as  the  terminus. 

(4)  The  harbor  is  the  best  for  ocean  vessels,  and  safe  of  approach  from  aa*  »t  all 
times.  Terminal  property  is  cheaper  at  Castine  than  at  any  other  tennicaa;  port 
charges  nominal ;  pilotage  unnecessary. 

I  beg  to  call  yonr  attention  to  this  fact.  Eastern  Maine  has  waited  for  her  shars 
of  the  country's  business  till  all  the  principal  sea-ports  of  the  Atlantic  coast  have  been 
supplied  with  direct  communication  across  the  continent.  The  prosperity  of  the 
West  has  returned  by  these  long  railroads  to  Philadelphia,  New  York,  Boston,  and 
Portland  as  terminal  ports.  The  West  has  expanded  into  the  Northwest,  and  the 
prosperity  of  the  Northwest  has  overflowed  and  is  now  coming  back  to  eastern  Maine 
over  the  Canadian  Pacific  Railway,  north  of  the  great  lakes. 

These  sea-ports  are,  including  Castine,  about  equidistant  along  the  coast.  By  the 
different  routes  the  distances  to  the  different  ports  are  practically  the  same.  Ik^  the 
Canadian  Pacific  make  Castine  its  terminus,  and  stand  its  hand  with  all  the  rest. 
Deny  it  the  bonding  privilege  across  United  States  territory,  and  you  shear  it  of  its 
subsidy  advantages,  and  protect  the  interests  of  eastern  Maine ;  I  refer  to  freight 
orieiuating  in  the  United  States. 

We  should  be  willing  to  be  neighborly  and  allow  them  to  communicate  between 
points  in  Canada  across  our  State,  and  I  can  not  see  what  Jnrisdiction  we  have  over 
tliQir  Asiatic  and  Europeau  trade,  except  that  we  might  oblige  them  to  ship  is  fiom 
a  United  States  port.  But  while  in  my  opinion  it  wonld  be  more  profiteble  Tor  them 
to  do  so,  rather  than  ship  from  Halifax,  ^et  I  do  not  think  it  would  bo  just,  because 
they  have  procured  that  business  by  legitimate  enterprise,  and  it  is  theirs  if  they  ean 
hold  it.  The  only  legitimate  remedy  we  have  for  that  is  for  our  Congreaa  to  sub- 
sidize American  steamers  from  our  porteon  both  oceans. 

But  it  Is  legitimate,  and  the  interest  of  eastern  Maine  demand  that  our  Congress 
should  incorporate  into  our  laws  that  all  freight  originating  on  United  States  ami,  or 
coming  from  United  States  connecting  roads,  if  it  is  transported  through  Canada 
into  the  United  States  again,  shall  be  dipped  from  a  United  States  sea-jiort  if  bound 
across  the  ocean,  and  shall  not  re-enter  Canada  for  shipment  from  provincial  ports. 
.  I  am,  sir,  very  respectfully,  yonr  obedient  servant, 

A.  M.  DsvKRXUX, 
General  Manager  Castine  Railway  and  Navig^Uian  Cwnpan^, 

Hon.  Arthur  P.  Gorman. 

United  St^itee  Senator^  Isosionf  Ma$8, 


Comparative  distances  between  United  States  and  Canadian  Padfio  rentes  frmn  the  N&rik- 

west  to  Europe  and  theAtlanHo  sea-co€Ut, 

Dnluth,  Wis.,  to—  Miles.    Mites. 

Minneapolis 162 

Chicago 573 

Buffalo 1,112 

Albany 1,409 

New  York 1,551 

Boston 1,609 

Portland 1,717 

Bangor 1,853 

Castine 1,891  1,891 

Soo  Bridge 435 

Montreal 1,061 

BrowDville,  Me 1,355 

Castine 1,438  1,438 

Difference  in  favor  of  Canadian  Pacific  rente 453 

Minneapolis  to— 

Chicago 490 

Buffalo ^ 960 

Albany 1.257 

New  York 1,399 

Boston 1,457 

Portland 1,565 

Bangor 1,701 

Castine , , 1,739  1,739 
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Minneapolis  to— <:;ontinued.  Milea.   Miles. 

SMBridee 494 

Montreal l.li^w 

Brownville,  Me .- 1,414 

Ca8tine,Me 1,497  1,497 

Difference  in  favor  of  Canadian  Pacific  Bailway 242 

Montreal  to- 
Brown  ville,  Me  ... 294 

Halifax - 7«0 

Liverpool. 3,240  3,240 

Brownville,  Me. ..• 294 

Caatine,  Me 377 

Liverpool *. 3,072  3.072 

Difference  in  favor  of  Castine  roate  to  Europe 168 

Brownville  to  Halifax  by  rail 406 

Brownville  to  Castineby  rail 83 

Caetine  to  Halifax  by  water , 215      298 

Difference  in  favor  of  Castine  rente  from  Brownville  to  Halifax 168 

Sbonld  the  Canadian  Pacific  adopt  Caetine  as  a  shipping  port,  there  woald  be  383 
miles  leae  rail  than  by  way  of  Halifax  and  215  miles  more  water.  Freight  ia  moved 
cheaper  by  water  than  by  rail. 

REOAPrrULATION. 

Dnlntb.  Wis.,  to  Castine,  Me.—  Hiles. 

United  States  roads 1,891 

Canadian  Pacific 1,438 

Difference  in  favor  of  Canadian  Pacific 453 

Minneapolis  to  Castine — 

United  States  roads 1,739 

Canadian  Pacific 1,497 

Difference  in  favor  of  Canadian  Pacific 242 

Dnlntb  to  Liverpool  via  Canadian  Pacific  to — 

Halifax  (1,821  rail +  2,480  water) : 4,301 

Caetine  (1,438  rad  +  2,695  water) 4,13:1 

Difference  in  favor  of  Castine  ..«. 1C8 

Minneapolis  to  Liverpool  via  Canadian  Pacific  to— 

Halifax  (1,880  rail +  2,480  water) 4,360 

Castine  (1,497  rail +  2,695  water) 4,192 

Diffeiencein  favor  of  Castine 168 

Montreal  to  Liverpool  via  Canadian  Pacific  to— 

St.  John  (483  rail  +  2,700  water) 3,183 

Castine  (377  rail  +  2,695  water) 3,072 

Difference  in  favor  of  Castine Ill 

If  the  Canadian  Pacific  Railway  are  refused  permission  to  transport  freight 
across  the  State  of  Maine  in  bond  for  shipment  to  Europe  from  Halifax,  they  can 
avail  themselves  of  Castine  as  the  most  easterly  terminus  in  the  United  States  con- 
sistent with  the  shortest  through  route  from  the  Northwest  to  Europe. 
__  At  the  same  time  they  can  avail  themselves  of  the  longest  haul  on  their  own  road, 
consistent  with  the  shortest  through  route,  viz,  to  Brownville,  Me.,  which  is  within 
43  miles  of  their  extreme  eastern  terminus  at  Mattawamkeag,  at  which  point  they 
begin  to  run  over  the  roads  of  other  companies  to  St.  John  and  Halifax^  hWvcJ% 
mnning  rights. 
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The  harbor  of  Caatine  is  admirably  adapted  for  a  tenninal  bnsinees,  and  is  the  best 
deep* water,  safe,  open  harbor  on  the  Atlantic  sea-coast.  (See  chart.)  SandyHPoint, 
Fort  Point,  Belfast,  Camden,  Rockport,  and  Roc  kland  harbors  in  Penobscot  Bay,  and 
Bar  Harbor  and  Hancock  Point  in  Frenchman's  Bay,  are  not  snitablo  deep-water  or 
winter  harbors  for  ocean-going  vessels.  Rockland,  Bar  Harbor,  and  Hancock  Point 
are  not  harbors  for  any  class  of  vessels  with  the  wind  blowing  in  from  sea ;  they  bare 
no  protection  at  their  months  and  are  not  deep  enough  for  ocean  steamers. 

I  am  perfectly  familiar  with  all  the  principal  harbors  from  Halifax  to  New  York 
as  regards  their  suitability  for  ocean  termini,  and  will,  if  desired,  give  a  description 
of  each  one,  its  advantages  and  objections. 
Yours,  very  respectfully, 

A.  M.  DxvsRKUX, 
General  Manager  Caetine  Bailway  and  Navigation  Company,  Bangor,  Jfe. 

The  Interitate  Commerce  Committee  of  ihe  United  Statee  Senate, 

STATEMENT  OF  J.  OBEGOBY  SMITH. 

Mr.  J.  Gregory  Smith,  president  of  the  Central  Vermont  Railroad 
Company,  appeared. 

The  Chairman.  Where  do  yon  reside,  Governor  f 

Mr.  Smith.  At  St.  Albans,  Vt. 

The  Chairman.  Yon  know  the  object  of  this  investigation  and  what 
yon  desire  to  say  on  the  subject  before  us,  and  we  wonhl  therefore  like 
to  have  you  state  it  in  your  own  way  without  examination  or  questioning 
on  our  i>art. 

Mr.  Smith.  1  prefer  to  be  cross-examined. 

The  Chairman.  We  prefer  that  you  talk  in  your  own  way  for  a 
while  at  least. 

THE  CENTRAL  VERMONT  SYSTEM. 

Mr.  Smith.  There  are  so  many  points  connected  with  this  matter  that 
it  is  very  difficult  for  me  to  see  precisely  where  to  begin  in  the  light  of 
reaching  those  particular  points  that  come  within  the  province  of  this 
committee. 

I  represent  here  what  is  known  as  the  Central  Vermont  system  of 
roads,  covering  in  its  own  operation  between  750  and  800  miles  of 
road.  At  the  northern  end  of  our  line— the  northern  portion  of  it — we 
connect  directly  with  the  Grand  Trunk  road.  We  own  and  control  a 
line  running  eastward  in  the  eastern  section  of  Canada,  and  connect- 
ing at  its  terminus  with  the  Canadian  Pacific  road. 

The  Chairman.  Will  you  give  the  names  of  the  lines  as  yon  refer  to 
themf 

Mr.  Smith.  The  line  from  St.  John  to  the  connection  with  the  Cana- 
dian Pacific,  in  Canada,  for  eastern  Canada,  is  called  the  St.  John  and 
Sherbrooke  Railroad. 

The  Chairman.  How  long  is  that  line  t 

Mr.  Smith.  It  is  43  miles  to  the  point  of  connection  with  the  Canadian 
Pacific.  We  connect,  also,  at  Richford,  in  my  county,  in  Vermont, 
directly  with  the  Canadian  Pacific,  for  the  eastern  portion  of  Canada, 
and  for  what  is  known  as  the  North  Shore  line,  a  line  on  the  northern 
side  of  the  river  St.  Lawrence,  running  from  Ottawa  to  Quebec,  which 
has  a  large  commerce  and  finds  its  principal  market  in  New  England. 
It  runs  through  probably  the  most  extensive  hay  country  in  Canada. 

Senator  Blair.  And  that  is  situated  on  the  north  dide  of  the  St. 
Lawrence  f 

Mr.  Smith.  Yes,  sir;  and  the  road  that  runs  from  Ottawa  to  Quebec, 
we  connect  with  there.     We  CDunect  with  the  Grand  Tjunk  for  the 
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Province  of  Quebec,  and  with  its  connections  east  and  northeast  at 
Quebec.  We  algo  connect  there  with  the  Grand  Trunk  for  all  points 
lying  west  of  Montreal,  reaching  out  in  the  Western  States  to  Chicago 
and  the  State  of  Michigan,  and  with  all  their  systems  of  roads  there, 
and  for  all  the  roads  that  center  upon  their  main  line  running  to  and 
into  the  Province  of  Ontario. 

We  connect  at  a  point  called  St.  Polycarpe,  on  the  north  side  of  the 
St.  Lawrence,  directly  with  the  Canadian  Pa<;ific  Railroad  at  Ottawa. 
We  have  two  connections  with  the  Canadian  Pacific  there.  We  con- 
nect at  Ogdensburgh,  opposite  Pre8cott,on  the  other  side  of  the  St. 
Lawrence  Biver,  with  the  Canadian  Pacific  again,  and  receive  a  large 
amount  of  the  products  of  Canada  from  them  there.  We  connect  with 
the  Ogdensburgh  Bailroad,  which  we  control,  with  a  line  of  steamers, 
which  we  also  control,  running  to  all  points  on  the  lakes  as  far  afi 
Chicago  and  Duluth.  We  connect  at  Norwood,  a  station  on  our  Ogdens- 
burgh division,  with  the  Home,  Watertown  and  Ogdensburgh  Bailroad, 
which  runs  to  Suspension  Bridge,  and  there  connects  with  the  Canadian 
roads  that  center  at  the  Suspension  Bridge.  We  are  in  connection, 
through  the  Grand  Trunk  Bailway,  with  their  water  line  via  Fort 
Gratiot  and  Port  Huron.  We  also  connect,  through  the  Canadian  Pa- 
cific Bailroad,  with  a  line  of  steamers  running  from  Chicago  to  Georgian 
Bay,  and  we  also  connect  at  that  point  with  their  line  of  steamers  run- 
ning to  Duluth  and  Lake  Superior. 

Those  constitute,  with  their  branches  radiating  from  them,  all  our 
northern  and  western  connections.  Our  principal  line  of  control,  so  far 
as  lake  and  rail  are  concerned,  is  by  our  own  line  via  Ogdensburgh  and 
the  line  of  steamers  which  connects  and  runs  from  us  to  Chicago  and  all 
the  lake  ports. 

On  the  east,  rather  tending  towards  Boston,  we  have  a  connection  at 
Swanton,  about  16  miles  ea«t  of  Bouse's  Point,  with  the  Boston  and 
Maine  system,  leading  through  the  northern  portion  of  Vermont, 
traversing  the  entire  width  of  the  State  at  that  point,  and  connecting  • 
with  them  for  northern  i^ew  Hampshire,  and  so  on  to  Boston,  over 
which  we  have  quite  a  large  traflBc.  We  connect  with  the  Boston  and 
Maine -at  Essex  Junction,  or  rather,  by  reason  of  the  control  we  have 
of  a  line  running  from  that  point  to  Cambridge  Junction,  we  connect 
with  the  same  road  again,  and  get  from  the  lake  traffic  and  from  the 
lines  on  the  opposite  side  of  the  lake  more  or  less  traffic  going  over 
their  road  at  that  point. 

At  Montpelier  we  connect  with  what  is  called  the  Montpelier  and 
Wells  Biver  Bailroad,  and  we  connect  with  the  New  Hampshire  line, 
until  recently  under  the  control  of  the  Boston  and  Maine  Bailroad  Com- 
pany, but  now  under  the  control  of  the  Concord  ]:oad,  for  the  distribu- 
tion in  that  part  of  New  nami)8hire,  over  which  we  have  quite  a  traffic. 
We  connect  at  White  Biver  Junction,  on  what  we  denominate  oar  main 
line,  with  the  Boston  and  Maine  road,  and  so  over  what  was  the  Bos- 
ton and  Lowell  road,  now  controlled  by  the  Boston  and  Maine,  over 
which  the  largest  portion  of  our  traffic  destined  for  interior  New 
England  and  Boston  passes. 

Further  south,  at  Bellows  Falls,  we  connect  with  the  Cheshire  road, 
which  opens  to  us  the  line  into  Boston  over  the  Fitchburgh  road  and 
down  on  to  the  Worcester  and  Providence  road  and  the  Old  Colony 
Bailroad,  which  leads  us  down  into  lower  Massachusetts  and  Bbode 
Island.  They  also  have  several  branches  to  their  road  which  are  feed- 
ers to  our  line  and  outlets  for  the  traffic  which  we  carry.  We  conneftt 
further  south  and  control  the  line  through  to  tb^  SiOvmOLQ^^x^V^^*^'^ 
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knowu  as  the  Kew  London  Northern  Railroad,  wliicli  is  und^r  oor  man- 
agement, with  a  line  of  steamers  running  from  the  road  to  New  York. 

The  Chairman.  Between  what  points  is  that  railroad? 

Mr.  Smith.  That  road  runs  from  Brattieborough  to  New  London. 
There  we  own  a  line  of  steamers  which  rans  into  New  York,  and  we  have 
varions  connections  with  the  roads  that  lun  into  the  New  London  sys- 
tem through  Massachusetts  and  Connecticut  and  also  into  Bhode  Island 
by  that  line. 

We  also  connect  at  a  point  called  South  Yernon,  about  10  miles  south 
of  Brattieborough,  with  the  Connecticut  and  Ashuelot  road.  We  have 
what  is  called  the  Connecticut  Hiver  line,  which  carries  ns  down  the 
Connecticut  Biver  and  on  to  Springfield,  thence  to  Hartford,  New  Ha- 
ven, and  New  York,  connecting  there  with  their  line  of  steamers,  as 
well  as  their  rail  line  into  New  York,  which  gives  us  a  very  large  traffic 
and  opens  quite  a  large  territory  for  distribution  of  traffic.  We  have 
branch  lines  leading  up  into  Vermont  from  these  lines,  which  become 
feeders  and  afford  opportunities  for  distribution  for  local  consumption 
of  the  traffic  that  comes  from  the  We^t. 

At  Burlington  we  control  the  Rutland  system  of  roads,  which  forms 
our  line  to  New  York  via  the  New  York  Central  and  Hudson  River 
Railroad,  as  well  as  with  the  Hudson  Biver  route,  over  which  we  have  a 
large  traffic.  We  connect  also  with  the  Delaware  and  Hudson  system 
of  roads  at  Rutland,  who  interchange  with  us  a  very  large  traffic,  both 
east-bound  and  southbound  as  well  as  west-bound. 

Those  constitute  our  line  of  connection — our  feeders,  if  you  x)Iease  to 
call  them  such— and  our  outlets  for  the  traffic  which  we  carry,  making 
within  our  own  management  and  operation,  independent  of  our  boat 
lines,  nearly  800  miles  of  road  that  we  control,  all  of  which  are  inter- 
ested in  this  question  which  is  now  before  you,  and  why  f  Becanse 
they  all  subserve  the  purpose  of  feeding  New  England,  distributing  the 
products  of  the  West  into  all  parts  of  New  England,  and  so  become 
very  intimately  interwoven  with  the  subject  which  you  have  under  con- 
sideration. 

It  is  not  necessary  for  me  to  state  that  all  the  territory  covered  by 
our  system,  and  reaching  down  into  New  Hampshire,  Massachusetts, 
Connecticut,  and  Rhode  Island,  is  all  dependent  for  its  main  supply 
of  breadstuffs  and  food  upon  the  West.  No  State  in  New  England 
raises  enough  to  supply  its  population.  Our  line  is  the  most  direct  and 
the  cheapest  for  the  supply  of  the  great  manufacturing  districts  in  New 
England  north  of  Boston,  like  Lowell,  Lawrence,  Concord,  and  all  those 
places.  We  are  in  more  direct  communication  by  the  chea[>est  and 
shortest  line  through  our  connections  to^  the  West  for  the  supply  of 
those  points.  They  constitute;  perhaps,  a  larger  distributive  district 
than  even  Boston  itself. 

Now,  then,  the  question  arises,  Mr.  Chairman,  what  is  u>  be  the  effect 
of  any  disturbance  of  the  relations  existing  at  present  for  the  direct  and 
speedy  transportation  of  all  the  material  we  bring  in  to  supply  this  wide 
territory  and  this  large  populat  ion  f  The  tonnage  passing  over  our  road 
amounts  to  very  nearly  3,000,000  of  tons  annually,  over  one-half  of  which 
is  what  wc  denominate  through  tonnage — tonnage  coming  from  the  W^est 
to  the  East  to  supply  the  demand  and  to  feed  the  ]K)pu]ation  here. 

W^hile  I  have  listened  to  and  read  the  testimony  which  has  been  given 
before  you,  and  while  I  have  heard  a  great  deal  of  discussion  ou  this 
question  (>f  restricting  the  commerce  which  passes  over  the  Canadian 
lines,  it  has  seemed  to  me  that  the  points  which  are  raised  are  not  sound. 
They  are  more  or  less  specious.    They  do  not  comport  with  fact£i.    They 
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are  not  predicated  open  a  sound  business  principle.  Tbat  is  tlie  view, 
it  seems  to  me,  one  must  take  wbeu  tie  comes  to  understand  fully  the 
geographical  sitaation  and  the  physical  condition  of  the  roads  under 
consideration,  and  particularly  that  of  the  Canadian  Pacific,  which  is 
charged  with  being  the  most  obnoxious,  because  of  interference  witb 
American  roads. 

THE  GRAND  TRUNK  AND  THE  INTERSTATE  LAW. 

I  hear  very  little  complaint  so  far  as  the  Orand  Trunk  and  its  system 
are  concerned,  for  the  reason  that  it  has  been  clearly  established  to  the 
minds  of  all  that  the  Grand  Trunk  has  conducted  its  business  uik)u  a 
sound  basis. 

I  doubt  if  there  is  a  president  of  any  of  the  competing  lines  known  as 
the  trunk-lines  who  would  be  unwilling  to  admit  that  iu  all  the  deal- 
ings of  the  Orand  Trutik  system,  so  far  as  its  relation  to  the  interstate 
commerce  law  is  concerned,  they  have  endeavored,  to  conduct  their 
business  upon  sound  business  principles,  and  to  recognize  the  fact  that 
they  are  to  a  large  extent  dependent  for  the  prosperity  of  their  road 
upon  their  relations  to  the  American  trafiUc,  to  the  traffic  of  the  United 
States.  They  are  the  simple  medium  of  transportation  from  one  im- 
I)ortant  point  of  the  United  States  to  another — from  the  point  where 
the  products  of  the  country  are  raised  to  the  consumer.  It  is  the  me- 
dium by  which  what  the  East  has  to  eat  is  brought  to  them,  and  so  the 
Grand  Trunk  feels  itself  compelled,  as  a  pure  matter  of  self-protection 
and  as  a  matter  of  sound  policy,  to  conform  to  such  rules  and  reguLa- 
tions  and  fair  dealing  as  t^he  roads  in  the  United  ^States  are  compelled 
to  conform  to  under  the  interstate  commerce  law,  whether  all  its  pro- 
visions be  sound  and  wise  or  not. 

In  all  my  intercourse  and  association  and  experience  with  the  Grand 
Trunk  road — and  we  are  in  daily  communication  with  them  on  all  the 
points  involved  in  this  inquiry —1  have  found  that  in  practice  they  have 
not  only  shown  a  readiness  to  conform  to  the  requirements  of  the  law, 
but  also  a  ready  disposition  to  throw  no  obstacle  iu  the  way  of  its  fair 
execution. 

THE  CANADIAN  PACIFIC  AND  ITS  LOCAL  TRAFFIC. 

I  have  never  yet  found  in  my  experience  with  the  Canadian  Pacific 
road  any  willingness  or  readiness  or  desire  to  force  business  that  way, 
except  on  business  principles.  1  do  not  believe  that  the  Canadian  Pa- 
cific would  attempt  to  recoup  from  the  inhabitants  of  Canada  what  it  is 
alleged  they  lose  by  low  rates  on  through  traffic,  for  the  simple  reason 
that,  traversing  as  they  do  almost  an  eutire  wilderness  from  the  time 
they  leave  Ottawa  until  they  reach  Port  Moody,  there  are  no  opportu- 
nities to  recoup.  There  is  no  such  local  business  on  the  line  of  that 
road  as  would  enable  them  to  recoup  if  they  had  the  disposition  so  to 
do.  It  is  a  very  sparsely  settled  country,  and  miles  and  miles  of  railway 
have  to  be  maintained  and  operated  and  the  transportation  of  the 
through  freight  done  with  scarcely  a  watering  place,  with  no  popula- 
tion to  help  support  it. 

Hence  to  my  mind,  with  what  little  knowledge  I  have  of  railroading, 
I  think  the  fact  that  they  are  com[)ellcd  to  carry  that  freight  and  sup- 
port their  railroad  forms  of  itself,  without  the  intervention  of  Congress 
or  anybody  else,  a  sufficient  protection  to  the  American  lines  dotted  all 
along  as  they  are  through  this  country  with  thickly  po^wVdX/^  ^^^\a«vv^ 


442  TRANSPOETATION   INTERESTS   OP 

and  places,  affording  an  immense  traffic  known  as  local  traffic,  and 
therefore  the  physical  condition  of  the  two  systems  is  of  itself  a  protec- 
tion, or  else  the  Canadian  roads  must  involve  themselves  iu  losses  on 
every  ton  of  freight  they  carry. 

• 

THE  CANADIAN  PACIFIC  SUBSIDY. 

The  Chairman.  Without  intending  to  interrupt  your  line  of  8tat^ 
ment,  we  would  like  to  know  what  you  have  to  say  -with  reference  to 
government  aid  to  the  Canadian  road.  It  is  a  question  if  it  makes  au.v 
difference  to  the  Canadian  Pacific  whether  it  makes  money  or  loses 
money  on  the  traffic  passing  over  its  line. 

Mr.  Smith.  I  think  the  government  aid  was  necessary  in  order  to 
build  that  road.  It  never  would  have  been  built  on  private  capital,  and 
the  fact  that  the  Canadian  Government  assisted  the  line  does  not  in  mv 
judgment  enter  into  this  question.  Even  if  the  government  assumed 
the  management  of  the  line  it  could  not  afford  to  haul  the  freight  from 
Port  Moody  through  a  barren  wilderness  hundreds  and  hundreds  of 
miles  in  extent  without  compensation.  They  could  not  haul  this  traffic 
and  get  out  of  it  nothing  to  supi^ort  them  in  the  way  of  local  traffic  In 
the  absence  of  the  local  traffic  they  can  not  make  any  serions  competi- 
tion with  the  American  roads.  Our  roads  are  dotted  with  an  immense 
population  that  affords  a  large  amount  of  traffic.  That  fact  alone  in  my 
judgment  would  preclude  the  idea  of  the  Canadian  Pacific  offering  seri- 
ous competition  with  our  roads. 

I  am  no  friend  of  the  Canadian  Pacific.  I  have  no  interest  in  that 
company.  We  get  business  from  them  and  do  it  on  business  principles, 
but  I  will  say  this,  that  in  all  my  communication  and  experience  witii 
those  gentlemen  (they  are  sharp  men  T  admit)  I  have  not  found  the 
lea>st  inclination  on  their  part  to  share  in  reduced  rates  and  no  more  in- 
clination to  cut  rates  than  I  have  met  ^^  ith  among  competitors  here  at 
our  door.  I  have  found  vastly  less  of  that  sort  of  thing  on  their  part 
than  on  the  part  of  our  own*  roads,  and  when  by  accident  or  design  the 
rates  have  been  cut  either  to  the  West  or  to  the  Bast  over  the  lines  I 
represent,  I  have  experienced  more  difficulty  in.  getting  the  Cauadiau 
lines  to  consent  to  share  with  us  in  the  reduction  than  I  have  found 
from  the  very  competitors  we  are  contending  with  here  in  New  Eng- 
land. 

So,  Mr.  Chairman,  to  my  mind,  there  is  a  great  deal  that  is  specions 
in  this  matter  and  there  is  a  great  deal  that  is  fallacious.  I  am  not 
saying  that  because  I  want  to  controvert  the  point  claimed  here  that  in 
order  to  satisfy  an  unreasonable  demand  it  would  be  wise  or  best  for 
Congress  in  some  way  to  step  in,  or  have  our  Government  interfere,  be- 
cause I  do  not  believe  it  can  be  cared  for  by  legislation. 

A  SUBJECT  FOE  TREATY,  NOT  LEGISLATION. 

It  is  not  a  subject  for  legislation.  I  do  not  believe  such  a  proposition 
could  be  carried,  and  if  a  fair  relation  is  expected  to  exist  or  to  subsist 
between  the  Canadian  system  of  railroads  and  our  system  it  must  be 
done  on  a  basis  difierent  from  independent  legislation  on  the  part  of 
one  or  both  Governments. 

This  is  a  subject  for  treaty.  It  is  a  subject  of  fair  dealing  between 
two  governments,  and  if  Congress  were  to  enact  a  law  which  should  in 
any  way  be  restrictive,  which  should  aim  at  non-intercourse  unless  cer> 
tain  conditions  are  complied  with  by  the  Canadian  lineS|  I  think  it  would 
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^o  most  disastrous  to  oar  Oovernment,  to  all  the  material  interests  of  the 
country,  to  the  very  roads  that  are  now  complaining  of  the  competition  of 
the  Canadian  system.  It  means  retaliation.  It  means  farther  disturbance 
of  the  relations  between  the  two  Gk>vemments,  which  should  be  friendly 
and  which  are  already  sufficiently  strained.  It  means  disaster  to  com- 
merce; it  means  just  what  two  governments  should  avoid,  and  that  is, 
conflict;  and  the  only  way  by  which,  in  my  judgment,  this  problem  can 
be  solved,  if  it  is  a  problem  which  needs  solation,  ^s  by  such  friendly 
intercourse  between  the  two  Governments  as  places  their  restrictive 
policies  on  a  like  basis,  and  it  is  the  only  way  it  can  be  reached. 

Let  me  call  yoar  attention  to  this :  Commerce  is  best  promoted  and 
rendered  prosperous  by  a  community  of  interest  between  the  producer 
and  transporter  on  the  one  side,  and  between  policies  which  govern  the 
systems  of  two  conflicting  interests  like  the  Canadian  and  the  American 
systems  of  railroads.  Antagonism  is  what  is  destructive  to  both  and 
would  injure  both. 

AMEBIOAN  INTERESTS  IN  THE  OANADIAN  BOADS. 

Now,  I  was  a  little  surprised  at  the  statement  made  before  your  com- 
mittee the  other  day  by  the  president  of  one  of  the  lines  which  reaches 
the  West  that  they  had  no  interest  in  the  Canadian  system  of  railroads. 
I  think  the  president  who  made  that  statement  did  not  fairly  consider 
the  extent  of  the  assertion  he  made.  I  do  not  think  he  intended  to  mis- 
represent the  facts ;  I  know  he  would  not;  but  I  think  he  had  not  be- 
fore him  all  the  facts  and  all  the  relations  which  his  road  bears  to  the 
Canadian  roads. 

Take  the  peninsula  in  Ontario.  Look  at  the  roads  that  run  across 
the  peninsula.  The  Canada  Southern,  owned  and  controlled  by  the 
New  York  Central;  the  Great  Western,  running  direct  from  Suspension 
Bridge  to  Detroit,  in  which  all  the  roads  that  center  at  Suspension 
Bridge  are  interested ;  above  them  the  Grand  Trunk  system  of  roads. 
Gut  them  off,  if  you  please,  and  what  is  the  result  to  the  commerce  of 
all  the  territory  north  of  Pennsylvania  and  east  of  Buffalo  and  Suspen- 
sion Bridge?  Is  it  not  to  relegate  commerce  to  one  line  practically? 
The  New  York  Central  has  a  line  independent  of  everybody  else  through 
to  Chicago  on  the  south  shores  of  Lakes  Erie  and  Michigan ;  the  Erie 
has  no  line  of  its  own,  but  runs  in  connection,  and  to  that  extent  as  a 
business  transaction  maybe  said  perhaps  to  control  a  line  from  Chicago, 
by  way  of  the  Chicago  and  Atlantic  road  East ;  the  Nickle- Plate  is  un- 
der the  control  of  the  New  York  Central ;  it  is  guided  in  its  policy  by  it ; 
the  Pennsylvania  has  its  line  of  railroad  to  Chicago ;  the  Baltimore  and 
Ohio  has  its  road — three  roads,  and  that  is  all. 

Now,  then,  I  submit  the  question,  would  it  be  a  healthy  state  of 
things,  a  fair,  a  rational,  a  reasonable  state  of  things,  to  compel  all  this 
traffic  which  comes  to  New  England  and  all  northern  New  York,  and 
to  a  great  extent  central  New  York,  to  be  forced  into  a  line  as  far  south 
as  the  Michigan  Southern  road,  and  be  lifted  back  again,  at  an  expense, 
because  it  can  not  but  cost  somebody  something  to  take  this  whole  vol- 
ume of  bread-stufEs  and  of  food  and  lift  it  back  again  into  northern  New 
York  and  into  New  England  f  At  the  same  time  does  it  not  serve  this 
purpose,  for  everybody  who  knows  anything  about  the  tonnage  and  the 
amount  of  transportation  knows  this :  That  in  a  good  season,  with  busi- 
ness and  commerce  active  and  the  supply  full,  there  is  enough  for  all 
the  roads.  We  all  have  all  we  can  do.  We  are  more  disturbed  for 
means  and  ways  to  haul  the  traffic  than  we  are  for  ba&\ii^jei^« 
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Now  wouUI  it  be  wise  to  turn  all  this  traffic — take  what  wo  handle 
ourselves,  3,000,000  tons— to  those  roads  and  thus  overload  themf 
They  have  been  overloaded  this  very  season.  The  Peuosylvauia  and 
the  New  York  Central  were  under  a  perfect  blockade,  if  the  papers  are 
to  be  believed,  and  I  have  no  doubt  what  they  stated  was  true,  and  thai 
the  roads  mentioned  were  overloaded. 

Now  I  submit  would  it  be  a  wise  thing  to  do  to  take  all  that  traffic  in 
which  northern  New  York,  in  which  central  New  York,  if  you  please,  is 
interested;  because,  bear  in  mind,  independent  of  the  New  York  Cen- 
tral, independent  of  the  Pennsylvania  road,  or  of  the  Erie  road,  here 
stand  several  roads  in  New  York  which  pass  through  the  interior  of 
that  State  and  carry  a  vast  amount  of  traffic  which  is  digtribated  to 
the  people  there.  There  is  the  Delaware,  Lackawanna  and  Western, 
the  Home,  Watertown  and  Ogdensburgh,  and  divers  other  roads  with 
which  New  York  State  is  giid  ironed,  all  dependent  upon  the  traffic  that 
must  come  from  beyond  the.  boundary  of  Canada.  Would  it  be  a  wise 
thing  to  do  to  cat  off  the  Canadian  roads  and  thus  throw  all  that  traffic 
upon  one  or  two  lines  f 

A  restrictive  policy  on  the  part  of  the  Government  of  the  United 
States  here  as  against  the  Canadian  roads  means  one  of  two  things, 
unless  it  is  done  by  treaty.  It  means  the  engendering  of  a  system  of 
antagonism,  because  the  party  restricted  believes  that  a  wrong  is  doD& 
and  that  means  retaliation.  Shut  off  these  Canadian  railroads  ana 
where  would  you  have  the  facilities  for  feeding  this  great  popalation 
east  of  Buffalo  f 

So  I  say,  and  I  say  it  without  fear  of  contradiction  by  anybody  who 
will  examine  the  subject  carefully,  that  it  would  be  the  most  anwise 
and  unsound  policy  on  the  part  of  our  Government  to  attempt  in  any 
offensive  form,  through  the  medium  of  legislation,  to  control  Uiia  ques- 
tion. It  is  a  sober  question,  and  it  needs  sober  management,  and  it 
needs  legitimate  methods  to  bring  it  around. 

I  grant  that  I  would  be  very  glad  myself,  so  far  as  the  interests  which 
I  represent  are  concerned,  to  have  such  restrictions  put  upon  the  Cana- 
dian roads  as  to  bring  them  into  harmouy  with  our  roads,  and  yet  I  have 
seen  no  reason  of  complaint.  But  I  see  a  danger ;  I  see  apossibility  of 
danger  in  the  present  condition  of  affairs,  but  I  do  not  believe  that  men 
in  the  sound  management  of  a  railroad  on  business  principles  would 
ever  resort  to  it,  except  in  retaliation;  not  as  a  business  principle. 

Therelore,  Mr.  Chairman  and  gentlemen  of  the  committee,  on  the 
great  point  which  you  are  considering,  I  respectfully  submit  as  a  ques- 
tion of  policy,  even  for  the  complaining  parties  here,  much  more  for 
those  who  are  not  complaining,  whether  it  would  be  sonud  policy,  even 
if  Congress  were  disposed  to  put  any  such  restriction  upon  these  Cana- 
dian roads  as  to  lead  to  retaliatory  action  on  the  part  of  the  Canadians — 
and  anything  short  of  a  settlement  of  tlie  question  by  negotiation  be- 
tween the  two  Governments,  so  that  the  Parliament  ot  Canacla  may 
enact  laws  which  will  govern  and  bind  their  constituencies,  these  roads 
that  they  control,  bind  them  as  Congress  has  bound  our  roads,  would 
fall  short  of  securing  the  desired  end — would  it  be  good  logic  and  sound 
policy  to  do  any  such  thing  f 

CUB  GOMMEBGE  UPON  THE  LAKES. 

Were  a  policy  to  be  adopted  which  the  Canadians  would  regard  as 
offensive,  I  beg  leave  to  suggest  another  disaster  that  would  come. 
Our  line  of  steamers,  and  all  lines  of  boats  which  pass  east  of  Lake  Briei 
are  dependent  upon  the  courtesy  of  Canada  to-day. 
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The  Ghaibman.  What  are  they  dependent  upon  f 

Mr.  Smith.  They  are  dependent  upon  the  courtesy  of  Canada  to-day. 
We  can  not  get  into  Lake  Ontario  except  through  the  Wei  land  Canal, 
and  that  is  all  in  their  territory  and  under  the  control  of  Canada. 

JS'ow,  what  would  you  do  with  all  the  commerce  of  Lake  Ontario  with 
the  Welland  Canal  shut  up  against  American  boats  Y  Where  would 
we  bef  And  that  is  just  one  of  the  possibilities,  and,  in  my  judgment, 
the  probability^— almost  a  certaiut3^ — if  any  legislation  is  enacted  by 
Congress  which  becomes  antagonistic  to  the  Canadian  railroads,  and  it 
does  not  take  very  much  now,  in  the  disturbed  condition  of  affairs,  with 
all  the  questions  that  are  pending  between  the  two  Governments — be-. 
tween  Great  Britain  and  the  United  States— in  regard  to  Canada,  to  stir 
ap  further  animosities  which  will  lead,  perhaps,  to  very  injudicious  re- 
sults on  their  paft ;  but  men  do  not  always  stop  to  think  what  is  good 
judgment  and  what  is  not  when  they  are  mad. 

A  QUESTION  TO  BE  SETTLED  BY  NEGOTIATION. 

So  it  seems  to  me  that  this  Government  can  not  afford  to  throw  any 
more  disturbing  elements  into  this  great  question  until  they  have  settled 
the  questions  now  at  issue.  I  have  no  doubt  that  if  proposals  were 
matde  with  a  fair  spirit  and  on  a  reasonable  basis,  that  the  Govern- 
ment of  Canada  would  co-operate  with  our  Government  in  equalizing 
what  are  now  considered  difficulties  and  burdens  upon  the  American 
system  of  railroads. 

If  I  remember  Mr.  Hickson's  testimony  given  in  New  York  before 
your  committee,  he  signified  his  willingness  to  enter  into  any  assurance 
that  would  be  asked  of  him  that  the  whole  traffic  of  his  road  should  be 
submitted  and  subordinated  to  the  interstate  comtnerce  law.  I  think 
that  was  his  statement.  So  far,  Mr.  Chairman,  on  that  point.  I  do  not 
know  that  there  is  any  other  point  that  you  wish  me  to  discuss. 

The  Chaibman.  As  I  understand  you,  then,  you  are  willing  to  say 
that  if  the  American  people  are  at  a  disadvantage  under  the  present 
condition  of  affairs  it  ought  to  be  corrected  ? 

Mr.  Smith.  -Yes,  sir ;  clearly  so. 

The  Chairman.  You  seem  to  intimate  that  any  attempt  at  righting 
by  legislation  whatever  wrong  there  is,  if  there  is  any,  would  be  re- 
gard^ by  the  Canadian  Government  and  the  people  of  Canada  as 
offensive. 

Mr.  Smith.  I  think  it  would  be  so  construed  by  them ;  they  are  very 
sensitive.  I  have  been  closely  associated  with  them,  and  I  know  their 
feelings.  I  think  any  attempt  at  what  the  Canadians  might  construe 
as  non-intercourse,  like  restricting  commerce,  taxing  their  cars,  laying 
imposts  upon  them  in  any  form,  while  our  commerce  can  pass  as  freely 
through  their  territory  as  it  passes  through  our  own — we  have  just  as 
good  connection  to  the  Northwest  and  West  and  to  Chicago  by  our  line 
as  any  line  on  American  soil  today,  all  through  the  courtesy  of  the 
Canadian  Government— would  have  that  effect.  In  my  judgment  the 
benefit  which  accrues  to  the  Canadian  Government  by  means  of  this 
outlet  through  the  United  States  is  small,  is  nothing,  in  fact,  as  compared 
with  the  benefits  which  our  people  derive.  In  other  words,  to  declare 
non-intercourse  would  not  hurt  Canada  as  much  as  us. 

The  Chairman.  This  Canadian  road  has  been  built  from  Puget 
Sound  to  the  American  border. 

Mr.  Smith.  Yes,  sir. 

The  Chairman.  This  road  can  not  exist  if  they  have  nothing  to  carry 
on  it|  audit  could  not  exist  without  the  America  bw^\w^^% 


446  TBAN8P0BTATI0N   INTERESTS   OF 

Mr.  Smith.  No,  sir ;  probably  uot.  Bat  the  country  is  developing, 
and  they  get  a  little  local  basiness. 

The  Chairman.  Is  it  not  a  matter  of  fact  that  the  Canadian  Pacific  is 
keeping  itself  alive  to  some  extent — and  if  there  is  very  little  Canadiao 
traffic  proper  it  must  be  pretty  largely — by  the  business  which  it  get^ 
that  in  some  way  touches  the  United  St.ates  f  If  that  is  not  so,  the  road 
must  be  kept  alive  by  the  Canadian  Government.    Is  that  not  sof 

Mr.  Smith.  In  one  aspect  it  is,  but  it  is  not  fully,  in  ftiy  judgment. 

EFFECT  OF  THE  SHORT-HAUL,  CLAUSE. 

What  I  mean  is  this:  Prior  to  the  adoption  of  the  interstate  law, 
particularly  the  long  and  short  haul  clause,  our  railroads  had  no  reason 
to  complain,  nor  am  I  aware  that  they  ever  complaiuBil,  of  any  compe- 
tition by  the  Canadian  railroads.  It  is  the  restriction  which  the  long 
and  short  haul  places  upon  the  long  lines  which  makes  the  difficulty ; 
and  if  you  will  allow  me,  Mr.  Chairman,  I  will  give  you  an  instance  or 
two  which  will  illustrate  my  idea  exiactly. 

The  operation  of  the  long  and  short  haul  clause,  so  far  as  our  State 
and  our  road  are  concerned,  and  so  far  as  New  England  is  concerned, 
is  very  prejudicial,  because  all  our  traffic  is  interstate.  We  have  not 
margin  enough,  we  have  not  area  enough  in  our  State  to  form  mana- 
facturiug  centers  and  commercial  centers  on  which  to  sustain  ourselves, 
aiid  we  simply  become  a  carrying  ground  to  feed  somebody  else.  Now, 
across  the  lake,  just  opposite  us,  in  New  York,  we  find  that  the  roads 
are  all  within  the  State.  Everything  is  within  their  control,  and  they 
have  the  advantage  of  us  all  the  while. 

Take  the  lines  competing  with  us  in  the  northern  part  of  the  State. 
They  will  make  rates  which  will  give  facilities  that  the  interstate  law 
says  are  discriminations.  They  give  them  freely,  because  they  do  not 
come  within  the  limitations  of  the  law.  They  are  a  law  unto  themselves. 
Hence  we  are  shut  down  in  commerce. 

Take,  for  instance,  the  great  hay  district  which  lies  about  there  in 
Canada  and  on  the  other  side  in  New  York.  We  can  not  compete  for 
that  business;  the  New  York  roads  take'it  every  time.  Why  t  Because 
the  moment  we  cut  the  rate,  and  we  have  got  to  out  in  order  to  get  the 
business,  we  have  to  lower  our  local  tariff  all  the  w;iy  down  to  Boston 
to  conform  to  it.  We  go  through  New  Hampshire  and  Mavssachusctts, 
and  we  have  to  call  upon  Mr.  Furber  to  lower  his  rale.  We  have  to 
call  on  the  Concord  road  to  reduce  its  tariff  in  order  to  meet  the  rate 
that  the  Delaware  and  Hudson  make  for  this  traffic. 

Therefore  the  law  operates  unfairly  and  unequally  in  that  respect.  I 
believe  in  Congress  controlling  the  commerce  of  the  country.  I  believe 
that  under  the  Constitution  Congress  has  not  only  the  right  to  do  so, 
but  I  think  it  is  a  wise  thing  to  do.  But  my  objection  to  the  law,  if  I 
may  be  permitted  to  have  any  objection,  is  that  Congress  comes  into 
the  province  of  the  State,  and  says  we  there  must  do  certain  things, 
which  I  am  not  quite  prepared  to  admit  Congress  has  the  right  to  do. 
We  can  not  go  along,  however,  and  conform  to  the  general  law  without 
subjecting  ourselves  to  great  penalty  if  we  disobey  it. 

Im  the  case  between  the  Boston  and  Albany  and  the  Vermont  Central, 
where  the  Boston  and  Albany  thought  we  were  gif)tiug  a  little  more 
freight  out  of  Boston  than  we  ought  to  get,  they  looked  up  the  rate«  on 
the  line  of  our  road,  and  found  that  our  through  tariff  from  Boston  to 
Chicago  was  in  some  respects  lower  than  the  local  tariff  from  Boston  to 
Ogdensburgh.    Therefore  they  brought  a  complaint  before  the  Interstate 
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Commerce  Oommission,  aod  so  we  had  to  either  cut  the  Ogdensburgh 
rate  down,  or  else  raise  the  Chicago  rate.  ' 

The  Chaibman.  Do  yoa  mean  to  say  that  you  were  charging  more 
from  Boston. to  Ogdensbnrgh  than  you  were  from  Boston  to  Chicago? 

Mr.  Smith.  Yes,  sir ;  we  were  charging  more  from  here  to  Ogdeus- 
burgh  than  to  Chicago ;  our  tariff  from  Boston  to  Ogdeusburgh  was  a 
shade  higher  than  the  through  rate  in  a  severe  competition  between  the 
lines  here. 

The  Chairman.  Do  you  mean  to  say  that  you  were  charging  more  in 
the  aggregate! 

Mr.  Smith.  Yes,  sir ;  charging  more  to  Ogdensbnrgh  than  to  Chicago. 

The  Chairman.  Do  you  think  that  was  right  f 

Mr.  Smith.  Yes,  sir. 

Senator  Harris.  What  is  the  difference  in  distance  between  Boston 
and  Chicago  and  Boston  and  Ogdensbnrgh  t 

Mr.  Smith.  Chicago  by  our  line  is  probably  a  thousand  miles  farther 
than  to  Ogdensbnrgh.  We  have  to  go  to  Ogdensbnrgh  to  connect  with 
our  boat  line.    It  is  a  water  line  from  Ogdeusburgh  to  Chicago. 

Serious  competition  was  going  on  here  between  the  trunk  lines.  We 
all  got  to  quarreling.  All  were  cutting  rates,  and  rates  had  gone  down 
marvelously  low.  When  such  a  condition  of  things  exists  the  question 
is.  Shall  a  road  go  out  of  business,  house  its  engines,  store  its  cars  on 
side  tracks,  discharge  its  men,  etc.,  or,  as  manufacturers  often  do,  work 
at  a  loss  until  the  thing  is  cured  t  The  moment  we  refuse  to  carry 
freight  for  our  customers  they  leave  us  and  go  elsewhere. 

Therefore  we  are  obliged,  particularly  when  the  crops  are  short  and 
the  freight  is  short — ^the  roads  have  their  equipment  on  their  hands,  they 
do  not  want  to  put  their  engines  in  the  house,  put  their  cars  on  a  side 
track,  and  dismiss  their  men — we  are  compelled  to  go  to  work  and  keep 
the  staff  together,  and  such  severe  competition  is  the  result  that  the 
through  rates  oftentimes  go  below  the  local  rates,  as  they  did  in  the 
case  Ihave  mentioned.  In  that  case  the  business  men  of  Ogdensbnrgh, 
unsolicited,  signed  a  memorial  to  the  Commission  begging  them  not  to 
enforce  the  law,  because  they  were  perfectly  satisfied  with  what  we 
were  doing. 

Senator  Reagan.  What  is  the  distance  by  your  land  road  from  Bos- 
ton to  Chicago. 

Mr.  Smith.  By  the  all-rail  route  it  is  a  little  over  1,100  mil^s. 

Senator  Eeagan.  Eleven  hundred  miles  going  through  the  Canadian 
territory  ? 

Mr.  Smith.  Yes,  sir ;  by  way  of  the  Grand  Trunk  road. 

Senator  Bea^AN.  What  would  be  the  distance  by  the  shortest  road 
south  of  the  lakes  t 

Mr.  Smith.  If  I  remember  aright,  there  is  about  70  or  80  miles  differ- 
ence between  our  line  and  the  New  York  Central. 

Senator  Eeagan.  Which  is  the  shorter  line,  your  line  or  the  New 
York  Central! 

Mr.  Smith.  The  New  York  Central. 

Senator  Reagan.  Do  you  understand  that  there  has  been  any  serious 
change  in  the  rates  on  freight  over  the  Grand  Trunk  road  within  the 
last  twelve  or  eighteen  months,  whether  the  rates  on  the  Grand  Trunk 
have  been  raised  or  lowered  in  the  last  eighteen  months  ? 

Mr.  Smith.  Do  you  refer  to  througli  rates  f 

Senator  Heagan.  Yes,  sir. 

Mr.  Smith.  I  think  the  Grand  Trunk  conforms  to  the  published  rates 
agreed  upon  by  all  the  roads. 
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Senator  Beagan.  I  do  not  know  ^hat  the  published  rates  are. 

Mr.  Smith.  At  this  moment  I  think  the  ratea  are  a  little  lower  on  all 
the  trnnk  lines. 

Senator  Beagan.  If  the  tariffs  are  the  same  on  all  the  roads,  and  the 
roads  sonth  ot  the  lakes  are  the  shortest,  why  do  you  not  get  lower 
rates  on  the  roads  south  of  the  lakes  f 

Mr.  Smith.  For  the  rea^ou  that  we  arc  the  longer  line  out  of  Boston, 
and  in  the  interest  of  liarmony  between  the  railroads  the  different  lines 
give  to  us  a  differential,  which  they  allow  us  to  use  without  being 
chargeable  with  breaking  the  rates. 

Senator  Beagan.  Do  all  the  trunk  roculs  agree  to  that! 

Mr.  Smith.  Yes,  sir. 

Senator  Beagan.  So  that  there  is  no  difference  between  the  Grand 
Trunk  and  the  American  trunk  roads. 

Senator  HiscooK.  That  differential  is  only  allowed  on  west-bound 
freight. 

Mr.  Smith.  It  is  mainly  used  West.  1 1  is  granted  on  eastward  freight, 
but  it  is  seldom  used. 

The  Chairman.  Why  is  the  differential  not  used  both  ways! 

Mr.  Smith.  For  the  reason  that  it  would  make  great  disturbance,  and 
although  it  is  conceded  to  our  line  on  account  of  being  the  longer  line, 
in  order  that  we  might  be  on  a  more  equal  footing  with  the  other  lines, 
yet  we  find  it  better  not  to  apply  it. 

The  Chairman.  There  is  a  redundancy  of  freight  at  the  West,  and 
there  is  no  occasion  for  your  rosid  to  use  it. 

Mr.  Smith.  We  get  our  share  of  eiust-bound  business,  but  gofng  west 
there  is  not  enough  traflBc  to  load  all  the  cars  of  every  line. 

Senator  Beagan.  If  the  roads  sowh  of  the  lakes  are  shorter  than  the 
Grand  Trunk,  and  the  rates  are  the  same  on  both,  why  is  it  that  you  do 
not  get  your  freight  coming  East  cheaper  on  the  trunk  roads  south  of  the 
lakes  than  on  the  Grand  Trunk  f 

Mr.  Smith.  When  I  said  the  rates  were  the  same  I  meant  to  the 
initial  point  here  at  Boston.  Here  is  the  diflQculty.  Take  the  Boston 
and  Albany,  for  instance,  as  the  outlet  of  the  New  York  Central  at 
some  point  between  Albany  and  Boston.  On  freight  going  into  northern 
Vermont  and  northern  New  Hampshire  for  shipment  over  our  line  they 
must  let  that  freight  off  and  put  it  on  some  side  line  to  bring  it  up  to  us. 
That  makes  it  cost  a  great  deal  more.  I  do  not  know  that  it  would  make 
any  difference  to  Boston,  but  to  the  territory  north  and  east  of  Boston 
it  makes  a  great  difference. 

Senator  Reagan.  Are  you  aware  of  there  being  a  very  large  increase 
in  the  amount  of  business  done  on  the  Grand  Trnnk  road  since  the 
passage  of  the  interstate  commerce  law  by  Congress! 

Mr.  S311TH.  1  do  not  recollect,  sir.  I  have  seen  the  statement  of  the 
Grand  Trunk  of  the  amount  of  tonnage  carried  by  it,  but  I  can  not  say 
as  to  the  aggregate  on  their  entire  road.  I  can  only  speak  so  far  as 
their  connection  with  us  is  concerned. 

Senator  Beagan.  Give  us  that. 

Mr.  Smith.  So  far  as  their  connection  with  us  goes,  it  has  diminished 
rather  than  increased.    On  the  aggregate  I  understand  it  has  increased. 

Senator  Beagan.  Yon  are  not  advised  as  to  the  increase  on  the  roads 
sonth  of  the  lakes  as  compared  with  the  increase  on  ttie  Grand  Trnnk  f 

]\Ir.  Smith.  I  do  not  think  that  the  rojuls  south  of  the  lakes  have  in- 
creased in  tonnage  correspondingly. 

Senator  Beagan.  I  did  not  know  but  what  you  might  have  definite 
information.    It  has  been  givt^n  to  us  that  the  increase  of  tonnage  on 

the  Grand  Trank  haa  beeu  verj  \%t^^  ^  ^om^gared  with  the  other  ro«Mla, 
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Mn  Smith.  I  can  not  speak  definitely,  not  having  the  data  before  me. 

Senator  llEAaAN.  I  intended  to  ask  yoa  to  what  the  large  increase  on 
the  Grand  Trunk  road  at  the  expense  of  the  roads  sonth  of  the  lakes 
was  attributable  f 

Mr.  Smith.  I  have  not  enough  data  to  answer  that% 

The  Ghaieman.  That  is  all,  governor.  We  are  much  obliged  to  you 
for  coming  down  here. 

I  desire  to  have  put  in  the  record  in  this  connection  the  correspond- 
ence which  has  taken  place  between  Governor  Smith  and  myself  in  refer- 
ence to  the  questions  the  committee  is  directed  to  investigate. 

The  letters  are  as  follows : 

Spbinqfisld,  III.,  June  27,  1889. 

Dear  Sir:  The  Committee  on  Interstate  Commerce  of  the  United  States  Senate 
will  meet  in  Boston  on  July  5  to  continue  its  inyestigation  into  the  relations  between 
the  United  States  and  Canada  as  they  affect  the  transportation  interests  of  this 
country. 

You  will  very  greatly  oblige  me  il  yoa  will  haye  forwarded  to  me  at  the  Hotel  Ven- 
dome,  in  Boston,  by  that  date,  a  statement  covering  the  following  inqniries : 

1.  will  yon  kindly  haye  prepared  a  statement  describing  the  varions  routes  be- 
tween Boston  and  points  west  of  Buffalo,  Pittsburgh,  Wheeling,  and  Parkersbur^h. 
In  so  doing,  please  haye  stated  in  their  order  the  several  lines  out  of  Boston,  with 
their  water  and  rail  connections,  as  follows : 

(1)  Central  Vermout,  all  its  rail  and  wai^r,  and  water  and  rail  connections. 

(2)  Boston  and  Maine,  all  its  all  rail  connections,  including  Canadian  Pacific,  and 
Its  water  and  rail  connections,  if  it  has  any. 

I  would  be  glad  to  have  this  statement  show  not  only  all  rail,  rail  and  lake,  and 
rail,  canal,  and  lake,  but  also  rail,  sound,  steam-boat,  and  rail  and  ocean,  coastwise 
steamer  and  rail. . 

2.  I  would  be  glad  to  have  a  statement  showing  the  class  rates  prevailing  at  the 
present  time  over  each  particular  route  described  in  the  foregoing  schedule  of  routes. 

3.  Does  the  object  of  securing  traffic  cause  the  Fitchburg  Railroad,  the  Boston  and 
Albany  Railroad,  and  the  New  York  and  New  England  Railroad  Company  to  be  equally 
Interested  in  maintaining  between  Boston  and  the  West  rates  which  are  relatively  low 
in  comparison  with  New  York  and  other  sea-board  rates  f 

4.  In  your  opinion,  is  it  probable  that  as  low  relative  rates  would  prevail  in  the 
absence  of  Canadian  railroad  competitiou  as  now  prevail  f 

5.  Will  yon  please  state  the  facts  in  regard  to  the  application  made  to  the  Inter- 
state Commerce  Commission  for  an  order  compelling  the  Eastern  trunk  lines  and  the 
New  England  railroads  to  make  tbe  same  rates  between  Boston  and  the  West  as  are 
made  between  New  York  and  the  West,  stating  (a)  the  points  at  the  West  to  which 
the  application  referred  |  (6)  the  particular  commodities  to  which  it  referred ;  (o)  the 
decision  of  the  Commission,  and  the  considerations  upon  which  it  was  based ;  (d)  any 
additional  statements  in  regard  to  tbe  matter  which  you  may  de»ire  to  make. 

6.  What  do  you  think  will  be  the  effect  upon  the  commerce  of  Boston  of  the 
Canadian  Pacific  Railway  line  through  the  State  of  Maine  f 

Very  respectfully, 

6.  M.  CULLOM. 

Hon.  J.  Grboort  Smith, 

Presideni  Cmtral  Vermont  Bailroad  Company^  St,  Albans^  Vt. 


Central  Vermont  Railroad,  President's  Office, 

St.  AlbanSf  Vt.,  July  5,  1889. 

Mt  Dear  Sir  :  Yours  of  June  27  did  not  reach  me  until  Monday  of  this  week,  and 
would  have  been  earlier  replied  to  but  for  my  necessary  absence  for  a  portion  of  the 
time  since. 

I  send  you  herewith  a  reply  to  the  inquiries  made  in  your  letter,  together  with  the 
other  information  yon  desired. 

I  hope  it  is  in  intelligible  form,  though  not  quite  as  I  would  have  had  it  had  I  been 
at  home  to  give  it  personal  attention.    I  replied  to  your  telegram  to-day  that  I  would 
be  in  Boston  Monday,  if  you  could  no'  favor  me  by  postponing  ulitil  Tuesday. 
I  am,  very  truly,  yours,  • 

J.  Gregory  Smith, 
Hon.  S.  M.  CuLUiM,  President. 

Vendome  Holel^  Jioatonj  Maes. 

6543 39 
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BOUTES  TO  WESTERN  POINTS  FROM  BOSTON. 

Boston  and  Albany  Railroad  to  Albany,  thence  over  New  Tork  Central  to  Buffalo, 
thence  by  rail  to  Cleveland  and  points  west  thereof;  also  by  steamer,  etc.;  also 
canal  from  Albany. 

New  York  and  New  England  Railroad  to  Nowbnrgh,  thence  over  New  York,  Lake 
Erie  and  Western  Railroad  and  West  Shore  Railroad  to  BofiEalo,  thenoe  by  rail  or 
steamer  to  Cleveland  and  points  west  thereof. 

New  York  and  New  England  Railroad  to  Willimantic,  thence  over  the  New  York, 
New  Haven  and  Hartford  Railroad  to  New  York,  thence  over  the  Pennsylvania  Rail- 
road to  Pittsburgh  and  points  west  thereof  and  to  Erie,  thence  by  steamer  to  Cleve- 
land and  points  west  thereof. 

New  York  and  New  England  Railroad  to  New  London,  thence  by  steamer  to  New 
York,  etc. 

Fitchburg  Railroad  to  Rotterdam  Junction,  thence  over  the  West  Shore  Railroad 
to  Buffalo  and  Saspension  Bridge  and  points  west  thereof,  also  to  Buffalo,  thence  by 
steamer  to  Cleveland  and  points  west  thereof. 

Fitchburg  Railroad  to  Meohanicsville,  thence  over  the  Delaware  and  Hudson 
Canal  Company  and  New  York,  Lake  Erie  and  Westorn  Railroad,  or  Delaware, 
Lackawanna  and  Western  Railroad,  to  Salamanca  and  Buffalo  and  points  west  thereof, 
also  to  Buffalo,  thence  by  steamer  to  Cleveland  and  points  west  thereof. 

Fitchburg  Railroad  to  Rotterdam  Junction,  thence  by  canal  to  Buffalo,  etc. 

Fitchburg  Railroad,  etc.,  to  Schenectady,  thence  by  canal  to  Buffalo,  eto. 

Central  Vermont  Railroad  to  St.  John's,  in  connection  with  Qrand  Trunk  Railroad 
to  Montreal  and  points  west  thereof. 

Central  Vermont  Railroad  to  Norwood,  in  connection  with  Rome,  Watertown  and 
Ogdensburg  Railroad  to  Watertown  and  points  west  thereof. 

Central  Vermont  Railroad  to  Rouse's  Point,  in  connection  with  Canada,  Atlantic 
and  Canadian  Pacific  Railways,  to  Ottawa  and  points  west  and  east  thereof. 

Central  Vermont  Railroad  to  Richford,  in  connection  with  Canadian  Pacific  Bail- 
road  to  Montreal  and  points  west  and  east  thereof. 

Central  Vermont  Railroad  to  Ogdensbnrgh,  thence  by  steamer  to  Cleveland  and 
points  west  thereof. 

Boston  and  Maine  Railroad  to  Newport,  in  connection  with  the  Canadian  Pacific 
Railroad  via  North  Conway  to  Montreal  and  points  west  thereof. 

Boston  and  Maine  Railroad  via  Portland,  in  connection  with  the  Grand  Tmnk  Rail- 
road to  Montreal  and  points  west  thereof. 

Boston  and  Lowell  Railroad  via  Concord  to  Newport,  in  connection  with  the  Cana- 
dian Pacific  Railroad  to  Montreal  and  points  west  thereof. 

Boston  and  Lowell  Railroad  via  White  River  Junction  to  Newport,  in  connection 
with  the  Canadian  Pacific  Railway  to  Montreal  and  points  west  thereof. 

Boston  and  Maine  Railroad  via  Portland  to  Canadian  Lower  Province<»  over  the 
Maine  Central  and  Canadian  Pacific  Railway. 

By  Portland  steamers,  thence  by  all  rail  lines  to  the  West. 

By  steamers  to  Philadelphia  and  Baltimore,  thence  by  Baltimore  and  Ohio  Rail- 
road to  Parkersburgh  and  points  west  thereof. 

Freight  rates  to  and  from  Chieago, 
In  oentB  per  100  pounds. 


To  Chicago,  all  mil : 

Boston  and  Albany  Railroad,  Fitchburg  Railroad,  and  New 

York  and  New  Eogland  Railroad 

Central  Vermont  Ra7lroa<l  and  Boston  and  Maine  Railroad 

(less  th  e  differeu  tials) 

From  Chicago,  all  rail : 

Boston  and  Albany  Railroad,  Fitchbnrg  Railroad,  New 
York  and  New  England  Railroad,  Central  Vermont  Rail- 
road, and  Boston  and  Maine  Railroad 

To  Chicago,  lake  and  mil : 

Boston  and  Albany  Railroad 

Fit«hbnrg  Railroad   and    New  York  and  New  England 

Railroad 

Central  Vermont  Ridl road 

From  Chicago,  lake  and  rail : 

Boston  ana  Albany  Railroad,  Fit«hbnrg  Railroad, and  Now 

Tork  and  New  England  Iliuiroa<l 

Centi-ai  Vermont  IlaUi-oad 
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LINES  FROM  BOSTON  TO  THE  WEST. 

Amwer  to  question  No.  1. — ^New  England  having  the  following  outlets: 

1.  The  steamer  lines  to  New  York. 

2.  Boston  and  Albany,  New  Tork  Central,  and  West  Shore  Railroads;  Western 
Transit  Company,  Lake  Superior  Transit  Company,  ^n  lakes. 

3.  Fitchbnrg ;  New  York  and  New  England ;  New  York,  Lake  Erie  and  Western ; 
Pennsylvania;  Delaware,  Lackawanna  and  Western,  and  West  Shore  Railroads; 
Union  Steamboat  Company;  Anchor  Steamer  Line;  Lake  Superior  Transit  Company, 
on  lakes. 

4.  Central  Vermont  Railroad,  (a)  Grand  Trunk  Railway  to  Chicago,  Milwaukee, 
and  St.  Louis,  and  its  Michigan  and  Western,  Northwestern  and  South vfestem  rail- 
way connections,  (h)  Grand  Trunk  Railway,  lake  lines  via  Fort  Gratiot,  Point  Ed- 
ward, Sarnia,  Midland  and  Collingwood,  to  and  from  Daluth  and  Chicago,  (c)  Rome, 
Waterkown  and  Ogdensburgh  Railroad  to  Cleveland,  Cincinnati,  Columbus,  Indian- 
apolis, St.  Louis,  Louisville  and  Cairo,  and  principal  points  iu  the  West,  Northwest 
and  Southwest  upon  the  Wabash;  Cincinnati,  Hamilton  and  Dayton;  New  York, 
Pennsylvania  and  Ohio;  Toledo,  Ann  Arbor  and  North  Michigan;  Chicago,  Milwau- 
kee and  St.  Paul;  Chicago  and  Northwestern;  Chicago,  Burlington  aud  Quincy; 
Chicago,  Rock  Island  and  Pacific,  etc..  Railroads,  (d)  Canadian  Pacific  Railway  main 
line  via  Rouse's  Point  and  Canada  Atlantic  Railway ;  Canadian  Pacific  Railway  Soo 
Line  via  Rouse's  Point  and  Canada  Atlantic  Railway ;  Canadian  Pacific  Railway  main 
line  via  Richford ;  Canadian  Pacific  Railway  lake  line  via  Owen  Sound.  («)  Ogdens- 
burgh Transit  Company,  Central  Vermont  Railroad  lake  line,  running  between  Chi- 
cago, Milwaukee,  Detroit,  Cleveland,  and  Ogdensburgh. 

There  is  no  doubt  that  the  closing  of  any  of  these  routes  would  lessen  the  competi- 
tion, and  tend  to  increase  the  rates  for  the  carriage  of  freight  to  and  from  Western 
points,  and  be  contrary  to  the  wishes  of  Boston  and  New  Eugland  merchants. 

So  far  as  the  Boston  and  Albany  Railroad  is  concerned,  it  has  defended  a  suit  be- 
fore the  Interstate-Commerce  Commission,  and  has  been  sustained  by  said  Commis- 
sion in  opposition  to  the  claim  of  the  Boston  Chamber  of  Commerce,  demanding  same 
rates  to  and  from  Boston  as  are  in  force  to  aud  from  New  York. 

Answer  to  question  No,  2. — I  do  not  think  that  as  low  rates  would  prevail  but  for 
the  competition  of  Canadian  railways. 

Answer  to  question  No,  3. — Petition  of  Boston  Chamber  of  Commerce  vs,  Boston  and 
Albany  Railroad,  etc.  (a)  Between  Boston  and  Buffalo,  Suspension  Bridge  or  points 
west  thereof,  (fr)  All  dead  freight  except  dressed  meats,  (o)  Interstat^Commeroe 
Commission  decided  that  the  rates  to  Boston  were  not  unreasonable,  taking  into  ac- 
count the  increased  distance,  and  the  extra  cost  in  connection  therewith,  etc.,  com- 
pared to  New  York. 

The  merchants  of  Boston  and  New  England  will  never  be  satisfied  until  the  freight 
rates  between  Boston,  etc.,  and  western  x>olots  are  not  higher  than  between  New 
York  and  similar  western  points. 

The  Central  Vermont  Railroad  Company  are  in  favor  of  New  York  rates  between 
Boston  and  principal  commercial  centres,  in  the  Western  States. 

THE  CANADIAN  PACIFIO  LINE  THROUGH  MAINE. 

Th^  Canadian  Pacific  Short  Line  through  the  State  of  Maine  will  be  of  much  benefit 
to  Boston,  because  it  will  tend  to  open  up  direct  trade  with  inland  points  in  New 
Brunswick  and  Nova  Scotia,  and  it  will  stimulate  the  trade  of  Boston  to  St.  John, 
St.  Andrews,  St.  Stephens,  New  Brunswick  and  Halifax,  Nova  Scotia. 

The  opening  of  this  line  will  be  another  competitor  to  Boston  lines  for  traffic  to 
and  from  upper  Canadian  Provinces  and  Western  States,  but  we  have  no  doubt  that 
Boston  will  retain  all  the  traffic  that  naturally  belongs  to  it,  and  will  receive  a  benefit 
which  would  largely  overbalance  any  loss. 

Any  interruption  of  the  relations  existing  between  the  Central  Vermont  Railroad 
and  the  Canadian  railways  would  cause  great  injury  to  New  England  at  large. 
Northern  and  central  Vermont  are  dependent  almost  entirely  for  their  supplies  of 
grain,  flour,  and  meats  upon  the  Central  Vermont  Railroad.  The  same  is  true  also 
of  New  Hampshire  and  her  great  manufacturing  centers.  The  Central  Vermont  Rail- 
roa<l,  through  the  lines  she  controls  aud  operates,  reaches  also  the  central  portion  of 
Massachusetts,  the  central  portion  of  Connecticut,  and  all  of  Rhode  Island.  To 
Maine  the  Central  Veimout  Rikilroad  supplies  a  large  traffic.  The  injury  which  would 
fesult  to  the  territory  thus  reached  by  the  Central  Vermont  Railroad  aud  its  leased 
lines  would  be  severely  felt,*while  no  corresponding  benefit  could  in  any  way  result. 
Nor  is  the  Central  Vermont  Railroad  aud  the  country  tributary  to  it  the  only  parties 
to  be  affected  by  such  an  interruption.  The  Canadian  railways  which  ougai^e  largely 
in  the  commerce  of  the  United  States,  and  are  carriers  to  a  great  extent  <^l\>\i<ek  v^v^-- 
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nets  of  the  Weat,  Northwest,  and  Southwest  for  the  sapply  of  the  Enfitem  States,  are 
the  Cianada  Southern,  the  Great  Western  of  Canada,  as  well  as  the  Canadian  Pacific 
Railroad  and  the  Grand  Trank  systems.  Crossing  the  peniusnla  of  the  proTince  of 
Ontario,  these  roads  famish  th?  outlet  for  large  systems  of  roads  west  of  that  terri- 
tory, and  become  feeders  to  many  of  the  roads  in  the  United  States,  and  snpply  an 
immense  volame  of  traffic.  The  interruption,  therefore,  of  the  relations  of  these  roada 
with  the  various  roads  on  this  side  of  the  line  would  compel  the  great  commerce  of 
the  t<erritory  of  the  West,  Northwest,  and  Southwest  to  seek  its  outlet  over  the  lines 
controlled  by  the  New  York  Central,  Erie,  and  Pennsylvania  roads,  thus  overburdening 
those  roads  already  doing  an  immense  traffic  nearly  to  their  full  capacity,  and  also 
compelling  a  large  section  of  country  in  northern  New  York  and  New  England  to  ob- 
tain their  supplies  by  circuitous  andindirect  routes  at  greatly  increased  coat  and  sub- 
ject to  great  delays,  and  tend  to  destroy  the  fair  and  ju8t  competition  which  forms 
so  large  a  factor  in  the  snccess  and  prosperity  of  their  local  development.  The  same 
may  also  be  stated  as  applicable  to  the  commerce  of  the  East  going  West. 

STATEMENT  OF  JAMES  T.  FUBBEB. 

Mr.  James  T.  Furber,  general  manager  of  the  Boston  and  Maine 
Bailroady  appeared. 

The  Chairman.  Where  do  you  live,  Mr.  Fnrber  t 

Mr.  FuBBER.  At  Great  Falls,  New  Hampshire. 

The  Chairman.  Whom  do  you  represent  f 

Mr.  FuRBER.  I  represent  the  Boston  and  Maine  Railroad,  covering 
a  section  of  country  of  about  one  thousand  miles  in  extent. 

The  Chairman.  In  what  capacity  t 

Mr.  FuRBER.  As  general  manager  thereof. 

The  Chairman.  Now,  proceed  to  make  your  statement  in  your  own 
way. 

Mr.  FuRBER.  I  would  much  prefer  to  answer  questions  that  the  com- 
mittee see  fit  to  propound.  I  can  only  say  in  regard  to  the  Boston  and 
Maine  Railroad  that  Governor  Smith,  in  his  remarks  concerning  the  re- 
lations of  the  Canadian  lines,  particularly  through  New  England,  has 
expressed  my  full  views  on  the  matter.  We  are  a  distributing  railroad 
for  the  products  of  the  West  more  particularly,  and  we  cover  a  large 
manufacturing  district,  in  which  is  manufactured  a  large  amount  of 
goods  to  be  consigned  to  the  West  and  Northwest  We  are  runaiug 
a  road  from  Swanton,  Vt.,  which  connects  with  the  Central  Vermont 
in  that  place,  thence  via  that  line  to  the  Canadian  Pacific  and  to  the 
Grand  Trunk:  also  through  to  the  Bome,  Watertown  and  Ogdensburg 
Bailroad.  We  carry  it  across  the  State  of  Vermont  and  connect  at 
Scott's  Mills  with  the  Maine  Central  Bailroad  and  with  the  Concord 
Kailroad.  The  Maine  Central  is  now  building  a  line  there  which  makes 
it  a  perfect  line  from  that  section  of  the  country  to  other  parts  of  the 
State  of  Maine.  We  also  by  another  route  connect  with  the  Grand 
Trunk  and  the  Canadian  Pacific.  We  have  a  line  that  connects  with 
the  Grand  Trunk  at  Portlaud,  which  comes  through  to  Boston,  where 
connection  is  made  with  the  Fitchburg  and  the  Boston  and  Albany 
Bailroads,  with  New  England  and  New  York,  and  we  connect  with  the 
Old  Colony. 

We  are  also  running  a  line  across  Massachusetts  extending  fh>m 
Boston  through  to  the  Connecticut  Biver,  there  connecting  with  the 
Connecticut  Biver  Bailroad  and  through  that  with  the  New  York,  New 
Haven  and  Hartford,  and  shortly  shall  be  connected  with  the  Connecti- 
cut Western,  thereby  making  us  a  line  over  the  Poughkeepsie  Bridge 
and  over  the  Pennsylvania  through  to  the  West,  Lake  Ontario,  etc. 
W^e  have  a  large  population  to  serve  and  we  are  quite  anxious  that 
those  people  should  be  served  as  promptly  as  possible  and  as  cheax>ly 
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as  possible.  We  thiuk  tliat  any  disturbance  of  the  Canadian  lines 
woald  seriously  interfere  with  the  people  whom  we  serve. 
The  Ohaibman.  What  do  you  mean  by  "  disturbance?^ 
Mr.  FuBBEB.  Such  as  taxing  cars  coming  through  into  this  country, 
and.  such  as  undertaking  to  bring  the  Canadian  lines  under  restrictions 
and  stopping  their  trade  at  a  certain  line  and  not  permitting  it  to  bo 
transported  in  h'  re.  I  believe  with  respect  to  disturbance  that  the 
interstate  commerce  law  has  disturbed  us  more  than  anything  that  has 
ever  been  done.    I  believe  it  is  an  injury  to  our  people. 

THE  PAYMENT  OF  BEBATES. 

The  Chaibman.  Did  it  put  a  stop  to  your  paying  secret  rebates? 

Mr.  Fubbeb.  We  have  never  been  in  the  habit  of  paying  any  secret 
rebates. 

The  Chaibman.  Do  you  think  that  could  be  said  of  all  the  railroads 
of  the  country. 

Mr.  Fubbeb.  I  think  not.  I  do  not  think  there  has  been  much 
trouble  about  one  road  knowing  what  the  oth'er  road,  was  doing. 

The  Chaibman.  You  think  no  secret  rebates  have  been  paid  by  any 
of  the  roads? 

Mr.  Fubbeb.  Oh,  yes ;  there  have  been  drawbacks  and  rebates  paid 
for  one  reason  and  another  by  certain  lines,  but  I  think  the  other  Unes 
found  out  what  it  was. 

The  Chaibman.  And  then  they  went  at  it  themselves  ? 

Mr.  Fubbeb.  I  think  so,  and  I  think  it  was  perfectly  right.  I  think 
it  right  that  the  people  should  have  the  advantage  of  getting  a  rate  as 
low  as  possible.  I  do  not  think  we  have  anywhere  near  reached  the 
bottom  in  the  matter  of  transportation  charges. 

The  Chaibman.  I  do  not  either;  but  do  you  think  it  right  to  pay  a 
secret  rebate  to  one  man  and  not  to  his  neighbor  ? 

Mr.  Fubbeb.  I  do  not  think  that  could  last  long. 

The  Chaibman.  Why  not  ? 

Mr.  Fubbeb.  Because  the  neighbor  would  find  it  out. 

The  Chaibman.  That  has  not  been  the  history  of  it.  Men  have  beui 
broken  up  or  very  nearly  bankrupted  before  they  found  it  out. 

Mr.  Fubbeb.  Well,  I  do  not  believe  that  the  manufacturing  dis- 
tricts which  we  are  serving  would  be  able  during  certain  seasoiis  of 
the  year,  particularly  in  the  fall,  to  get  the  products  that  they  want 
and  which  they  should  receive  if  they  were  to  be  confined  to  th«  Amer- 
ican lines. 

The  Chaibman.  Why? 

Mr.  Fubbeb.  Because  I  believe  the  American  lines  wouIA  not  be 
able  to  transport  the  products  within  the  time  they  were  wanted.  I 
know  we  are  finding  a  very  large  amount  of  business  coming  to  us  from 
the  East  and  the  West  over  American  and  Canadian  lines,  and  at  cer- 
tain seasons  we  find  that  we  get  all  the  traffic  we  can  accoriiniodate  and 
all  we  can  take  care  of.  In  fact  it  is  difficult  to  find  sufficient  power 
and  sufficient  cars  with  which  to  move  the  traffic. 

The  Chaibman.  How  did  you  get  along  before  the&e  Canadian  roads 
were  built  ? 

Mr.  Fubbeb.  Well,  sir,  the  Canadian  roads  have  been  built  for  a 
long  time,  and  the  traffic  of  the  country  since  the  building  of  these 
Canadian  roads  has  rapidly  increased.  It  has  been  more  than  doubled, 
certainly. 

The  Chaibman.  More  than  doubled  since  when  t 
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• 

Mr.  FxTRBER.  Since  the  Canadian  roads  were  built.  The  Grand 
Trank  Railroad,  a8  you  are  aware,  is  an  old  road,  and  has  been  here 
a  great  many  years,  and  been  here  about  as  long  as  any  of  our  roads. 

We  receive  traffic  iilso  at  White  River  Junction  from  the  Central  Ver- 
mont, and  receive  it  from  Portland  by  direct  connection  with  the  Grand 
Trunk  at  that  point. 

THE  REGULATION  OF  GOMKIERGE. 

The  Chairman.  Well,  the  substance  of  your  statement  is  that  yon 
do  not  think  you  ought  to  be  regulated  by  American  legislation,  and 
that  the  Canadian  roads  ought  to  be  left  alone  also,  is  it  not  t 

Mr.  FuRBER.  Ko,  sir.  To  a  certain  extent  it  is  proper  and  right  for 
the  American  Government  to  regulate  commerce  among  the  States.  We 
are  aware  that  that  is  a  very  proper  thing  to  do.  At  the  same  time 
when  you  undertake  to  regulate  the  commerce  among  the  States  and 
regulate  the  tariff  at  which  it  shall  be  done,  you  are,  to  a  large  extent, 
creating  a  great  deal  of  trouble,  and  I  do  not  know  of  any  way  in  which 
it  can  be  done  unless  the  Government  is  prepared  to  take  control  of  all 
the  railroads  and  form  one  system,  and  then  make  rates  that  shall  cover 
the  whole  ground.  The  people  can  then  accept  their  rates  or  not.  We 
have  ascertained  by  expei-ience  that  it  becomes  necessary  to  aid  in  the 
building  up  of  towns  along  our  line,  and  to  do  so  we  have  to  favor  them 
as  far  as  practicable. 

The  Chairman.  Do  you  think  that  that  is  the  duty  of  every  common 
carrier  t 

Mr.  FuRBER.  Yes,  sir.  I  believe  a  common  carrier  is  a  developer  of 
the  country. 

LOW  RATES  DEVELOP  THE  COUNTRY. 

The  Chairman.  Do  you  think  it  is  the  duty  of  a  common  carrier,  if 
it  has  one  town  on  its  line  and  would  like  to  have  another,  to  discrimi- 
nate against  the  town  you  have  in  order  to  build  up  another f 

Mr.  FuRBER.  I  think  it  is  the  duty  of  the  common  carrier  to  get  as 
many  more  towns  as  possible,  because  when  it  has  once  established  its 
towns  and  has  its  line  dotted  with  local  traffic  it  has  then  and  there  a 
local  traffic  which  will  support  its  railroad  and  pay  its  stockholders  a 
fair  rate  of  interest  for  their  money  invested,  and  at  the  same  time  will 
be  enabled  to  bring  to  them  from  foreign  points  goods  at  very  low  rates. 
Low  rates  always  build  up  a  territory.  We  have  always  found  it  so  in 
our  experience.  We  have  always  found  that  it  succeeded  in  giving  our 
people  such  advantages  a^  enabled  them  to  compete  with  people  in  other 
parts  of  the  country. 

For  instance,  it  is  our  interest  and  study  to  furnish  to  all  oar  manu- 
facturers their  supplies  for  manufacturing  purposes  as  cheaply  as  manu- 
facturers are  furnished  who  are  located  at  Fall  Eiver  and  other  points. 
When  we  can  furnish  them  an  outlet  for  their  goods  at  as  cheap  rates 
as  our  friends  at  other  manufacturing  points,  and  furnish  them  their 
supplies  at  as  low  rates  as  other  manufacturers  are  able  to  obtain  them, 
we  think  we  are  serving  them  properly  and  that  they  are  enabled  to 
compete  with  other  parties,  and  the  points  we  serve  do  not  suffer  in 
competition  with  others. 

THE  CANADIAN  ROADS  OF  ADVANTAGE  TO  NEW  ENGLAND. 

The  Chairman.  I  shall  not  examine  you  on  the  law  as  it  stands,  but 
what  we  are  specially  charged  to  inquire  into  is  whether  anytiiing 
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ought  to  be  cloue  by  the  American  Congress  in  relation  to  the  Canadian 
roads. 

Mr.  FuBBEB.  I  think  that  the  Canadian  roads  ought  not  to  be  dis- 
turbed in  any  way  whatever. 

The  Chaibman.  You  think  nothing  ought  to  be  done.  • 

Mr.  Fubbeb.  I  think  so,  so  far  as  we  in  this  section  stand  in  relation 
to  it.  These  Canadian  roads  are  certainly  a  great  advantage  to  us. 
The  products  of  our  section  here  are  carried  to  the  West  at  much  higher 
rates  than  the  productsof  the  West  are  brought  here.  That  is  a  matter 
I  dislike  very  much,  and  accordingly  I  have  endeavored  several  times 
to  have  it  changed.  I  think  we  should  have  our  shoes  and  manufact-^ 
ured  goods  carried  as  cheaply  to  the  West  as  Western  corn  is  brought* 
to  this  section  of  the  country. 

The  Chaibman.  Why  is  it  diflferent  t 

Mr.  FuBBEB.  That  is  a  matter  that  the  trunk  lines  manage. 

The  Chaibman.  Is  it  brought  about  by  the  competition  of  the  Ca- 
nadian  Pacific?  ^ 

Mr.  Fubbeb.  I  do  not  think  by  the  Canadian  Pacific.  I  think  the 
reduction  of  rates  and  the  cutting  of  rates  were  not  inaugurated  by  the 
Grand  Trunk  or  the  Canadian  Pacific.  I  think  they  were  inaugurated 
by  the  American  lines  entirely.    We  have  so  found  it  in  our  experience. 

The  Chaibman.  So  that  whatever  reductions  the  people  have  received 
have  been  brought  about  by  the  American  lines,  and  not  by  the  reduc- 
tions made  on  the  part  of  the  Canadian  lines  f 

Mr.  Fubbeb.  Brought  about  by  a  reduction  by  the  American  lines  in 
endeavoring  to  get  the  business  from  the  Canadian  lines. 

The  Chaibman.  Does  that  hurt  the  people  any! 

Mr.  Fubbeb.  No,  sir;  we  are  very  glad  to  have  it.  We  people  in 
this  section  want  all  the  advantages  which  God,  nature,  or  man  can 
give  us,  and  if  the  English  Government  are  ready  to  give  subsidies  to 
railroads  which  will  enable  them  to  bring  to  us  our  goods  at  cheaper 
rates,  we  are  glad  of  it. 

The  Chaibman.  You  have  a  little  American  pride,  have  you  nott 

Mr.  Fubbeb.  Yes,  sir;  but  when  an  American  stands  up  here  and 
says  that  he  can  not  compete  with  the  rest  of  the  world,  and  he  cries 
like  a  baby,  1  am  not  in  favor  of  it. 

The  Chaibman.  Are  you  ready  to  meet  these  foreign  corporations 
in  a  free  tight! 

Mr.  Fubbeb.  I  am  ready  to  meet  the  Canadian  roads  in  anything. 

The  Chaibman.  The  Canadians  raise  potatoes  and  many  other  things, 
and  do  you  want  those  articles  to  come  in  freet 

Mr.  Fubbeb.  Those  are  matters  about  which  I  am  not  prepared  to 
talk  at  the  present  time. 

The  Chaibman.  You  say,  you  want  to  stand  up  with  them  in  a  free 
fight. 

Mr.  Fubbeb.  I  will  compete  with  anybody  in  my  business.  We 
have  a  road  which  runs  in  four  different  States,  and  we  have  found  cer- 
tain troubles  in  connection  with  the  interstate  commerce  law,  and  that 
is  one  reason  why  I  said  it  should  be  repealed,  or  ought  to  be. 

THE   INTEBSTATE-OOMMEBOB   LAW. 

As  we  understand  the  law,  after  having  once  advertised  our  rates,  we 
are  compelled  to  abide  by  those  rates  until  we  have  a<lvertised  others. 
Now,  we  are  frequently  finding  among  our  people  a  number  of  parties 
who  desire  to  travel  from  one  State  to  another,  and  we  find  that  w^ 
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have  no  aatbority  to  carry  them.  For  instance,  a  party  of  fifty  will 
perhaps  want  to  visit  a  clab  here  in  Boston,  and  perhaps  a  club  in 
Boston  will  want  to  pay  a  visit  to  a  clnb  in  Portland,  and  the^'  will 
want^to  go  tonight.    We  can  not  give  them  excursion  rates. 

The  OnAiBMAN.  You  have  a  right  to  give  them  excursion  rates, 
have  you  not  t 

Mr.  FuBBEB.  We  do  not  understand  that  we  have  a  right  to  give 
them  any  excursion  rate,  or  at  least  not  such  as  we  advertise  for  an 
excursion  rate.  For  example,  we  will  advertise  an  excursion  rate  to 
Old  Orchard,  which  is  this  side  of  Portland,  for  the  public.  Kow  then, 
one  of  the  clubs  here  in  Boston  may  desire  to  go  to  Portland  to  pay  a 
visit  to  a  Portland  club.  They  come  to  us  for  a  rate  and  they  do  not 
expect  to  pay  us  over  half  the  regular  fare.  As  we  understand  the  law 
we  have  no  right  to  make  that  rate  unless  we  advertise  it  and  send  our 
advertisement  to  the  Interstate  Commerce  Commission. 

Furthermore  we  fall  into  the  same  trouble  with  freights  of  all  kinds 
and  are  compelled  to  issue  commodity  tariffs.  These  commodity  tariffs 
are  simply  reductions  of  rates.  These  reductions  are  made  in  light 
goods  as  well  as  heav3'^  goods.  People  are  frequently  calling  for  rates, 
and  they  want  them  the  same  day  they  are  called  for.  It  is  impossible 
for  us  to  advertise  that  rate,  if  we  want  to  give  it  to  them,  and  get  the 
rates  into  the  hands  of  the  Commission  at  Washington  in  time.  We 
have  to  tell  them  that  we  can  not  carry  except  at  the  rates  advertised, 
when  we  could  give  them  a  rate  that  would  be  sufficiently  remunerat- 
ive, simply  because  we  are  not  able  to  reduce  our  rates  to  a  certain 
figure  within  a  certain  specified  time.  We  find  that  quite  annoying  in 
our  business. 

The  long  and  short  haul  clause  of  the  law  affected  us  considerably 
ast  year  with  respect  to  the  business  of  the  West.  We  have  ha<l  no 
trouble  with  it  this  year.  We  did  last  year  in  the  manner  alluded  to 
by  Governor  Smith.  It  reduced  our  rates  from  here  to  Montreal ;  also 
from  here  to  St.  Albans  and  thence  to  Montpelier. 

The  Chaibman.  That  reduction  was  for  the  benefit  of  the  people,  was 
it  not  f 

Mr.  FuBBEB.  Yes,  sir. 

The  Chaibman.  And  the  New  England  people  are  the  people  yon 
are  trying  to  take  care  of,  you  say  f 

Mr.  Fubbbb.  Yes,  sir;  but  it  did  not  reduce  the  rates  on  the  trafilc 
East,  I  am  sorry  to  say. 

The  Chaibman.  You  ought  to  put  the  rates  down  on  the  Eastern 
traffic,  then. 

Mr.  Fubbee,  It  is  impossible  to  put  the  rate  down  for  any  one  per- 
son ;  you  must  do  it  for  all.  That  is  fixed  by  the  trunk  line  agreements. 
If  the  Government  sees  fit  to  take  charge  of  the  railroads  and  appoint 
a  commissioner  to  take  care  of  them,  I  suppose  that  then  it  would  be 
satisfactory  to  the  Government  whether  it  would  be  to  the  people  or 
not. 

The  Chaibman.  Do  you  object  to  the  trunk  line  association  and  the 
agreements  of  the  association  ? 

Mr.  FuBBEB.  No,  sir. 

The  Chaibman.  The  law  has  nothing  to  do  with  that. 

Mr.  Fubbbb.  We  maintain  that  association  and  make  agreements  for 
the  sake  of  harmony  among  the  railroads. 

The  Chaibman.  Then  you  ought  not  to  complain  of  anybody. 

Mr.  Fubbee.  I  am  not  complaining. 

The  Chaibman.  You  seem  to  be  complaining  of  the  Government. 
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Mr.  FuRBER.  I  do  not  complain  of  anything  except  the  interstate 
commerce  law. 

The  Chairman.  That  was  enacted  by  the  Government  in  its  legisla- 
tive capacity.  , 

Mr.  FURBEB.  Yes,  and  I  think  in  certain  parts  of  the  law  the  Gov- 
ernment made  a  mistake  by  not  having  safQcient  information  in  regard 
to  the  law  befpre  they  enacted  it. 

The  Chairman.  We  oaght  to  have  sent  for  yon,  perhaps.  [Laugh- 
ter.] « 

Mr.  FuRBER.  No,  I  think  yon  had  plenty  of  people  there. 

Senator  Blair.  I  do  not  understand  that  because  the  Government 
has  made  a  law  an  American  citizen  is  stopped  from  criticising  it.  I 
think  the  witness  has  a  right  to  criticise  the  law. 

The  Chairman.  I  am  not  complaining  of  the  witness  criticising  the 
law.  I  simply  want  the  witness  to  confine  his  remarks  to  the  facts. 
He  speaks  of  the  trunk  lines  making  agreements.  The  law  has  nothing 
to  do  with  that.  If  the  law  has  anything  to  do  with  it  perhaps  it  pro- 
hibits it. 

Mr.  FuRBER.  The  law  has  been  in  force  now  a  year  or  more.  I  will 
inquire  if  in  your  knowledge  it  has  ever  prevented  any  of  those  agree- 
ments T 

The  Chairman.  The  law  itself  prohibits  what  is  termed  pooling, 
and  these  agreements  which  are  made  now  are  supposed  to  be  evasive, 
in  a  sense,  of  those  provisions  of  law  in  relation  to  pooling.  At  the 
same  time  I  believe  the  Interstate  Commerce  Commission  regard  the 
contracts  as  allowable  under  the  statute.  I  made  the  inquiry  whether 
you  thought  the  contracts  that  you  made  which  prevent  you  from  get- 
ting certain  advantages  were  a  matter  of  law  or  a  matter  of  voluntary 
action  on  the  part  of  the  railroads. 

Mr.  FuRBER.  I  am  not  aware  that  the  trunk  lines  have  made  any 
agreements  whatever,  except  such  as  have  been  considered  proper  by 
the  Interstate  Commerce  Commission.  I  think  the  Commission  have 
been  consulted  in  all  cases. 

The  Chairman.  I  think  that  Is  true,  and  that  is  the  reason  I  stated 
that  while  the  law  does  not  require  it,  yet  the  railroads  seem  to  regard 
these  agreements  as  important  in  the  interest  of  stability  of  rates,  and 
I  think  they  are  allowed  by  the  Commission  to  be  formed  in  the  shape 
they  are  now  formed. 

Mr.  FuRBER.^  Yes,  sir.  I  think  differential  rates  also  have  been 
allowed  by  the  Commission. 

The  Chairman.  The  roads  have  a  right  to  allow  differentials,  I  sup. 
pose.  At  any  rate  it  is  so  regarded.  Do  you  believe  in  differential 
rates  as  between  the  American  trunk  lines  and  the  Canadian  lines? 

Mr.  FuRBER.  It  seems  to  be  a  principle  that  has  been  recognized  by 
all  the  roads.  It  is  a  principle  which  has  not  only  been  recognized,  but 
agreed  upon  by  all  the  roads. 

The  Chairman.  Antl  in  that  view  the  Canadian  road  could  be  given 
a  differential.    Why  was  it  given  the  differential  f 

Mr.  FuRBER.  To  cover  the  difference  in  time  and  distance.  In  the 
transportation  of  freight  from  Boston  to  Chicago,  particularly,  the  mat- 
ter of  time  enters  into  it,  and  if  merchandise  can  be  transported  by  any 
one  line  quicker  than  it  can  by  another  line  which  is  the  longer  line, 
then  the  longer  line  is  at  a  disadvantage,  and  that  line  in  order  to  get 
a  reasonable  proportion  of  the  business  has  a  differential  allowed  it  for 
the  purpose  of  enabling  it  to  take  freight  at  a  little  cheaper  rate  with- 
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out  being  subject  to  criticism  on  the  part  of  other  lines  for  having  cat 
rates. 
The  Chairman.  I  understand  that  that  is  the  purpose  of  it-. 

•  RATES  REDTJOED  BY  CANADIAN  COMPETITION. 

Senator  Blair.  Speaking  of  the  competition  of  which  the  trunk  lines 
of  this  country  complain  as  between  themselves  and  the  Ganadian  Pa- 
cific line,  and  of  the  other  Ganadian  line,  do  you  understand  that  the 
Canadian  lines  in  the  transaction  of  their  business  have  adopted  a 
policy  which  tends  to  a  reduction  of  the  expenses  of  transportation! 
Have  they  lessened  the  cost  of  transportation  to  the  people  of  New 
England  f 

Mr.  FuRBER.  Every  railroad  that  is  constructed  extending  from  the 
East  to  the  West  will  tend  to  a  reduction  of  the  cost  to  the  people  of 
New  England  of  the  traflfic  that  is  to  be  transported,  for  the  reason  that 
each  railroad  will  be  seeking  to  get  its  proportion  of  business,  which 
they  will  construe  to  be  the  whole  amount,  if  they  can  get  it,  and  that 
competition  in  railroading,  as  in  every  other  thing,  tends  to  a  reduction 
of  rates.  A  large  number  of  dry-goods  stores  in  this  city  will  tend  to  a 
reduction  in  the  price  of  dry  goods. 

Senator  Blair.  Now,  does  this  benefit  which  thus  accnie^  to  the 
people  of  New  England — not  the  railroads — injure  the  people  in  any 
other  part  of  the  country  t 

Mr.  FuRBER.  In  my  opinion  it  does  not.  I  believe  it  is  a  great  ad- 
vantage to  the  people  of  New  England  without  being  a  disadvantage  to 
any  other  section  of  the  country. 

Senator  Blair.  Then  the  issue  here,  if  there  be  an^^,  is  really  be- 
tween the  people  and  the  railroads,  is  it  nott 

Mr.  FuRBER.  It  seems  to  be  that. 

Senator  Blair.  And  it  is  a  question  whether  the  people  shall  have 
these  rates  reduced,  or  whether  the  American  railroads  shall  charge 
the  increased  rate  of  transportation,  which  they  say  they  need,  is  it! 

Mr.  FuRBER.  It  appears  that  way. 

Senator  Blair.  Now,  in  such  an  issue  as  that,  who  ought  to  have  the 
preference  in  legislation,  the  people  as  a  whole  or  the  corporation  that 
have  been  created  for  the  purpose  of  transportation  f 

Mr.  FuRBER.  My  judgment  is  that  the  people  should  have  the  ad- 
vantage. The  people  own  the  cori)orations,  and  the  people  will  never 
have  those  railroads  sacrificed.  They  will  have  them  earn  a  reasonable 
amount  of  money  in  order  to  keep  them  in  good  repair  and  to  be  good 
servants  of  the  people  and  to  pay  their  stockholders  a  fair  rate  of 

interest. 

>    » 

RELATIONS  OF  THE  TRUNK-LINES  TO  NEW  ENGLAND.  • 

Senator  Blair.  Do  you  consider  the  natural  terminus  of  the  New  York 
Central,  or  the  trunk-lines,  as  they  are  called,  in  New  England,  or 
at  New  York,  Philjidelphia,  and  Baltimore  t 

Mr.  FuRBER.  I  consider  the  natural  terminus  of  the  trunk-lines  at 
New  York  ?  ' 

Senator  Blair.  Are  they  not,  then,  by  this  proceeding,  undertaking 
to  reach  out  into  territory  not  naturally  belonging  to  them,  and  to  grow 
rich  on  what  belongs  to  other  people! 

Mr.  FuKBER.  They  are  reaching  out  into  New  England  and  into  the 
manufacturing  districts,  a  country  which  we  cover,  and  they  get  a  por- 
tion of  that  business.  They  want  a  proportion  of  it — all  they  can  get  of 
it.    They  construct  their  railroads  with  that  view,  as,  for  example,  the 
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New  York  Central,  which  has  fonr  tracks,  and  they  do  a  very  larfje 
amoant  of  basiness.  Frequently  they  get  blocked  in  their  yards  on  ac- 
count (^so  much  business. 

Senator  Blaib.  Whichis  the  more  natural  route  of  supply  between 
New  England,  especially  central  and  northern  New  England,  and  the 
Northwest,  by  way  of  the  American  trunk-lines,  or  north  of  Lake  Cham- 
plain  f 

Mr.  FuRBEB.  There  is  very  little  difference  in  distance,  I  should  think. 
I  think  from  Boston  to  Duluth — taking  Boston  as  the  New  England 
point,  although  Boston  takes  comparatively  but  very  little  of  the  freight 
that  is  brought  to  New  England ;  we  have  to-day  a  larger  population  in 
Sussex  and  Middlesex  Counties  than  there  is  in  Boston. 

Senator  Blaib.  Those  two  counties  are  north  of  Boston. 

Mr.  FUBBEB.  Yes,  sir;  north  and  east  of  Boston.  In  those  two  coun- 
ties there  is  a  larger  population  to-day  than  in  Boston. 

Now,  then,  between  Boston  and  Duluth  there  is  not  a  great  deal  of  dif- 
ference whetber  you  travel  by  Chicago  or  go  north  of  the  lakes.  My 
impression  is  there  may  be  in  the  vicinity  of  a  hundred  miles,  perhaps, 
in  favor  of  the  Canadian  lines  going  to  the  Sault  Ste.  Marie  by  the  ^^800 
line,"  and  across  by  the  South  Shore  and  Atlantic. 

Senator  Blaib.  Dq  you  think  that  these  Canadian  lines  are  getting 
anything  more  than  the  natural  increase  of  commerce  which  has  taken 
place  since  the  lines  were  constructed  f 

Mr.  FuBBBB.  I  am  unable  to  say. 

Senator  Blaib.  It  is  hardly  to  be  supposed  that  these  American  or 
any  other  lines  are  constructed  with  a  tacit  understanding  that  they 
are  to  do  all  the  business  in  the  future. 

Mr.  FuBBEB.  No,  sir. 

Senator  Blaib.  They  take  their  risks  as  a  man  in  business  does. 

Mr.  FuBBBB.  Yes,  sir.  I  do  not  think  a  road  is  ever  built  with  the 
idea  that- they  are  to  get  any  particular  traffic,  or  to  hold  any  particular 
traffic.  Some  roads,  of  course,  are  built  from  pure  cussedness,  it'  you 
will  allow  me  to  use  the  expression.  But  lines  are  generally  built  with 
the  idea  that  they  are  to  pay  from  the  traffic  they  are  going  to  get. 

Senator  Blaib.  Do  you  think  it  is  quite  fair  that  these  American  lines 
should  be  obliged  to  compete  with  a  line  constructed  almost — it  is  said 
wholly — by  the  capital  of  the  British  Empire  f 

Mr.  FuBBEB.  I  do  not  see  why  not,  inasmuch  as  the  line  which  is  con- 
structed by  the  capital  of  the  British  Empire  is  of  great  advantage  to 
our  American  people.  It  brings  to  us  a  large  amount  of  the  products 
of  the  West,  it  brings  us  the  food  of  the  West,  which  we  want  here  and 
the  products  which  we  want  to  use  in  our  manufacturing  districts. 

Senator  Blaib.  Suppose  the  French  had  succeeded  in  getting  through 
the  Isthmus  of  Darien  with  a  canal,  do  you  think  the  American  people 
should  be  precluded  from  availing  themselves  of  it  for  the  purpose  of 
preserving  the  transcontinental  lines  of  the  country  I 

Mr.  FuBBEB.  That  is  rather  a  contingent  question. 

Senator  Blaib.  Take  the  Nicaragua  Canal,  then ;  do  you  think  the 
American  people  should  be  compelled  to  send  their  transcontinental 
traffic  over  the  American  railroads,  in  order  to  maintain  and  support 
those  roads,  and  thus  be  deprived  of  the  advantages  of  the  canal? 

Mr.  FuBBEB.  I  do  not  like  to  go  into  that  question. 

THE  BAILBOADS  BELONa  TO  THE  PEOPLE. 

Senator  Blaib.  But  your  general  position  is  that  the  benefit  of  the 
people  of  the  country  is  uppermost? 
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Mr.  FUBBER.  I  think  so ;  I  thluk  tbat  is  what  the  railroads  were  coii- 
Btructed  for,  to  subserve  the  interests  of  the  people  of  the  country.  I 
think  that  is  what  the  people  built  them  for.  The  people  have  built 
the  railroads ;  they  do  not  belong  to  anybody  in  particular.  The  rail- 
roads belong  to  the  people ;  they  have  constructed  them  as  their  ser- 
vants, and  it  is  very  proper  that  they  should  serve  them  to  the  best  ad- 
vantage. I  do  not  believe  that  a  railroad  has  any  business  making  a 
single  dollar  over  and  above  a  fair  return  on  its  property  and  ezx>en8e8 
and  what  may  be  necessary  to  keep  itself  in  fair  condition. 

BUILDINa  UP  NEW  LINES  OP  BUSINESS. 

Senator  EeA0AN.  I  understand  you  to  suggest  that  it  is  a  good  pol- 
icy for  the  railroads  to  build  up  new  towns  and  new  lines  of  business. 

Mr.  FuRBER.  I  so  consider  it,  sir. 

Senator  Eea^an.  By  what  methods  would  you  have  them  do  sof 

Mr.  FURBER.  I  would  offer  any  encouragement  in  the  shape  of  low 
rates  of  freight  or  travel,  if  necessary,  to  the  people  who  would  locate 
and  form  a  town,  or  I  would  carry  the  principal  builders  of  the  place 
free,  if  necessary,  to  encourage  them  and  build  up  the  town,  and  get 
together  a  manufacturing  center  which  would  afterwards  give  to  the 
railroad  a  large  amount  of  business,  and  thus  the  railroad  would  earn  a 
larger  amount  of  money  after  the  place  is  established. 

Senator  Beagan.  Now,  in  doing  that,  you  would,  of  course,  trench 
upon  the  railroad  to  that  extent.  Would  you  make  up  the  loss  on  that 
business  from  the  other  business  of  the  road  f 

Mr.  FURBER.  You  would  not  trench  upon  the  revenues  of  the  road 
in  doing  that.  There  is  a  business  you  have  not  got.  You  are  going 
to  run  your  trains  by  that  very  place  anyhow — both  passenger  and 
freight  trains — and  you  might  just  as  well  csbrry  a  certain  amount  of 
business  for  that  town  and  from  that  town;  so  that  you  are  enabled  to 
build  up  that  place  without  trenching  upon  the  revenue  of  the  road, 
and  so  long  as  you  are  charging  your  other  customers  a  reasonable  rate 
for  their  transportation  they  would  have  no  cause  for  complaint. 

Senator  Beagan.  If  you  carry  the  freight  or  the  passengers  for  the 
town  you  are  to  build  up  without  charge  are  you  not  doing  so  at  the 
expense  of  the  other  people  f 

Mr.  FuRBER.  Suppose  you  carry  the  passengers  and  freight  at  the 
actual  cost  of  hauling.  It  would  be  different  on  different  roads,  of  course; 
but  suppose  you  carry  the  passengers  and  freight  at  the  actual  cost 
You  have  not  trenched  upon  the  .revenue  of  the  road  at  all,  you  have 
given  the  people  of  that  place  a  chance  to  build  up  the  town,  which  will 
be  a  benefit  to  your  road  and  no  injury  to  the  other  people,  and  so  long 
as  the  goods  of  the  other  people  are  transported  at  a  fair  and  reasona* 
ble  rate  they  have  no  right  to  complain. 

Senator  Beagan.  If  you  carried  passengers  or  freight  cheaper  for 
one  town  than  another,  do  you  not  do  so  at  the  expense  of  the  town  and 
the  passengers  you  charge  the  full  rates  f 

Mr.  FuRBER.  Not  necessarily. 

Senator  Beagan.  But  largely  f 

Mr.  FuRBER.  No,  sir.  If  the  practice  was  carried  to  a  certain  extent 
it  might  be  done ;  but  it  would  not  be  so,  simply  because  you  carried 
for  one  shipper  cheaper  than  another. 

Senator  Beagan.  Does  the  charter  of  the  road  of  which  yen  are 
superintendent,  or  of  any  railroad  company  that  you  are  aware  of^  have 
authority  to  engage  in  business  other  than  transportation! 
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Mr.  FuBBBB.  We  have  the  right  to  engage  in  transportation,  and 
the  directors  have  the  right  to  make  rates,  so  far  as  we  know,  at  which 
the  transportation  shall  be  performed. 

Senator  Eeagan.  Do  you  assume  that  you  6an  carry  freight  and  pas- 
sengers for  the  purpose  of  starting  a  new  industry  or  starting  or  assist- 
ing a  new  place  without  doing  it  at  the  expense  of  the  other  people  f 

Idr.  FuBBEB.  I  do,  sir  J  because  I  will  be  enabled  in  the  end,  before 
I  get  through,  to  give  transportation  to  the  other  points  on  the  line  at 
a  lower  rate  than  I  am  now  carrying  for.  If  I  can  build  along  my  line 
a  large  number  of  villages  and  towns  I  will  get  such  a  business  located 
upon  the  line  that  I  will  be  able  to  carry  the  business  of  other  places 
on  the  line  at  a  lower  rate  than  I  could  theretofore. 

Senator  Beagan.  You  sacrifice  something  at  the  start  to  gain  some- 
thing in  the  future  f 

Mr.  FuBBEB.  No,  sir ;  not  sacrifice ;  because  at  your  present  rate  you 
are  enabled  to  make  a  fair  dividend  for  your  stockholders',  you  are  en- 
abled to  keep  your  line  in  good  condition,  you  are  enabled  to  pay  your 
operating  expenses  and  to  keep  the  rolling-stock  in  good  condition,  and 
if  you  build  up  a  few  more  towns  upon  your  line  you  need  not  charge 
the  other  people  any  more;  but  when  you  have  got  the  towns  built  up, 
which  will  give  you  business,  you  will  be  able  to  charge  these  people 
less  money  for  the  same  service  than  you  did  before  the  towns  were 
built.  In  the  length  of  time,  on  the  other  hand,  if  you  continue  to  oper- 
ate your  road  through  a  very  sparsely  settled  country,  you  will  be  com- 
pelled to  charge  these  people  a  higher  rate,  because  you  do  not  have 
much  traffic  to  carry,  and  you  must  make  up  your  expenses  on  the 
smaller  amount  of  business.    . 

Senator  Eeagan.  Under  the  present  law  as  applied  to  interstate 
commerce,  can  you  charge  one  person  more  or  less  for  a  similar  service 
than  anotner? 

Mr.  FuBBEB.  No,  sir ;  not  on  traffic  across  State  lines,  unless  we  issue 
what  the  Commission,  I  believe,  have  decidea  to  be  commodity  tarijSfs, 
which  will  apply  alike  to  everybody. 

Senator  Beagan.  You  say  that  would  apply  to  everybody! 

Mr.  FUBBEB.  Well,  not  to  everybody.  That  is  a  question  which  I 
think  has  been  brought  up  among  the  passenger  agents  here  and  through 
the  country  generally,  and  the  Commission  finds  it  a  rather  knotty  ques- 
tion to  contend  with. 

EXOUBSION  BATES. 

Senator  Eeagan.  It  has  been  held,  has  it  not,  by  the  Commission 
that  it  could  be  done  on  what  is  known  as  the  certificate  planf 

Mr.  FuBBEB.  I  think  at  first  the  Commission  decided  it  could  not  be 
done.    Afterwards  it  decided  we  could. 

Senator  Beagan.  Will  you  please  describe,  so  as  to  have  it  appear 
in  the  record,  exactly  how  the  certificate  plan  works  f 

Mr.  FuBBEB.  We  advertise  that  on  a  certain  day  the  merchants  of 
the  several  towns  and  counties  through  which  we  pass  can  come  to 
Boston  at  ascertain  rate.  We  give,  perhaps,  the  full  rate  to  Boston. 
At  the  same  time  we  have  an  agreement  to  take  them  back  on  the  cer- 
tificate plan;  that  is,  the  certificate  is  given  them  for  the  round  trip. 
If  the  fare  is  $3  and  the  round  trip  is  $4  the  merchant  gets  a  round-trip 
certificate,  and  at  Boston  they  present  that  certificate  to  the  ticket  agent 
and  get  return  tickets. 

Senator  Beagan.  That  is  the  excursion  plan  t 

Mr.  FuBBEB.  Yes,  sir. 
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Senator  Beagan.  Does  the  State  law  permit  yoa  to  do  that  with 
reference  to  State  hauls  t 

Mr.  FUBBER.  [  believe  onr  State  law  provides  that  we  shall  not 
charge  more  for  the  lesser  distance  than  we  do  for  the  greater,  but  oar 
State  law  does  not  prohibit  our  making  a  rate  for  men  or  a  man  in  any 
section  of  the  State  to  Boston  or  to  any  other  point  at  any  rate  we  see 
fit. 

Senator  Eeagan.  Can  you  make  that  rate  with  one  individual  and 
4iot  with  another! 

Mr.  FuBBEB.  Yes,  sir ;  we  can  make  that  rate  for  a  Sunday-school 
class,  and  not  give  it  to  anybody  else,  and  still  not  violate  the  law,  as 
far  as  I  know. 

Senator  Keagan.  Do  you  think  that  is  rightf 

Mr.  FuBBEB.  What  I  am  speaking  of  is  this :  Suppose  we  have  a 
number  of  gentlemen,  or  a  club,  at  a  certain  |)oint  on  our  line  which 
wants  to  come  down  and  spend  an  evening  in  Boston  ;  we  give  to  that 
club  reduced  rates,  inasmuch  as  they  furnish  us  fifty  passengers.  I  am 
not  aware  that  there  is  any  law  in  the  State  which  forbids  that. 

Senator  Reagan.  As  I  understand  the  interstate  commerce  law,  it 
forbids  the  giving  of  excursion  rates  until  the  railroad  company  adver- 
tises that  excursion  to  the  public,  and  files  with  the  Ooui mission  at 
Washington  for  a  certain  number  of  days  the  tariff  at  which  they  pro- 
pose to  carry  passengers.  ]Sow,  then,  what  I  was  trying  to  get  at 
and  what  you  do  not  answer  is  this — where  do  you  live  f 

Mr.  FuBBEB.  In  New  Hampshire. 

Senator  Eeagan.  At  what  point! 

Mr.  FuBBEB.  Summersworth. 

Senator  Eeagan.  If  your  neighbors  at  Summersworth  desire  to  ship 
to  a  point  within  your  own  State,  say  50  miles  off,  can  you,  under  the 
law  of  your  State,  give  one  of  them  a  rate  for  either  travel  or  transpor- 
tation that  you  deny  to  another!    I  am  talking  about  individuals  now. 

Mr.  FUBBEB.  I  do  not  know  that  that  question  has  come  up.  We 
have  tried,  however,  to  give  all  as  low  rates  as  possible. 

Senator  Eeagan.  I  ask  this  question  as  a  predicate  for  another. 
Would  the  people  of  your  State  or  any  State  of  New  England  tolerate 
the  State  making  terms  to  one  person  that  it  does  not  give  to  another! 
Would  the  people  of  the  United  States  tolerate  a  law  which  would  give 
privileges  to  the  citizens  of  one  State  which  it  does  not  give  to  the  citi- 
zens of  another  State! 

Mr.  FuBBEB.  I  have  not  been  able  to  judge  what  Congress  or  the 
State  government  is  likely  to  do. 

Senator  Eeagan.  What  are  the  principal  points  in  the  West  from 
which  you  draw  your  commerce  coming  from  west  of  Buffalo! 

Mr.  FuBBEB.  We  are  getting  our  grain  from  Chicago,  and  our  floiu* 
and  wheat  from  up  around  Duluth  and  that  section  of  the  country.  It 
comes  to  us  through  the  Central  Vermont  Eailroad,  the  Grand  Trunk 
Eailroad,  and  the  Canadian  Pacific  Eailroad.  Corn  also  comes  to  us 
through  the  Boston  and  Albany  and  the  New  York  Central,  "and  some 
comes  to  us  through  the  Eome,  Watertown  and  Ugdensburgh  from  Buf- 
falo, and  we  are  also  getting  a  large  amount  of  grain  which  comes  over 
the  Canadian  Pacific  and  the  Grand  Trunk,  through  Ogdensburgh. 

Senator  Eeagan.  From  what  points  in  the  West  does  the  larger  part 
of  your  commerce  come — from  what  particular  States,  if  you  can  give 
it  that  way  ! 

Mr.  Fubbeb.  I  do  not  know  the  States ;  the  business  is  done  by  com- 
mission merchants.    It  i^  shipped  from  Chicago. 
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Senator  Beagan.  Detroit,  Ohicago,  St.  Paul,  Dalath,  are  not  those 
your  principal  points  t 

Mr.  FuBBEB.  Yes,  sir. 

Senator  Beaoan.  Does  not  Duluth  supply  yon  principally  f 

Mr.  FUBBBB.  I  think  wheat  comes  principally  from  Dnluth.  Oarflonr 
comes  from  Minneapolis. 

Senator  Bbagan.  What  did  you  say  was  the  distance  to  Chicago  by 
the  roads  south  of  the  lakes  f 

Mr.  FuBBEB.  Chicago  is  1,038  miles  from  Boston. 

Senator  Beagan.  What  is  the  distance  by  the  Grand  Trunk  and  the 
Michigan  Central  f 

Mr.  FuBBEB.  I  think  it  is  about  1,100  miles. 

Senator  Beagan.  I  want  to  ask  you  with  respect  to  the  grain,  meats, 
and  other  products  which  you  ship  from  Buflfalo,  Cleveland,  Toledo,  De- 
troit, Chicago,  and  Minneapolis,  whether  the  lines  south'  of  the  lakes 
between  Boston  and  all  those  points  are  not  shorter  than  the  lines  north 
of  the  lakes  ? 

Mr.  FuBBEE.  I  think  they  are,  sir. 

Senator  Beagan.  Now,  tlo  you  understand  that  there  is  a  difference 
in  the  rates  of  freight  on  the  Grand  Trunk  and  the  roads  south  of  the 
lakes! 

Mr.  FUBBEB.  I  think  there  is  a  difference  in  the  rates  east.  I  think 
there  is  a  differential  allowed  the  Canadian  road  on  west-bound  busi- 
ness.   I  do  not  think  there  is  any  differential  coming  east,  however. 

Senator  Beagan.  You  get  the  larger  amount  of  your  supplies  for  New 
England  from  those  places,  do  you  notf 

Mr.  FuBBBB.  Yes,  sir. 

Senator  Beagan.  Do  you  know  whether,  since  the  passage  of  the 
interstate  commerce  law,  there  has  been  a  very  great  increase  in  the  ton- 
nage over  the  Grand  Trunk  road  as  compared  with  the  roads  south  of 
the  lakes  ? 

Mr.  FuBBEB.  There  has  not  been,  so  far  as  we  are  concerned.  In  the 
matter  of  distributing  we  have  not  found  any  particular  increase. 

Senator  Gobman.  Between  Boston  and  Duluth,  for  instance,  for  the 
past  three  years,  has  the  tendency  of  rates  been  upward  or  downward  f 

Mr.  FuBBEB.  At  times  it  has  been  downward,  and  at  other  times  it 
has  been  upward.  The  tendency  of  the  through  rates  when  lake  trans- 
portation is  open  has  been  downward.  The  rail  traffic,  however,  has  in- 
terfered very  little  with  it.  The  rail  traffic  has  not  been  as  much  in 
summer  when  the  lakes  are  open  as  in  winter.  The  people  can  ship 
cheaper  in  summer  by  the  lakes  than  they  otherwise  could,  and  they 
ship  that  way. 

STATEMEHT  OF  CHABXES  CABLETOH  COFFIIT. 

Mr.  0.  0.  Coffin,  representing  the  Concord  Bailroad,  appeared. 

The  Chaibman.  Where  do  you  reside,  Mr.  Coffin  t 

Mr.  Coffin.  In  Boston. 

The  Chaibman.  What  is  your  business  or  profession  t 

Mr.  Coffin.  I  am  a  writer. 

The  Chaibman.  You  may  proceed  with  your  statement  in  your  own 
way. 

Mr.  Coffin.  1  would  say  that  I  am  not  a  railroad  man,  although  I 
appear  here  for  the  Concord  Bailroad  in  New  Ilainpshire  at  their 
request.    A  good  many  years  ago  1  was  engaged  in  cvvvV  ^M^wvbSB^wv^ 
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upon  the  line  of  road  in  the  Merrlmac  Valley  and  in  the  constraetion 
of  several  railroads  in  the  State  of  New  Hampshire,  and  I  shall  8i)eak 
to  you  to-day  from  alittle  different  stand-point  from  that  of  any  one  who 
has  appeared  before  you,  from  my  observation  as  an  engineer  in  years 
past  and  also  from  my  observations  as  a  traveler.  I  will  say  further 
that  I  am  somewhat  familiar  with  this  entire  section  of  country  in  the 
Northwest.  1  traveled  over  a  portion  of  it  before  a  shovelful  of  earth 
was  thrown  up  on  the  Northern  Pacific  Eailroad,  and  I  had  something 
to  do  with  the  development  of  that  line.  I  also  took  out  the  charter  for 
the  present  road  from  Minneapolis  to  Sault  Ste.  Marie  and  explored 
that  region  personally,  and  I  shall  endeavor  to  answer  a  question  which 
has  been  put  here  several  time^  as  to  why  the  Canadian  Pacific  Bail- 
road  can  transport  freight  from  the  Atlantic  to  the  Pacific  more  cheaply 
than  any  other  line. 

NATURAL  ADVANTAGES  OP  THE  CANADIAN  PACIPIC  LINE. 

Humboldt,  in  his  Cosmos,  lays  down  as  a  fundamental  principle  that 
the  great  highways  of  a  nation  will  be  along  its  great  water  courses. 
Turning  now  to  the  map  of  North  America  we  see  that  the  one  great 
east-and-west  water-way  across  the  continent  is  the  St.  Lawrence  and 
the  chain  of  lakes  reaching  halfway  from  the  Atlantic  to  the  Pacific. 
Within  the  boundaries  of  the  United  States  the  Upper'Missouri  and  the 
Yellowstone  are  in  the  same  direction  leading  to  the  Rocky  Mountains 
and  to  the  head- waters  of  the  Columbia.  ^ 

Within  the  boundaries  of  the  DomiDion  of  Canada  we  see  a  remark- 
able water-way  between  Lake  Superior  and  the  Rocky  Mountains.  It 
would  not  be  difficult  to  construct  a  canal  uniting  the  waters  of  Lake 
Superior  and  Lake  Winnipeg.  Both  bodies  of  water  are  only  a  little 
more  than  600  feet  above  the  sea-level.  From  Winnipeg  westward  the 
Canadian  Pacific  Railroad  follows  the  valley  of  the  South  Saskatchewan 
to  the  Rocky  Mountains,  crossing  the  continental  divide  at  an  elevation 
of  3,500  feet  above  the  sea-level,  then  follows  the  valley  of  the  Fraser 
River  to  the  sea.  The  Colnmbia  within  our  own  domain,  and  the  Fraser 
in  British  America,  are  the  only  two  streams  running  from  the  heart 
of  the  continent  westward  to  the  Pacific,  and  when  viewed  in  connec- 
tion with  the  St.  Lawrence  and  the  lakes  form  the  only  water  course 
from  ocean  to  ocean. 

In  the  upheaval  of  the  mountain  ranges  we  find  that  those  of  British 
Columbia  are  not  so  lofry  as  the  ranges  within  our  own  borders.  The 
Northern  Pacific  Railroad  has  two  mountain  summits,  that  between  the 
Yellowstone  and  the  Missouri  and  that  between  the  Missouri  and  the 
Columbia,  both  at  an  elevation  of  about  5,000  feet  above  the  sea. 

When  we  go  southward  to  the  Union  and  Central  Pacific  roads,  we 
find  five  distinct  elevations,  the  highest  more  than  8,000  feet  above  the 
sea.  Those  roads,  for  a  distance  of  more  than  1,000  miles,  have  an  el- 
evation exceeding  4,000  feet  above  the  sea.  The  physical  features  are 
all  in  favor  of  the  Canadian  Pacific  line,  and  the  natural  advantages 
are  so  greatly  in  its  favor  that  it  can  transport  its  freight  at  much  less 
cost  than  either  the  Union,  Northern,  or  Southern  Pacific  roads.  It 
makes  a  vast  difference  in  the  working  of  a  road  whether  the  grades 
are  119  feet,  as  on  the  Union  Pacific,  or  half  that  number  of  feet,  as  on 
the  Canadian  Pacific. 

Mr.  Mellen,  of  the  Union  Pacific,  has  stated  that  the  Canadian  Pacific 
was  taking  a  large  percentage  of  the  business  between  the  Atlantic  sea- 
board and  San  Francisco;  that  the  gain  in  the  southward  traffic  was 
from  10  per  cent,  one  year  ago  to  39  per  cent,  at  the  present  time.    The 
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reason  for  that  ioGrease  is  ob^ous.  The  Union  Pacific  line,  from  its 
great  elevation,  its  series  of  ascents  and  descents,  its  mountain  ranges, 
its  high  grades,  will  ever  be  at  a  disadvantage  as  compared  with  the 
Canadian  Pacific.  More  than  this,  the  Canadian  Pacific  is  under  one 
management  from  ocean  to  ocean,  while  the  Union  Pacific  is  only  a  lo- 
cal ready  a  link  connecting  with  several  other  roads.  In  its  relation 
with  other  roads  it  is  at  a  disadvantage.  Commercially,  it  begins  no- 
where and  ends  nowhere.  Were  the  Union  Pacific  in  control  of  a  line 
extending  from  New  York  to  San  Francisco,  it  could  carry  its  through 
freight  much  more  cheaply  than  at  present.  The  same  might  be  said 
of  the  Northern  and  Southern  Pacific. 

Senator  Beagan.  What  is  the  highest  altitude  of  the  Southern  Pacific! 

Mr.  Coffin.  About  6,000  feet,  more  than  2,000  feet  lower  than  the 
highest  point  on  the  Northern  Pacific. 

THE  FOOD  SUPPLY  OP  Nl^W  ENGLAND. 

Something  has  been  said  about  the  food  question  here.  Mr.  Speare' 
when  he  brought  before  you  the  facts  in  regard  to  food,  stated  it  briefly 
and  tersely.  But  allow  me  to  say  that  the  State  of  Rhode  Island  raises 
six  ounces  of  flour  for  each  individual  in  that  State,  or  enough  to  give 
them  one  griddle-cake  for  each  man's  breakfast,  and  that  is  all.  Massa- 
chusetts raises  enough  flour  to  give  each  inhabitant  one  cake  for  break- 
fast and  another  for  dinner,  but  nothing  for  supper.  New  Hampshire 
is  a  little  better  off;  she  raised  159,000  bushels  of  wheat,  I  think  it  was, 
year  before  last,  or  enough  to  last  her  about  four  days.  I  have  not  the 
statistics  in  regard  to  Maine,  Vermont,  or  Connecticut,  but  that  is  the 
position  we  are  in  here  in  New  England  in  regard  to  our  food. 

Now,  where  do  we  get  our  food  and  where  do  we  obtain  our  raw 
materials  for  manufacture  f  We  obtain  our  garden  truck  from  Norfolk, 
Savannah,  and  Charleston.  Our  strawberries  come  from  the  South, 
our  flour  from  Minnesota,  and  we  obtain  our  beef  from  Texas  and  Mon-. 
tana,  our  corn  from  Illinois,  Minnesota,  and  Nebraska.  We  bring  our 
iron  and  coal  i^om  the  West.  We  purchase  all  of  our  food  and  raw 
materials,  and  bring  them  here  for  consumption  and  manufacture,  and 
send  the  products  out  over  these  same  lines  of  railway  by  which  we  re- 
ceive our  food.  During  the  cotton  season  there  is  not  a  week  passes 
that  you  will  not  find  cars  in  the  yards  at  Lowell,  Lawrence,  Manches- 
ter, Nashua,  and  Lewiston  that  are  loaded  down  in  Texas,  Tennessee, 
Alabama,  Louisiana,  or  Mississippi,  in  the  interior,  not  on  the  sea- 
board, that  are  brought  through  from  Chicago  by  the  Canadian  Pacific 
and  Osand  Trunk.  That  is  the  course  of  the  trade  in  the  raw  mate- 
rial and  produce  that  we  bring  from  the  West  and  Southwest.  We  do 
not  take  cotton  from  the  coast  towns  and  cities  because  the  railroads 
can  not  compete  with  the  wat«r  transportation,  but  when  the  producer 
in  Tennessee  wants  to  ship  his  cotton  the  Grand  Trunk  road  of  Can- 
ada, with  its  connecting  lines,  says,  <^  We  will  take  your  cotton  into 
Lowell  cheaper  than  you  can  ship  it  to  Mobile  or  Savannah,  from  there 
by  water  to  Boston,  there  to  be  reshipped  to  the  manufactories." 
Therefore  you  see  that  this  question  does  not  afiect  NewEnglaod  alone, 
but  all  the  cotton-growing  and,  in  fact,  all  the  agricultural  States. 

I  wish  to  take  this  question  out  of  the  low  plane  of  differentials  in 
rates  or  anything  of  that  kind,  and  put  it  upon  a  higher  plane.  Let  us 
look  at  it  as  statesmen,  as  affecting  the  welfare  not  of  a  section  but  of 
the  whole  people  who  will  be  affected  by  any  decision  that  Congress 
may  make  in  regard  to  this  question^  if  the  decision  shalLdi&\MT\>  w^vo:^ 
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way  the  pacific  relatiooa  between  Canada  and  this  coantry.  So  it  is 
not  simply  the  question  of  differential  rates,  bat  behind  ifrlie  some  of 
the  profoundest  questions  of  fntnre  years. 

Let  as  look  at  the  far  Northwest  I  recall  the  remark  of  William 
H.  Seward,  as  he  stood  on  the  steps  of  the  capitol  of  Minnesota  in  St. 
Paul,  in  1860.    He  said : 

I  stand  on  the  spot  which  in  the  fatare,  in  all  probability,  will  be  the  center  of 
population  on  this  ooiltinent.  ^ 

The  statement  may  seem  incredible,  bat  let  us  see  what  were  the  rea- 
sons for  the  prophecy.  We  are  here  to  day  in  the  latitude  of  42  and  a 
few  minutes.  Where  does  that  line  ran  around  the  world  f  It  is  the 
southern  boandary  of  France ;  the  whole  Empire  of  Bismarck  and  of 
Bussia  is  north  of  it;  the  progressive  peoples  of  this  world  mainly  re- 
side north  of  it.  It  runs  across  this  continent  through  Bnflfalo  and  a 
little  south  of  Milwaukee  and  on  to  the  Pacific  in  southern  Oregon. 

Now,  sir,  there  lies  in  the  northwestern  section,  north  of  that  line,  a 
territory  large  enough  for  forty  States  of  the  size  of  Ohio,  and  a  terri- 
tory that  is  capable  of  supporting  a  dense  population.  And  why  t  Had 
I  a  map  of  the  world  I  woald  show  you  the  ocean  currents,  and  you  wonld 
see  at  a  glance  how  the  heated  rivers  in  the  ocean  are  felt  upon  the 
land.  When  the  Almighty  set  this  world  to  turning  from  east  to  west, 
there  began  that  great  tidal  wave  which  sweeps  across  the  Atlantic  and 
which  breaks  against  the  coast  of  Brazil,  where  it  divides,  one  section 
turning  northwest,  receiving  the  waters  of  the  Amazon,  Orinoco,  and  the 
Mississippi.  Heated  by  the  tropical  sun,  it  pours  out  its  mighty  flood 
throagh  the  narrow  gap  between  Florida  and  Culm,  and  sends  it,  at  the 
rate  of  3  miles  an  hour,  up  the  Atlantic,  and  gives  a  warm  climate  to 
northern  Europe. 

Wheu  you  come  to  the  Pacific  Ocean,  you  have  the  same  conditions. 
I  sailed  from  Japan  to  San  Francisco  a  few  years  ago.  When  we  were 
out  &om  Yokohama,  a  little  more  than  one  day's  steaming,  I  found  that 
the  air  became  suddenly  warm.  We  had  entered  the  Kuro  Si  wo,  or  Japan- 
ese current,  a  great  river  in  the  sea  more  than  1,000  miles  wide.  The 
Pacific  equatorial  current  striking  against  the  Phillipines,  brings  its 
warm  air  and  moisture  on  the  northwestern  coast.  That  is  what  gives 
us  the  mild  climate  at  Puget  Sound,  where  the  flowers  are  in  bloom  the 
year  round,  where  a  friend  regaled  me  with  figs  raised  in  his  own  gar* 
den.  That  current,  with  its  humid  atmosphere,  produces  a  tremendoas 
forest  growth  on  tlie  west  sides  of  the  Eockies.  And  then  it  goes  over 
the  low  elevations  and  gives  us  the  climate  of  the  Northwest,  where  at 
Lake  Athabasca  the  blue  bird  makes  his  appearance  in  the  spring  as 
early  as  in  Boston. 

Although  there  is  a  sparse  population  in  British  America  to-day,  the 
time  is  coming  when  there  is  to  be  a  mighty  empire  in  the  Northwest. 

WHEN  THE  CANADIAN  PAOIFIG  WAS  SUG&ESTED. 

The  first  movement  towards  the  building  of  the  Canadian  Pacific  was 
by  Disraeli  in  1858,  before  he  was  Lord  Beaconsfield.  I  hold  in  my 
hand  a  pamphlet  which  I  prepared  for  the  press  in  this  city  in  that  year. 
My  soul  was  stirred  when  I  read  these  words  uttered  by  Mr.  Roebuck 
in  the  debates  in  Parliament  upon  the  presentation  of  a  bill  for  the 
building  of  a  railroad  through  Canada.    Said  Mr.  Roebuck : 

The  thirteen  Colonies  which  we  planted  in  America  have  inereaaed  to. the  namber 
of  thirty-fivt)  free  States.  We  have  created  a  power  there  which,  if  something  is  not 
done  by  England  as  a  counterpoise  to/  the  United  States  will  overshadow  not  only 
England  but  the  earth. 
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He  wanted  England  to  build  the  railroad  and  enter  upon  a  scheme  of 
colonization,  with  the  sole  end  in  view  of  increasing  the  political  and 
commercial  power  of  6reat  Britain. 

And  then  he  goes  on  again : 

The  aocomplishment  of  snch  a  scheme  would  anite  England  with  VanooaTor,  and 
with  China,  and  we  shall  he  ahle  to  widely  extend  the  civilization  of  England.  It 
was  a  magnificent  scheme,  and  the  name  of  the  minister  who  had  proposed  it  would 
go  down  to  posterity  as  the  great  colonial  minister. 

The  project  on  the  part  of  England  from  that  time  to  the  completion 
of  the  road  was  kept  steadily  in  view,  and  it  was  brought  forward  at 
last  as  a  grea^  political  enterprise  to  bring  about  the  confederation  of 
the  Dominion  of  Canada.  It  has  been  constructed  by  liberal  gifts  from 
Government.  It  has  been  wielded  as  a  political  power,  but  its  political 
importance  is  subordinate  now  to  its  commercial  importance.  It  is  to 
become  the  great  thoroughfare  between  England  on  the  one  hand  and 
China,  Japan,  Australia,  and  the  islands  of  the  Pacific  on  the  other — 
the  shortest  and  quickest  possible  line  of  communication  between  those 
countries. 

BNQLAia)'S  OOMMEBOIAL.  POIilOY. 

In  the  commercial  history  of  the  world,  no  nation  has  ever  approached 
Great  Britain  in  completeness,  thoroughness,  and  far-reaching  policy. 
Her  manufactures,  her  commercial  prosperity,  her  very  existence  as  a 
great  power  is  found  in  her  policy  of  reaching  either  by  rail  or  steam- 
ship, every  country  on  the  face  of  the  globe  by  the  shortest  and  cheapest 
route.  To  that  end  she  has  given  liberally  to  the  Canadian  Pacific,  and 
is  appropriating  large  sums  annually  for  ocean  mail  service  to  every 
country.  To  that  end  the  grant  has  been  made  for  the  establishment 
of  a  first-class  ocean  line  of  steamers  from  England  to  Halifax,  and  from 
Victoria  to  Japan,  China,  and  Australia. 

THB  FUTTJBE  OF  PTJ0BT  BOUND. 

When  we  examine  the  physical  features  of  the  western  coast  of  this 
continent,  we'see  that  tbere  are  but  three  ports  which  commerce  can 
ever  use — San  Francisco,  San  Oiego,  and  Puget  Sound.  From  the  mouth 
of  the  Columbia  southward  the  coast  range  of  mountains  is  broken 
through  only  at  the  Golden  Gate  and  at  San  Diego.  Everywhere  else 
the  mountains  rise  sharp  and  steep  from  the  sea. 

Now  it  is  not  difficult  for  us  to  forecast  the  probable  future  of  the 
three  places.  The  greatness  of  San  Francisco  is  already  assured.  It 
has  no  river  system  behind  it,  but  it  haa  the  wealth  of  a  magnificent 
State.  San  Diego  has  no  natural  fertile  region  to  draw  from ;  but  it 
will  undoubtedly  be  a  jjiace  of  considerable  importance. 

Puget  Sound  has  a  great  future  before  it..  To  and  from  that  wonder- 
ful scroll-work  of  inlets  and  harbors  will  &ow  the  great  tides  of  com- 
merce  in  coming  years.  Its  tonnage  already  is  assuming  magnificent 
proportions.  Its  lumber  is  found  in  every  land.  Being  in  the  port  of 
Marseilles,  jn  France,  on  the  Mediterranean,  some  years  ago,  I  saw  a 
vessel  discharging  masts  and  spars  which  had  been  brought  around 
CapeHorn  and  through  the  Straits  of  Gibraltar  to  that  port.  When 
in  India,  I  was  informed  that  the  ties  of  the  railroad  in  the  valley  of 
the  Ganges  were  cut  in  the  forests  of  British  Columbia.  Were  we  to 
go  to  Sydney  or  Melbourne,  in  Australia,  we  should  see  the  lumber 
yards  piled  with  timber  sawn  in  the  mills  of  Port  ToN7\i^^\i^  ^m^  "^^^ 
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cotna;  the  same  at  Valparaiso,  Shanghai,  Canton,  and  Yokohama. 
Two  years  ago  I  was  upon  the  Soand,  and  saw  vessels  loading  with 
lamber  for  London,'San  Francisco,  and  almostevery  partof  the  Pacific 

The  Gonstrnction  of  the  Suez  Canal  has,  changed  the  tides  of  com- 
merce. The  days  of  the  grayhounds  of  the  sea — the  celebrated  clipper 
tea  ships — doubling  the  Cape  of  Good  Hope  have  gone  by  never  to  re- 
tarn.  The  tide  for  several  years  has  been  via  the  Mediterranean  and 
the  Bed  Sea;  but  with  the  construction  of  the  Canadian  Pacific  and  the 
subsidized  line  of  mail  steam-ships  from  Pnget  Sound  to  China,  Japan, 
and  Australia  a  large  portion  of  the  traffic  of  the  Orient  is  to  arrive 
and  depart  from  that  Northwestern  gateway  of  the  continent.  Let  as  not 
forget  the  nnparalleled  resources  of  the  country  behind  it — the  dense 
forest  growth,  the  agricultural  lands  of  Oregon  and  eastern  Washington, 
the  great  plains  of  the  Columbia,  itself  larger  than  the  State  of  Ohio. 
Bear  in  mind  that  San  Francisco  and  the  ports  of  the  Pacific  are  to-day 
burning  coal  from  the  mines  along  Puget  Sound;  that  the  coal  supplies 
there  are  cheaper  and  more  accessible  than  anywhere  else.  You  may 
put  it  down  as  foreordained  that  a  great  commercial  emporium  is  to  rise 
upon  the  shores  of  Puget  Sound.  Quite  likely  there  will  be  two  such 
cities — one  within  our  own  domain  and  one  within  British  Columbia. 
No  longer  does  our  tea  come  to  us  across  the  Atlantic,  but  via  the  Pa- 
cific. While  at  Victoria  two  years  ago,  I  saw  stately  ships  sail  in, 
winging  their  way  from  Canton  and  Shanghai,  loaded  with  tea  con- 
signed to  parties  in  Chicago,  St.  Paul,  St.  Louis,  Cincinnati,  Detroit, 
New  York,  and  Boston,  as  I  learned  upon  inquiry,  to  be  delivered  in 
those  cities  by  the  Canadian  Pacific  road  and  connecting  lines. 

This  brings  us  squarely  to  the  proposition  before  you.  The  Union 
and  Southern  Pacific  Railroads,  if  I  understand  the  matter,  ask  yon  to 
step  in  and  put  a  stop  to  this  traffic  within  the  States  on  the  part  of  the 
Canadian  Pacific.  You  are  asked  to  impose  such  regulations  as  will 
take  this  traffic  out  of  the  hands  of  the  road,  and  hand  it  over,  or  at  least 
give  the  Union  and  Southern  Pacific  roads  a  chance  to  enter  the  lists. 
This  is  asked  for  under  the  assumption  that  the  Canadian  road  recoups 
itfi  losses  on  through  rates  by  imposing  high  local  rates.  The  allega- 
tion is  not  proven;  nor  do  I  believe  it  to  be  true.  There  is  very  little 
local  freight  on  that  road  west  of  Ottawa.  The  country  is  new ;  very 
sparsely  settled.  A  new  country  needs  low  rates ;  and  no  railroad  cor: 
poration  can  afibrd  to  impose  high  rates  upon  a  people  straggling  to  get 
a  footing.  The  Unioii  and  Southern  Pacific  naturally  desire  to  see  San 
Francisco  the  entrepdt  for  the  tea  trade  of  this  country ;  but  Paget 
Sound  is  nearly  500  miles  nearer  Yokohama  than  is  San  Francisco. 
Every  city  that  I  have  named  to  which  tea  was  consigned  is  nearer  China 
via  Puget  Sound  than  via  San  Francisco.  The  commerce  of  the  Orient 
is  no  longer  in  the  East,  but  in  the  West;  it  is  to  come  to  us  from  t^e 
setting  and  not  from  the  rising  sun. 

THE  TBADB  IN  COTTON  GOODS. 

I  come  now  to  a  matter  which  I  am  sure  will  interest  those  gentlemen 
of  the  committee  whose  homes  are  amid  the  whitening  cottou  bolls  of 

Tennessee  and  Texas. 

England  is  the  great  cotton  manufacturing  nation,  with  more  spin- 
dles than  all  the  world  besides.  She  takes  70  per  cent,  of  her  paw  ma- 
terial from  the  ports  of  the  Gulf  and  South  Atlantic  States,  transports 
it  across  the  sea,  brings  the  balance  from  Brazil,  India,  and  Egypt,  and 
manufactures  enough  to  swathe  the  globe  six  times.    She  doea  this  an- 
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Dually.  She  sends  more  than  six  hundred  million  yards  of  cotton  goods 
to  the  Pacific  against  a  few  hundred  thousand  yards  manufactured  by 
American  looms.  The  United  States  has  an  insignificant  foreign  trade 
in  cotton  goods.  We  have  been  content  to  put  up  with  our  home  mar- 
kety  while  England  is  doing  the  manufacturing  and  carrying  for  pretty 
much  all  the  world  beside. 

But  we  have  arrived  at  a  point  in  our  manufacturing  when,  if  I  mis- 
take not,  the  people  of  this  country  are  soon  to  enter  the  lists  with 
England.  It  is  one  of  the  signs  of  the  times — this  dotting  of  the  cot- 
ton-growing States  with  manufactories.  The  question  arises  as  to  what 
we  are  to  do  with  the  rapidly-increasing  products  of  our  looms?  Where 
shall  we  find  a  market  i  England,  with  the  opening  of  the  steam-ship 
line  from  Puget  Sound  to  China,  will  be  quick  to  use  it,  saving  nearly 
a  month's  time  by  so  doing.  In  these  days  it  is  the  nimble  sixpence 
that  wins  against  the  slow  shilling.  The  Canadian  Pacific  Railroad,  the 
English  mail  steamers,  I  take  it,  willb^  just  as  ready  to  transport  a  bale 
qf  goods  to  China  manufactured  at  Lowell,  in  Massachusets,  at  Augusta, 
6a.,  as  in  Rochdale  or  Manchester,  England^  and  I  look  forward  in  the 
near  future  to  the  shipment  of  goods  via  that  line.  Indeed  it  has  already 
begun.  During  the  past  few  weeks  cars  have  been  loaded  in  theyardbs 
of  the  Jackson  corporation,  in  Nashua,  N.  H.,  billed  to  China  via  Puget 
Sound.    It  is  but  the  beginning  of  a  great  traffic. 

We  are  paying  England  to-day  for  carrying  our  mails,  our  raw  ma- 
terials, our  manufactures.  If  you  wish  to  send  a  letter  to  Brazil,  it 
must  first  go  to  Her  Imperial  Majesty's  dominions  and  be  handled  by 
the  clerks  of  the  Royal  Mail  before  it  ever  reaches  its  destination  in 
South  America.  If  jou  would  send  a  bill  of  goods  to  any  maritime  port 
on  the  face  pf  the  earth,  the  chances  are  that  England's  mail  st^m- 
ships  will  be  the  agency  for  carrying  it 

It  has  been  the  commercial  {iTolicy  of  England  to  put  herself  in  the 
closest  possible  relations  with  every  country  by  establishing  a  regular 
mail  service.  To  this  end  we  have  the  Canadian  Pacific  line  and  the 
promised  steam-ship  service  on  the  Pacific.  The  United  States  has 
pursued  the  opposite  course,  refusing  to  establish  an  ocean  mail  service, 
hence  we  have  no  foreign  market  for  our  cotton  goods. 

We  are  beginning  to  get  such  a  market  in  China*  It  is  a  trade  which 
I  think  will  receive  a  great  impetus  by  the  proposed  British  steamship 
service,  and  yet  at  this  jancture  you  are  about  to  impose  regulations 
upon  the  Canadian  traffic.  Look  at  the  traffic  of  last  year,  during 
which  the  United  States  sent  mainly  over  the  Canadian  route  78,360,000 
yards  of  cotton  goods  to  China.  England  sent  562,000,000  yards  of 
cloth  to  China,  and  a  very  large  portion  of  it  went  over  the  Canadian 
Pacific  road,  having  been  brought  to  Montreal  in  steamers.  Seventy- 
eight  per  cent,  of  the  manufacturers  in  the  United  States  are  nearer  to 
China  by  3,000  miles  than  England,  and  yet  England  is  taking  the  cot- 
ton from  here  across  the  Atlantic  and  then  shipping  it  across  this  con- 
tinent to  China. 

England  sends  to  the  western  coast  of  South  America,  to  Peru,  and 
Chili  more  than  200,000,000  yards  of  cotton  goods  annually.  Here- 
tofore the  course  of  commerce  has  been  around  Cape  Horn  or 
through  the  Straits  of  Magellan,  but  from  this  time  on  the  traffic  is  to 
be  via  the  Canadian  Pacific  road  and  down  our  own  western  coast 
You  possibly-may  wonder  at  such  a  statement,  but  in  the  transporta- 
tion of  bales  of  sheetings  and  kindred  fabrics  climate  the  humidity  of 
the  atmosphere  is  an  important  point  to  be  considered.    Before  the 
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coDStrnction  of  the  Ganadiao  Pacific  road  the  English  shipper  seodiug 
goods  to  China  or  the  western  coast  of  South  America  was  obliged  to 
pack  his  bales  in  oil-cloth  canvas,  or  other  fabric,  which  would  eff€c^ 
ually  exclude  the  moisture  of  the  tropics.  Only  those  who  have  exiie- 
rienced  the  humidity  of  the  tropics,  just  before  the  beginning  of  the 
monsoons,  can  have  an  adequate  idea  of  the  excess  of  moisture  in  the 
air.  I  have  seen  a  pair  of  boots  completely  covered  with  green  fungus 
in  a  single  night.  Great  precaution  must  be  taken  to  prevent  cotton 
goods  from  mildew ;  hence  the  need  of  great  care  in  packing,  which  of 
course  involves  expense.  With  the  opening  of  the  Canadian  Pacific 
road  and  the  connecting  lines  of  steamers  all  this  Is  to  be  changed. 
Ko  extra  care  will  be  required  to  protect  t^e  goods,  which  will  be  put 
^om  Livepool  to  Valparaiso  in  thirty  days. 

We  have  seen  in  the  papers  recently  no  little  discussion  in  regard  to 
the  future  of  Canada,  that  it  was  soon  to  be  annexed  to  the  (Juited 
States.  Allow  me  to  express  the  opinion  that  if  we  desire  to  bring 
about  such  a  consummation  the  action  called  for  by  the  Union  Pacific 
road  is  not  calculated  to  promote  that  end.  On  Vie  contrary,  I  am  of 
the  opinion  that  free,  uutrammeled  commerce  will  tend  to  bring  it  about 
much  more  rapidly. 

When  in  Victoria  a  few  months  ago  I  went  into  'the  stores  and  in- 
spected the  goods,  and  discovered  that  by  far  the  largest  proportion  of 
articles  were  manufactured  in  the  United  States  and  had  been  pur- 
chased from  the  wholesale  dealers  of  Chicago  and  St.  Paul ;  that  nearly 
all  articles  of  hardware  were  from  the  United  States ;  wooden  ware  was 
mostly  from  Toronto.  Upon  the  shelves  of  the  dry-goods  stores  were 
sheetings  manufactured  in  the  looms  of  New  England.  A  great  and 
constantly-increasing  traffic  is  springing  up  between  British  America 
west  of  Lake  Superior  and  our  Northwestern  States.  Even  the  social 
atmosphere  of  Victoria  is  almost  American.  Shall  we  not  lose  commer- 
cial and  political  prestige  if  we  adopt  the  line  of  action  called  for  by 
the  Union  Pacific  road  T 

THE  QT7ESTI0N  OF  CANADIAN  OOMPETITION. 

The  question  before  you  is  not  alone  the  welfare  of  New  England,  but 
of  the  whole  community.  This  discrimination  asked  for  is  not  confined 
to  the  through  traffic  from  the  Atlantic  to  the  Pacifk.  Let  us  see 
where  the  stroke  will  fall.  Some  months  since  I  was  at  Duluth ,  and  saw 
long  trains  of  cars  discharging  corn  into  the  elevators  which  had  been 
grown  upon  the  fields  of  central  Kansas.  When  you  examine  the  great 
water-way  of  the  lakes  and  the  St.  Lawrence  and  the  country  west  and 
southwest  of  Lake  Michigan  you  will  notice  that  Central  Kansas  is 
no  further  from  New  York  and  Boston,  via  Duluth  and  the  lakes,  than 
by  Chicago  and  the  lakes.  That  is,  the  Kansas  shipper  can  send  his 
corn  to  New  York  via  the  Lakes,  Buffalo,  and  the  Erie  Canal  by  Duluth 
or  via  Chicago. 

It  seems  to  me  that  if  the  proposed  line  of  action  is  adopted  we 
shall  greatly  injure  ourselves.  The  people  of  the  United  States  have 
not  asked  for  this  action.  They  make  no  complaint.  The  hue  and -cry 
comes  wholly  from  a  few  railroads.  Great  economic  laws  neveir  can 
be  changed  by  legislation.  If  you  were  to  enact  a  law  discriminating 
against  the  Canadian  railroads,  I  do  not' think  that  it  would  change  the 
current  of  traffic,  for  even  with  the  discrimination  asked  for  the  Cana- 
dian road,  with  its  low  grades,  subsidized  by  government,  with  3  |)er 
cent,  guaranteed  by  the  government,  would  make  its  rates  conform  to 
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your  reqairemeDtfi  and  would  still  be  the  greht  trauBContineDtal  line, 
taking  a  large  share  of  traffic  from  the  States. 

AN  AHEBIOAN  OOEAN  KAIL  8EBTI0E. 

Far  better  for  the  Union  and  Central  and  Northern  Paoific  roads  to 
accept  the  situation  and  enter  the  lists  as  competing  roads.  Better 
though  would  be  the  adoption  by  our  own  Government  of  aline  of  com- 
mercial policy  like  that  of  Great  Britain — the  establishment  of  an  ocean 
mail  service  to  China,  Japan,  Chili,  Brazil,  the  Argentine  Bepublic. 
Kottill  we  do  our  own  carrying;  not  till  we  establish  a  certain,  con- 
stant, sure,  and  rapid  ocean  mail-service,  shall  we  have  the  world  for  a 
market. 

Let  us  see  what  might  happen  were  the  United  States  to  establish  a 
rapid  mail  service  of  weekly  steamers  between  San  Francisco  and  China. 
ThroQghout  the  Southern  States  there  is  a  rapid  increase  of  cotton  man- 
ufactures, mainly  coarse,  stout  fabrics.  Were  such  a  line  df  steamers 
established  the  cotton  manufacturer  of  Texas,  shipping  his  goods  to 
San  Francisco  by  the  Southern  Pacific,  would  take  the  cotton  Irom  the 
field  and  have  his  goods  on  the  market  of  Shanghai  in  less  than  thirty 
days,  whereas  the  English  uKinufacturers  must  ship  it  from  central 
Texas  to  Galveston,  from  Galveston  to  Liverpool,  thence  to  the  manufac- 
tory, thence  back  to  Liverpool,  send  it  to  Montreal  in  the  summer  months, 
across  the  continent  to  Puget  Sound,  thence  to  Shanghai.  In  winter 
he  must  send  it  by  the  Peninsula  and  Oriental  Line  to  Gibraltar, 
through  the  Mediterranean,  the  Suez  Canal,  the  Bed  Sea,  across  the 
Indian  Ocean,  through  the  Straits  of  Sumatra,  up  the  China  coast. 
Six  months  is  the  shortest  possible  time  for  such  a  transaction.  Let  us 
not  forget  that  Great  Britain  takes  more  than  70  per  cent,  of  her  cotton 
from  this  country.  Bear  in  mind  that  she  is  sending  between  three  and 
four  hundred  million  yards  of  cotton  goods  to  China;  that  she  sends 
nearly  one  hundred  million  yards  to  Java  and  the  Philippine  Islands, 
where  never  a  yard  of  American  cottons  has  been  seen,  unless  sent  there 
by  British  merchants. 

Mr.  Chairman  and  gentlemen,  a  great  commercial  future  lies  before 
us,  if  we  are  wise  enough  to  adopt  a  large,  liberal,  far-sighted,  ener- 
getic policy. 


ABDITIOHAL  STATEMENT  OF  ALDEH  8PEABE. 

Mr.  SpeABE.  I  have  a  set  of  resolutions  from  the  Lowell  Board  of 
Trade  which  I  would  like  to  present,  Mr.  Chairman. 

The  Chairman.  We  will  be  glad  to  have  you  do  so. 

Mr.  Speabe.  I  have  been  requested  to  present  the  following  resolu- 
tions adopted  by  the  Lowell  Board  of  Trade : 

RESOLUTIONS  OP  THE  LOWELL  BOARD  OF  TRADE. 

At  a  meeting  of  the  Lowell  Board  of  Trade  held  this  day,  the  foUowing  resolutipns 
were  nnaoimonely  adopted : 

Whereas  the  interests  of  Lowell  are  co-incident  with  those  of  Boston  in  the  matter 
of  railway  traffic,  and  that  those  interests  will  be  seriously  interfered  with  by  the 
proposed  restrictions  or  suppression  of  trafBc  by  the  Canadian  Railroads : 

Bewlvedi  That  the  Lowell  Board  of  Trade  indorse  the  resolutions  on  this  matter 
passed  by  the  Boston  Oil  Trade  Association. 

Hesolvedf  That  a  special  committee  to  represent  the  interests  of  Lowell  be  a^^vci\ftAL^ 
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to  appear  before  the  United  States  Seuate  Committee  on  Interstate  Commerce  at  a 
bearing  to  be  given  in  Boston  July  5. 

BeioTvedf  That  this  committee  consist  of  the  standingcommittee  on  railroads  and 
transportation,  together  with  Hon.  Charles  H.  Allen,  Hon.  Charles  A.  Stott,  Hen 
Francis  Jewett,  Cbarles  H.  Cobnm,  A.  G.  Cnmnock,  and  Alvin  8.  Lyon. 

Chas.  W.  Eaton, 

July  2,  1889.  Seoretarf. 

STATEHEVT  OF  NATHANIEL  B.  BORDEN. 

Mr.  Nathaniel  B.  Borden,  a  member  of  the  Board  of  Trade  of  Fall 
River,  appeared. 

The  Chairman.  State  your  name,  please. 

Mr.  BoBDEN.  Nathaniel  B.  Borden. 

The  Ghaibman.  Where  is  your  home  T 

Mr.  BoBDEN.  Fall  River. 

The  Chaibman.  In  what  business  are  yon  engaged  t 

Mr.  BdltDEN.  In  the  manufacture  of  cotton  gmds. 

The  Ghaibman.  If  you  have  any  statement  to  make  in  behalf  of  your 
city  we  will  be  glad  to  hear  you. 

Mr.  BoBDEN.  I  do  not  know  that  I  have  a  great  deal  to  say  in  reganl 
to  this  matter. 

Fall  River  is  a  large  manufacturiug  city.  We  manufacture  cotton 
goods  largely,  a  considerable  amount  of  which  is  shipped  to  the  West 
Of  course  we  are  anxious  to  get  our  transportation  as  cheaply  as  possi- 
ble, and  we  feel  that  the  more  competition  there  is  in  transportation 
the  better  rates  we  get ;  and,  so  far  as  I  am  concerned  and  the  people 
I  represent,  we  are  satisfied  with  the  present  status  of  affairs.  That  is 
about  all  I  have  to  say. 

I  am  here  to-day  representing  the  manufacturers  of  Fall  River  on 
another  matter.  We  have  come  to  Boston  today  to  ask  the  gentlemen 
of  the  committee  to  visit  Fall  River.  We  would  like  to  have  you  come 
to  our  city  and  become  acquainted  with  us  as  manufacturers  and  nn 
derstand  us  better  than  you  now  do,  probably ;  and  if  it  can  be  arranged 
we  will  be  very  much  pleased  to  have  you  come  to  our  city. 

The  Ghaibman.  I  regret  to  say  that  our  engagements  are  such  that, 
while  we  would  be  delighted  to  go,  we  will  be  compelled  to  decline. 
We  can  not  deviate  from  the  programme  already  agreed  upon  without 
interfering  with  the  work  of  the  committee,  otherwise  we  would  be  glad 
to  accept  your  kind  invitation,  for  which  we  are  duly  grateful. 

ADDITIONAL  STATEMENT  OF  ALDEN  8PEABE. 

Mr.  Speabe.  Some  questions  were  put  to  me  yesterday  in  regard  to 
distances,  which  I  was  then  unable  to  answer  on  account  of  lack  of 
data.  I  have  since  procured  this  data,  and  with  the  i)ermi6sion  of  the 
committee  will  give  it. 

The  Ghaibman.  You  are  at  liberty  to  do  so. 

Mr.  Speabe.  From  Minneapolis  to  Boston  by  the  Sault  Ste.  Marie 
and  Ganadian  Atlantic  Railway  is  1,425  miles;  to  New  York  by  the 
same  route  Is  1,428  miles;  so  that  from  Minneapolis  by  the  Ganadian 
route  we  are  3  miles  nearer  than  is  New  York.  Another  question  was 
asked  as  to  the  distance  the  Ganadian  railways  would  have  to  go  if 
avoiding  Maine.    The  additional  distance  would  be  89  miles. 

The  Ghaibman.  Gau  jou  not  let  the  table  of  distances  from  which 
you  are  reading  go  into  the  record! 


THE   UNITED  STATES  AND  CANADA.  473 

Mr.  Speabe.  It  is  rather  hastily  gotten  up,  but  can  be  pat  in  the 
record  if  you  desire  it. 
The  table  is  as  follows: 

HUM. 

From  Minneapolis^  via  Sault  Ste.  Marie  A,  Can.  At.  By.,  to  Bottoh 1,425 

Chicago  ^Can.  Pac.  Ry.,  to  Boeton 1,606 

Chicago  &  West  Shore  route,  to  Boston 1.435 

Sault  Ste.  Marie,  C.  P.,  G.  T.,N.  Y.  C,  to  Boston 1,586 

Sault  Ste.  Marie  &  Can.  At.  By.,  to  New  York 1,469 

SanltSte.  Marie  <&  Can.  Pao.By.,  to  New  York 1,428 

Chicago  A  Penn.  B.  R.;  to  New  York 1,324 

SanltSte.  Marie,  C.  P.,  G.  T.,  d:  D.  L.  &  W.,  to  New  York 1,492 

Chicago  &  Can.  Pac.  By.,  to  Halifax 1.... 2,029 

SanltSte.  Marie  <&  C.  P.  B.,  via  Ottawa,  to  Halifax 1,878 

From  Montreal,  via  C.  P.  B.,  via  Ottawa,  to  Halifax 758 

G.  T.  A  I.  C.  B.,  via  Ottawa,  to  Halifax *.  850 

C.  P.  B..  via  Ottawa,  to  St.  John ^ 481 

G.  T.dtt  C.  B.,  via  Ottawa,  to  St.  Jotin 751 

C.  P.  B.,  viaOttawai^  toMoncton 570 

G.  T.  &I.  C.  B.,  via  Ottawa,  toMonoton A....  662 


STATEMENT  OF  JSBOHE  JOHES. 

Mr.  Jebome  Jones,  an  importer  of  earthenware,  appeared. 

The  Ghaibman.  The  committee  will  be  glad  to  hear  any  statement 
you  may  desire  to  make,  Mr.  Jones. 

Mr.  Jones.  What  I  shall  l^ave  to  say  will  be  in  the  interest  of  the 
importers,  or  rather  of  the  views  that  come  from  their  stand-point  on 
this  question.  Boston  being  second  only  to  New  York  and  the  port  for 
New  England  foreign  commerce,  we,  as  importers,  feel  that  the  success 
of  this  commerce  is  dependent  upon  having  a  reliable  continuance  of  com- 
paratively low  rail  rates  to  and  from  Boston. 

This  reliance  has  been  secured  to  us  by  the  competition  of  the  north- 
ern roads  which  are  a  part  of  the  Grand  Trunk  and  Canadian  roads. 

While  the  American  trunk  roads  are  an  important  factor  in  the  for- 
eign commerce  of  Boston,  we  believe  that  these  northern  roads  that 
connect  with  the  Canadian  lines  will,  if  not  hampered,  continue  in  the 
future  as  they  have  done  in  the  past  to  secure  as  low  through  rates 
from  Boston  to  the  Northwest  as  are  enjoyed  by  the  merchants  in  New 
York,  Philadelphia,  and  Baltimore.  This  equality  is  secured  by  the 
differential  rates  on  all  west-bound  traffic  over  these  Canadian  lines. 
What  I  say  of  Boston  is  true  substantially  at  all  the  trade  centers  north 
and  east  of  here  in  Maine,  New  Hampshire,  and  Vermont,  and  by  this 
certainty  of  competition  all  the  heavy  items  of  imports  such  as  now 
come  here  fn  the  Cunard,  Leyland,  and  Wairen  steam-ship  lines  from 
Liverpool,  the  Glasgow  line,  the  London  line,  and  the  Antwerp  line, 
consisting  of  wool,  machinery  for  mills,  paper  stock,  bleaching  powder, 
soda  ash,  tin  plates,  Mediterranean  fruits,  cannel  coal,  salt,  sugar, 
crockery,  dry  ^oods,  glass,  iron,  and  the  thousand  and  one  other  items 
necessary  to  the  progress  of  our  people,  are  landed  in  Boston  at  as  low 
a  sea-freight  generally  as  toother  American  ports;  but  that  equality  of 
rates  is  secured  only  in  consequence  of  our  having  here  ready  return 
cargoes  for  the  steamers,  and  the  Canadian  roads  are  our  reliance  to 
secure  equally  low  rail  rates  on  the  grain,  flour,  provisions,  leather, 
cheese,  etc.,  to  supply  the  export  cargoes. 

This  commerce  having  been  secured  to  us  by  the  equality  of  i^eight 
rates,  and  with  oar  industries  in  New  England  dependent  upon  it^  it 
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seems  next  to  if  not  a  vested  right.  We  believe  the  burden  of  proof 
is  with  those  who  would  make  the  change. 

Congress  may  deprive  our  merchants  and  manufacturers  of  rights 
we  now  have,  but  can  not  restore  by  legislation  the  harm  inflicted  upon 
the  millions  in  New  England  if  the  northern  lines  are  ruled  out. 

Senator  Blaib.  You  are  an  importer,  I  believe  t 

Mr.  Jones.  Yes,  sir. 

Senator  Blaib.  What  do  you  import t 

Mr.  Jones.  My  particular  line  is  earthenware. 

Senator  Gorman.  Where  do  you  find  a  market  for  your  goods  1 

Mr.  Jones.  Chiefly  in  the  West  and  Northwest. 

Senator  Blaib.  Do  you  send  goods  as  far  as  the  Pacific  coast? 

Mr.  Jones.  Yes,  sir ;  our  business  is  chiefly  west  of  the  Hudson  River. 

Senator  Blaib.  What  proportion  of  the  goods  imported  arriving  at 
Boston,  which  are  distributed  throughout  the  continent,  pa^ss  over  the 
Canadian  lines? 

Mr.  Jones.  I  can  not  answer  that  question,  because,  while  we  do  not 
patronize  the  northern  tines  so  much  as  you  might  think  from  what  I 
have  said,  we  feel  that  they  keep  the  other  lines  to  a  parity  of  rates,  so 
that  Boston  is  on  a  parity  with  the  other  importing  cities. 

Senator  Blaib.  Do  the  Canadian  roads  make  lower  rates  than  the 
American  roads f 

Mr.  Jones.  We  understand  their  rates  are  always  as  low,  and  they  have 
a  differential  which  they  can  apply.  For  instance,  if  we  want  to  con- 
tract for  an  importation  from  Liverpool  to  Peoria,  or  to  any  other  point 
in  the  United  States,  they  will  give  us  a  through  bill  of  lading  from 
Liverpool  to  the  point  of  destination  in  the  United  States. 

Senator  Reagan.  Do  you  understand  that  commerce  coming  through 
American  ports  going  into  Canada  goes  through  in  bond,  or  is  it 
handled  by  American  merchants  f 

Mr.  Jones.  Chiefly  in  bond.  We  sell  goods  in  bond,  and  of  course 
we  sell  many  American  products  to  Canadians ;  but  the  chief  part  of  the 
shipments  in  our  line  go  through  in  bond. 

Senator  Reagan.  The  question  is  suggested  as  to  whether  you  speak 
of  merchandise  that  pays  duties  in  the  United  States  or  goods  going 
through  in  bond! 

Mr.  Jones.  The  much  larger  share  of  the  goods  that  go  through  are 
goods  which  pay  duty  in  the  United  States. 

Senator  Reagan.  Where  they  are  for  consumption  in  the  United 
States  T 

Mr.  Jones.  Yes,  sir. 

Senator  Reagan.  I  am  speaking  of  that  which  comes  through  the 
territory  of  the  United  States  en  route  to  Canada,  whether  it  is  mer- 
chandise which  is  handled  by  American  merchants  or  8imi)ly  sent 
through  in  bond  to  be  handled  by  Canadian  merchants. 

Mr.  Jones.  Yes  and  no  to  that  question;  yes,  so  far  as  goods 

Senator  Reagan.  You  do  not  get  my  idea.  A  large  amount  of  the 
goods  you  import  go  through  into  Canada,  do  they  nott  • 

.Mr.  Jones.  Yes,  sir. 

Senator  Reagan.  Now,  as  to  that  class  of  goods,  are  they  handled 
by  American  merchants  or  do  they  go  through  in  bond  and  are  they 
handled  by  Canadian  merchants  ! 

Mr.  Jones.  It  depends  whether  they  go  through  Canada  for  con- 
sumption in  Chicago,  or  whether  they  go  to  Canada  and  are  consumed 
there,  in  which  case  they  pay  duty  to  tUe  Canadian  Government. 
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STATEMEHT  OF  WILLUH  CLAFLDT. 

Mr.  William  Glaflin  appeared. 

The  Chaibman.  Yoq  are  in  budiness  here,  I  believe,  governor  t 

Mr.  Claplin.  Yes,  sir. 

The  Chairman.  Yoq  know  what  yon  want  to  say,  and  yon  may  pro- 
ceed to  make  your  statement  without  interruption  on  our  part. 

Mr.  Glaflin.  I  suppose  that  my  eloquence  will  be  rather  accumula- 
tive than  otherwise,  as  you  have  by  this*  time  understood  the  position 
of  almost  all  New  Englami  merchants  and  manufacturers,  and  that  is 
simply  that  they  do  not  wish  matters  changed  so  far  as  the  Canadian 
railroads  are  concerned. 

I  will  say  at  the  outset  that  from  the  first  I  was  opposed  to  the  inter- 
state commerce  law.  I  was  in  Congress  when  it  was  first  brought  be- 
fore that  body.  I  heard  the  arguments  for  it  during  two.  sessions.  I 
was  satisfied  it  would  never  pass  as  originally  reported,  and  it  never 
did,  as  originally  introduced.  I  was  satisfied  that  it  would  be  of  no 
benefit  but  rather  an  injury  to  the  East  and  West,  where  it  especially 
applies  to-day.  There  are  some  parts  in  the  law  that  are  beneficial  and . 
there  are  other  parts  that  are  beneficial  to  nobody  except  the  railroads, 
and  I  believe  the  railroads  say  that. 

When  I  was  in  Congress  there  were  no  large  railroad  corporations 
present  to  oppose  the  law.  Tbey  are  generally  represented  before  Con- 
gress and  in  State  legislatures  if  they  are  to  be  affected  unfavorably.  I 
believe  they  early  saw  that  the  law  would  be  to  their  advantage,  and  I 
believe  the  experience  of  merchants  here  and  in  the  West  is  that  the 
railroads  derive  advantages  arising  ftom  the  law. 

lines  FOSTERED  BY  MASSAOHUSETTS. 

It  has  been  the  experience  of  Massachusetts  for  more  than  thirty 
years  that  she  was  hampered  by  want  of  complete  communication,  and 
she  spent  enormous  sums  in  order  to  make  her  road  to  the  West  easy 
and  inexpensive.  Massachusetts  absolutely  lost  nearly  $12,000,000  in 
the  construction  of  the  Hoosac  Tunnel  line,  in  order  that  her  merchan- 
dise might  be  carried  fronn  the  Atlantic  coast  to  the  West  at  low  rates* 
She  has  fostered  railroads  by  large  expenditures.  She  almost  built  a 
road  out  of  Worcester  to  the  West.  I  speak  of  this  because  it  was 
brought  to  your  attention  that  roads  had  been  subsidized  by  the  Cana- 
dian or  British  Government,  or  by  both.  Massachusetts  subsidized 
roads  in  the  way  I  speak.of  in  order  that  her  people,  who  were  shut  up 
here,  as  it  were,  in  one  part  of  the  world,  might  have  egress.  We  of 
New  England  have  no  mines  of  any  value,  and  we  have  nothing  but  the 
industry  of  the  people  and  the  water-courses  to  attract  people  here. 

THE  CANADIAN  ROADS  EQUALIZE  BATES. 

One  great  means  of  equalizing  the  transportation  for  the  last  twenty 
or  twenty-five  years  has  been  these  Canadian  roads.  The  routes  through 
Canada  have  been  very  potential.  In  the  first  place,  we  went  by  north- 
ern Iak.e  routes  and  reached  the  West  at  moderate  prices,  and  those 
prices  controlled  the  great  central  lines.  Say  what  they  would,  they 
cotild  not  overcome  the  fact.  I  remember  at  one  time  that  the  mer- 
chants of  St.  Louis,  I  being  in  business  there  as  well  as  in  Boston,  at- 
tempted to  get  the  rates  reduced  from  here  to  St.  Louis  on  the  central 
roads.    The  rates  were  then  from  $1.75  to  $L80  on  the  ^ooA.^  tssasqal- 
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factared  iu  New  England.  The  merchants  said :  '^  If  you  take  oar  gooda 
at  $1.25  or  $1  we  will  give  you  all  our  business."  The  road»  refused  to 
reduce  their  rates  any.  The  merchants  immediately  went  to  the  North- 
ern line,  and  that  line  did  reduce  about  one-half.  They  knew  that  they 
could  make  a  great  deal  of  money  by  doing  it.  An  agreement  was  made 
with  the  Chicago  and  Cincinnati  people^and  the  price  was  reduced  one- 
half.  Then  the  central  lines  reduced  their  rates  to  three.-fifths,  and 
offered  to  take  the  goods  that  they  had  formerly  been  taking  at  $1.75 
and  $1.80  for  80  cents.  Notwithstanding  tb^  offer  of  this  great  reduc- 
tion the  merchants  would  npt  leave  the  Northern  line,  and  to  this  day 
that  Northern  line  is  patronized  by  those  merchants.  It  was  only  for 
one  year  that  the  agreement  was  made,  and  yet  the  people  felt  so 
aggrieved  by  the  course  pursued  by  the  New  York  Central  and  Penn- 
sylvania routes  that  they  refused  to  ship  by  them  even  when  those  lines 
offered  to  ship  for  from  20  to  30  per  cent,  less  than  the  Northern  line. 

Now,  if  you  are  going  to  regulate  the  Canadian  roads  I  think  yon 
should  regulate  the  roads  through  New  York  and  the  canal  routes. 
You  should  apply  some  plan  or  other  that  they  should  be  placed  under 
the  same  restriction  as  the  Canadian  roads.  It  is  well  known  to  yoa 
that  the  New  York  Central  has  a  line  that  takes  advantgge  of  the  law; 
I  do  not  say  illegally,  but  they  have  that  privOege.  If  they  wish  to 
evade  the  law  they  simply  have  goods  sent  through  to  Buffalo  on  one 
ticket,  and  some  John  Smith  or  man  Friday  or  some  other  mythical  man 
stands  there  and  they  are  reshipped  through  him  and  your  interstate- 
commerce  law  is  gone.  The  people  have  no  advantage  of  it.  I  would 
say  that  the  New  York  Central  and  those  lines  act  very  fairly  about  it-. 
They  give  one  man  or  one  corporation  as  good  a  trade  as  the  other. 

Senator  Hiscogk.  Do  you  think  that  which  you  have  suggested  is 
being  done  now  by  the  New  York  Central  t 

.Mr.  Claflin.  I  think  it  has  been  done  within  a  year. 

Senator  HiSGOGK.  The  reason  I  thought  it  was. not  being  done  now 
was  because,  as  I  suggested  the  other  day,  they  can  not  possibly  charge 
a  man  who  buys  goods  to  be  shipped  to  Albany  any  more  or  any  less  by 
any  such  artifice  as  that. 

Mr.  Claflin.  I  did  not  say  they  charged  him  less. 

Senator  Hisgoge.  Is  there  anything  in  the  interstate  commerce  law 
that  interferes  with  that  being  done  t 

Mr.  Claflin.  If  the  interstate-commerce  law  is  to  keep  the  prices 
level  and  provide  that  no  one  set  of  men  shall  have  any  advantage  over 
another,  I  think  there  is. 

Senator  Hisgogk.  There  is  nothing  in  the  interstate  commerce  law 
that  says  you  shall  not  charge  less  for  the  shorter  than  the  longer  haul. 

Mr.  Claflin.  No,  there  is  nothing  in  that  line. 

Senator  Hisgogk.  And  all  the  New  York  Central  does  is  to  do  that. 

Mr.  Claflin.  They  may  do  more. 

Senator  Hisgogk.  No,  because  then  the  purchaser  would  buy  his 
goods  iu  Chicago  and  ship  through.  1  only  speak  of  that  as  bearing 
upon  the  suggestion  made  here.  I  do  not  see  how  that  could  be  done 
so  as  to  affect  the  other  lines. 

Mr.  Claflin.  It  takes  away  the  business  from  the  other  lines.  It 
enables  the  people  living  in  the  State  of  New  York  to  get  an  advantage 
that  people  living  across  the  line  can  not  get. 

THE  INTERSTATECOMMERGE  LAW. 

Then  again  the  interstate  commerce  law  has  enhanced  the  price  of 
goods  coming  from  New  York  into  this  city.    This  is  true  to  such  an 
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extent  that  persons  who  formerly  brought  certain  kinds  of  goods  over 
the  New  York  Central  and  the  Boston  and  Albany  have  been  obliged 
to  give  np  the  plan  on  account  of  the  interstate-commerce  law.  The 
roads  raised  the  prices  in  some  instances  25  per  cent.,  and  when  com- 
plaint was  made  they  said  it  was  due  to  the  interstate  commerce  law. 
I  think  you  will  find  it  very  difficult  to  obtain  the  evidence  of  any  man 
to  the  effect  that  the  interstate  commerce  law  has  reduced  the  price  of 
goods  coming  from  New  York.  All  the  advantages  of  the  law  have  ac- 
crued to  the  railroads.  If  you  apply  that  law  to  the  Canadian  routes  so 
as  to  shut  up  New  England  I  do  not  know  where  we  are. 

In  the  trade  in  which  I  am  engaged  there  are  probably  more  people 
engaged  than  in  any  other  one  manufiacture  in  New  England.  It  is  a 
tnule  that  is  very  close  in  its  profits.  It  gives  support  to  a  very  large 
number  of  people.  A  very  small  percentage  will  change  the  place  of 
the  trade.  For  instance,  we  can  not  manufacture  any  more  in  large 
cities.  I  do  not  mean  in  Boston  alone,  but  the  business  is  going  away 
from  Lynn  because  of  the  small  percentage  they  can  save  by  going  into 
Maine  or  New  Hampshire  or  the  western  part  of  Massachusetts. 

If  the  prices  of  freight  are  raised  and  the  expenses  of  living  are  raised 
through  the  intervention  of  the  interstate  commerce  law  the  result  will 
be  that  the  manufacturing  people  will  have  to  go  into  another  State, 
because  the  percentages  are  so  small  that  a  man  doing  a  businesf>  in 
Lynn  of  a  half  or  a  quarter  of  a  million  can  go  west  and  manufacture 
there,  for  the  reason  that  his  people  can  be  supplied  at  a  less  price  than 
if  he  manufactured  in  Lynn. 

The  people  are  going  from  the  city  to  the  country,  which  shows  you 
that  the  manufacturers  who  consult  their  pockets  and  look  out  for  the 
money  they  are  going  to  find  in  their  4)usiness  will  change  the  whole 
method  of  doing  business  notwithstanding  it  may  be  done  at  great  in- 
convenience to  them. 

It  has  already  been  stated  that  we  have  to  pay  more  than  New  York 
owing  to  this  5  cents  per  100  additional  rate,  and  with  the  great  amount 
of  consumption  it  makes  an  enormous  difference  to  the  people  of  the 
State.  Of  course  they  are  opposed  to  that.  These  people  arc  great 
consumers  of  the  products  of  the  West.  The  West  brings  us  nearly 
everything  we  eat  and  drink.  A  gentleman  who  is  familiar  with  this 
Bide  of  Worcester  told  me  the  ot^r  day  that  within  fifty  years  nearly 
one-half  of  that  country  has  been  turned  into  a  forest  where  there  were 
formerly  farms.  He  pointed  out  farms  that  were  formerly  used  for 
raising  corn  and  grain  that  were  now  grown  up  in  forests. 

The  Chairman.  Why  is  that! 

Mr.  Claflin.  Because  we  get  products  from  the  West  cheaper  than 
we  can  raise  them  here.  That  is  so  with  respect  to  hay,  even.  Take 
fifty  or  a  hundred  thousand  men  who  work  in  our  business.  They  use 
a  great  deal  of  flour.  They  do  not  like  rye,  and  use  but  little  com. 
That  comes  principally  from  the  West.  We  can  not  raise  anything  to 
'  advantage  here  but  potatoes  and  hay,  and  we  are  raising  less  and  less 
hay  every  year.  Gardening  is  about  the  only  cultivation  we  have.  An 
acre  of  cabbage  in  Cambridge  is  worth  a  great  deal  more  than  two  acres 
of  cereals  in  the  West.  I  think  our  people  would  like  to  have  the  in- 
terstate commerce  law  changed  so  far  as  it  affects  the  trade  of  which  I 
have  spoken. 

Senator  Blaib.  Is  there  any  change  that  these  people  desire  except 
the  repeal  of  the  long  and  short  haul  section  t 

Mr.  Claplin.  I  think  that  is  the  main  thing.  Of  course  that  is  the 
main  difference.    If  that  is  changed  I  suppose  it  will  mak^  wo  ^\Ssl- 
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ence  as  to  the  Canadian  or  any  other  railroads.  I  think  the  principle 
of  uniform  rates  between  New  England  and  the  West  was  pretty  well 
settled  before  the  law  was  passed.  We  ased  to  have  great  competition 
between  New  York  and  Boston  in  various  lines,  and  now  they  hare 
settled  down  on  a  fair  basiQ  and  each  stands  on  its  own  ground.  But 
that  does  not  apply  to  places  west  of  New  York.  There  were  all  sorts 
of  prices  and  agreements,  and  yon  never  knew  when  yon  got  your  rate 
from  hereto  the  West  what  your  neighbor  was  paying.  Yon  might  be 
paying  50  per  cent,  more  than  your  neighbor^  and  never  find  it  oat  from 
him  or  the  railroad. 

The  Ohairman.  When  was  thatt 

Mr.  Glaflin.  Within  five  years,  J  think. 

The  Ohaibman.  Not  since  the  passage  of  the  interstate  commerce 
lawT 

Mr.  Glaflin.  No,  sir;  I  think  the  rates  now  are  very  aniform;  but 
that  has  nothing  to  do  with  the  long  and  short  haul  clause. 

Senator  Blaib.  Yon  would  not  by  any  means  suggest  a  repeal  of  the 
laWf  but  a  modification  in  regard  to  the  long  and  short  haul  section  t 

Mr.  Glaflin.  I  say  that  it  would  be  better  to  have  the  law  repealed 
as  it  is  on  the  books  now  than  to  apply  it  to  the  Canadian  roads. 

Senator  Blaib.  The  question  of  pooling,  I  suppose,  you  have  not  had 
occasion  to  give  mirch  consideration  f 

Mr.  Glaflin.  No,  sir ;  not  now  being  a  railroad  man.  Pooling  was 
not  popular  when  J.  was  a  director.  That  is  a  modern  device.  I  think 
now  the  railroads  think  that  the  denial  of  the  pool  is  a  disadvantage  to 
the  public.  Men  who  have  been  long  in  the  business  and  who  hav^e  a 
fair  share  of  public  spirit  and  integrity  think  that  the  law  was  a  mis- 
take in  respect  to  preventing  the  privilege  of  pooling.  Our  people  are 
almost  uuit'ormly  opposed  to  the  long  and  short  haul  clause,  but  do  not 
take  much  interest  in  the  pooling  question,  believing  on  the  whole  t^at 
it  was  the  only  thing,  as  we  say,  that  would  keep  the  railroads  in  line 
one  with  the  other. 

Senator  Blaib.  Do  you  find  that  the  people  who  live  outside  the 
city  and  traders  and  dealers  along  the  lines  of  railroads  in  the  smaller 
places  receive  any  advantage  in  the  reduction  of  fares  or  freights  %  Do 
you  hear  of  that  as  you  come  in  contact  with  the  people  f 

Mr.  Glaflin.  Do  you  mean  from  the  interstate  commerce  lawl 

Senator  Blaib.  Yes. 

Mr.  Glaflin.  I  hear  that  almost  uniformly. 

Senator  Blaib.  I  mean  as  between  competing  pointa. 

Mr.  Glaflin.  I  never  heard  a  man  say  he  had  anything  less.  The 
railroads  raised  the  price,  and  that  is  what  the  people  complain  of  and 
that  keeps  up  the  local  rates.  The  local  rates  are  far  mere  beneficial 
and  profitable  than  others,  although  I  do  not  agree  with  these  gentle* 
men  that  they  are  not  able  to  make  money  on  their  through  rates,  and 
the  reason  I  do  not  believe  it  is  because  they  are  very  anxious  to  con- 
trol a  part  of  the  business  that  goes  from  one  part  of  the  country  to 
another. 

Senator  Blaib.  Do  you  think  that  it  would  be  practicable  for  the 
Interstate  Commerce  Gommission  to  be  clothed  with  power  to  regulate 
the  tariifs? 

Mr.  Glaflin.  1  think  that  yon  would  have  to  find  a  very  high  com- 
mission to  be  able  to  do  s^uch  a  thing  effectively  and  to  the  satisfaction 
of  the  railroads  and  the  people.  I  think  that  principle  would  have  to 
be  adopted  after  a  great  deal  of  experience  and  in  a  very  stringent 
necessity.  It  is  hard  to  clothe  a  commission  with  the  power  to  regu- 
lats  rates. 
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Senator  Blaib.  It  is  now  left  to  men  who  have  no  responsibility 
whatever  to  the  people? 

Mr.  Claflin,  And  the  people  have  no  responsibility  .to  them. 

Senator  Blair.  The  great  masses  of  people  do  not  live  at  competing 
points,  bat  at  intervening  points  along  the  lines  of  roads. 

Mr.  Claflin.  In  some  cases  the  Commission  might  prevent  an  injus- 
tice being  done  to  a  particular  locality.  I  think  our  railroads  in  the 
East  have  come  to  an  understanding  that  it  is  very  impolitic  to  have 
to  establish  any  principle  by  which  one  community  along  the  line  will 
have  the  advantage  over  another. 

The  Chairman.  That  is  because  the  interstate  commerce  law  pre- 
vents it. 

Mr.  Claflin.  Yes,  sir;  and  I  believe  the  common-law  principle  ap- 
plies to  that. 

The  Chairman.  The  interstate  commerce  act  is  based  on  common- 
law  principles. 

Mr.  Claflin.  Yes,  sir  ;  bnt  there  are  a  great  many  things  which  are 
based  on  common-law  principles  which  you  find  do  not  carry  out  what 
they  are  established  to  carry  out. 

Senator  Eeagan.  Do  I  understand  it  is  your  view  that  the  long  and 
short  haul  clause  is  wrong  because  it  does  not  enable  you  to  get  through 
freights  cheaper  than  way  freights? 

Mr.  Claflin.  Yes,  sir;  that  is  one  result,  of  course. 

Senator  Eeagan.  Is  there  any  other  objection  to  it! 

Mr.  Claflin.  The  objection  that  it  operates  to  raise  the  price  of 
freight.  It  enables  a  combination  to  be  made  which  would  not  obtain 
but  for  the  law. 

Senator  Beagan.  There  is  nothing  in  the  law,  is  there,  that  would 
prevent  the  roads  from  so  regulating  the  rates  as  to  raise  the  same 
amount  of  money  under  the  law  as  without  itf 

Mr.  Claflin.  The  railroads  always  take  advantage  of  the  law,  if  it 
is  on  their  side. 

Senator  Beagan.  If  the  roads  choose  to  do  wrong  is  that  a  good 
reason  for  opposition  to  the  law  t 

Mr.  Claflin.  Of  course  that  is  not  a  reason,  but  if  the  law  gives 
them  the  privilege  of  doing  an  unfair  thing  then  I  do  not  like  the  law. 

Senator  Eeagan.  The  policy  of  the  law  is  to  prevent  wrong. 

Mr.  Claflin.  Under  the  policy  now  adopted  they  do  regulate  rates. 

Senator  Eeagan.  The  law  prohibits  discrimination. 

Mr.  Claflin.  That  is  right. 

Senator  Eeagan.  And  the  allowance  of  rebates. 

Mr.  Claflin.  That  is  right,  too. 

Senator  Eeagan.  It  prohibits  excessive  charges  and  requires  equality 
in  the  transaction  of  business.    Is  there  anything  wrong  in  that? 

Mr.  Claflin.  Did  they  not  have  all  those  rights  before  ander  the 
common  law  ? 

Senator  Beagan.  The  common  law  prevents  that.  You  understand 
that  the  common  law  was  unavailable  as  a  means  in  the  hands  of 
citizens  to  redress  their  wrongs,  but  something  more  than  the  common 
law  was  needed.  The  common  law  was  unavailable  for  the  vindication 
of  the  rights  of  the  citizen.  But  to  come  to  the  point,  take  the  route 
from  heie  to  Chicago,  would  it  be  right  to  charge  more  for  the  same 
kind  and  amount  of  freight  from  Chicago  to  Boston  than  from  Califor- 
nia to  Boston  ? 

Mr.  Claflin.  It  would  not,  but  there  may  be  circumstances  in  whicji 
it  would  be  right. 
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Senator  Beagan.  Wonid  it  be  right  to  charge  more  from  Buffalo  or 
from  Albany  than  from  Chicago  f 

Mr.  Glaflin^  I  do  not  think  it  would. 

Senator  Reagan.  If  a  rate  is  reasonable  from  Chicago  to  Boston,  is 
it  unreasonable  or  unjust  to  say  that  the  railroad  shall  not  charge  more 
than  that  reasonable  rate  for  that  distance! 

Mr.  Claflin.  The  difficulty  is  about  the  reasonableness— the  word 
<^  reasonable."  What  is  a  reasonable  rate  T  The  railroads  say  a  cer- 
tain rate  is  reasonable  and  the  people  say  the  same  rate  is  unreasouable. 

Senator  Beagan.  I  am  talking  of  the  relative  reasonableness.  If  a 
rate  is  reasonable  from  Chicago  to  Boston,  is  it  reasonable  to  forbid  the 
roads  to  charge  any  more  for  a  shorter  distance? 

Mr.  Glaflin.  I  do  not  think  so,  ordinarily. 

Senator  Bbagan.  That  is  all  the  interstate  commerce  law  does. 

Mr.  Claflin.  It  does  something  more. 

Senator  Beagak.  What  is  it  f 

Mr.  Claflin.  It  enables  the  railroads  to  raise  their  prices. 

Senator  Beagan.  That  is  not  the  fault  of  the  law,  but  the  fault  of 
the  railroad. 

Mr.  Claflin.  You  gave  the  railroad  the  opportunity  to  do  so. 

Senator  Beagan.  And  under  this  interstate  commerce  law  have  they 
so  raised  the  rate  as  to  make  it  unreasonable  t 

Mr.  Claflin.  Who  is  to  judge  of  the  unreasonableness  f 

Senator  Beagan.  The  law  and  fact. 

Mr.  Claflin.  That  is  where  you  come  back  to  where  you  were  before. 
The  difficulty  was  to  unite  the  people  and  fight  the  railroad. 

Senator  Beagan.  I  have  reference  to  the  enforcement  of  the  remedy. 

Mr.  Claflin.  That  is  what  I  mean.  A  man  standing  alone  can  not 
fight  a  railroad  of  •40,000,000  or  $50,000,000  capital. 

Senator  Beagan.  You  understand  that  under  the  law  if  there  is  dis- 
crimination and  the  case  goes  before  the  Commission  the  Commission 
takes  upon  itself  the  power  of  righting  the  wrong. 

Mr.  Claflin.  Here  is  a  business  to-day  over  a  certain  line  and  that 
line  places  a  hardship  on  the  man  who  ships.  He  has  to  go  to  the  Com- 
mission and  say  he  suffers  from  this  hardship,  because  he  knows  before 
he  starts  he  will  get  the  cold  shoulder  from  the  railroad.  Therefore  he 
does  not  start 

Senator  Beagan.  Can  you  cite  us  an  example  where  it  is  right  to 
charge  more  for  the  shorter  than  for  the  longer  distance  t 

Mr.  Claflin.  I  have  no  instance  in  mind. 

Senator  Habbis.  I  understand  you  as  saying  that  you  desire  the  re- 
peal of  the  long  and  short  haul  clause  for  the  reason  that  that  clause 
authorizes  the  railroad  company  to  increase  its  through  rates. 

Mr.  Claflin.  Yes,  sir;  that  is  the  result. 

Senator  Habbis.  Did  not  the  railroads  fix  their  through  and  local 
rates  before  the  passage  of  the  interstate  commerce  act  t 

Mr.  Claflin.  Of  course  they  did. 

Senator  Habbis.  Do  they  not  do  the  same  now  1 

Mr.  Claflin.  No,  sir;  they  do  not  charge  their  local  rates  as  a  rule. 

Senator  Habbis.  Do  not  the  railroad  companies  fix  their  rates  now 
for  themselves,  just  as  they  had  to  do  and  exercised  the  right  in  doing 
before  the  passage  of  the  interstate  commerce  act? 

Mr.  Claflin.  Well,  I  do  not  quite  understand  the  question;  but  I 
suppose  you  mean  that  the  roads  get  together  and  fix  the  rate  between 
here  and  Chicago,  for  instance. 

Senator  Habbis.  Has  the  interstate  commerce  act  taken  any  rights 
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from  the  railroad  companies  in  the  matter  of  fixing  their  tarifilb  of 
charges  1 

Mr.  Olaflin.  No,  sir ;  they  do  not  complain  of  that 

Senator  U  abbis.  Becanse  taey  do  not,  did  I  understand  yon  to  com- 
plain that  this  act  has  given  them  a  power  that  they  did  not  possess 
before  f 

Mr.  Claflin.  I  think  so. 

Serator  Habbis.  I  want  to  know  whether  the  railroads  had  not  un- 
limited i>ower  to  fix  their  own  rates  before  the  passage  of  the  act,  and 
whether  they  do  not  have  the  same  power  now  under  the  act,  with  the 
single  limitation  that  they  shall  not  charge  a  greater  sum  for  the  shorter 
than  the  longer  haul  over  the  same  road,  and  in  the  same  direction,  and 
that  the  rates  shall  be  reasonable. 

Mr.  Claflin.  Exactly. 

Senator  Habbis.  Now,  where  has  the  interstate  commerce  act  dimin- 
ished or  increased  their  power  except  in  that  one  single  regard  t 

Mr.  Claflin.  Because  it  enables  them  to  combine  and  arrive  at  an 
understanding  with  each  other. 

Senator  Habbis.  Did  they  not  have  the  power  to  combine  before  the 
passage  of  the  act  t 

Mr.  Claflin.  Yes,  but  they  could  not  agree  to  it ;  that  is  the  trou- 
ble. 

Senator  Habbis.  Did  they  not  practice  the  device  of  pooling  in  order 
to  prevent  competition  t 

Mr.  Claflin.  That  might  be. 

Senator  Habbis.  Well,  was  it  not  the  fact  ? 

Mr.  Claflin.  To  a  certain  extent,  I  think  so.  A  Rue  could  break 
out  then  and  do  what  it  pleased  any  time  it  chose  to,  and  they  can  not 
do  so  now  under  the  interstate  commerce  act. 

Senator  Habbis.  Why  not  t 

Mr.  Claflin.  It  is  difficult  for  them  to  do  it,  to  say  the  least.  Take 
the  case  of  the  Baltimore  and  Ohio  Railroad,  which  is  now  going  on. 
The  Baltimore  and  Ohio  can  break  out,  but  they  have  all  the  railroad 
interests  down  upon  them.  So  they  did  before,  but  they  have  more 
sympathy  for  the  other  roads  than  they  did  then.  This  law  enables 
the  roads  to  combine  better  than  heretofore.  The  law  tries  to  prevent 
combination,  but  does  it  T 

Senator  Habbis.  Do  you  regard  uniformity  and  stability  of  rates  as 
yery  important  to  the  business  of  the  country  t 

Mr.  Claflin.  I  said  I  did. 

Senator  Habbis.  Do  you  not  think  that  the  prohibition  of  recouping 
upon  the  people  at  noncompetitive  points,  or,  in  other  words,  the  pro- 
hibition of  charging  more  for  the  shorter  than  for  the  longer  haul,  tends 
to  make  uniform  and  steady  rates? 

Mr.  Claflin.  No,  sir. 

Senator  Habbis.  Where  the  carrier  knows  that  if  he  reduces  upon 
the  long  haul  to  an  unreasonably  low  rate,  or  reduces  at  all,  that  he 
can  nut  recoup,  that  he  can  not  charge  more  for  the  shorter  than  the 
longer  haul,  does  not  that  tend  to  make  better  and  more  uniform 
rates  f 

Mr.  Claflin.  The  law  enables  him  to  raise  the  through  price. 

Senator  Habbis.  Did  he  not  have  the  right  always  to  increase  the 
through  rate  if  he  wanted  to? 

Mr  Claflin.  Yes,  sir;  but  competition  was  different  then. 

Senator  Habbis.  Is  not  competition  just  the  same  now  as  then — in- 
creased by  every  mile  of  railroad  that  is  built  t 
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* 

Mr.  Olaflin.  It  does  not  seem  to  me  to  be  so.  The  American  roads 
come  here  now  to  prevent  it  by  extending  the  law  of  the  United  States 
over  the  Canadian  roads. 

Senator  Reagan.  Are  yon  not  aware  that  for  many  3'ears  before  the 
.  interstate  commerce  law  was  passed  the  State  of  Massachasetts  enacted 
a  law  prohibiting  railroads  from  charging  more  for  the  shorter  than  the 
longer  distance  I 

Mr.  Glaplin.  That  law  only  applied  within  the  State. 
^      Senator  Reagan.  Would  yon  draw  a  distinction  between  the  appli- 
cation of  a  law  in  the  State  and  in  the  whole  country  t 

Mr.  Olaflin.  That  is  what  they  are  trying  to  do  now.  Are  they  not 
dr&wing  a  distinction  between  the  Canadian  roads  and  the  American 
roads? 

*  Senator  Reagan.  The  interstate  commerce  law  does  not  apply  within 
the  State,  bat  it  applies  the  principle  to  the  whole  country;  but  the 
State  of  Massachusetts  applied  it  only  to  this  State.  If  it  was  wrong 
in  the  Government,*  it  was  wrong  for  Massachasetts  to  set  the  example. 

Mr.  Claflin.  However  that  may  be,  what  I  have  stated  is  evidenced 
by  the  fact  that  the  rates  have  been  raised  over  and  over  again. 

Senator  Gorman.  You  do  not  mean  to  say  that  the  through  rates 
have  been  raised  since  the  interstate  commerce  law  was  passed! 

Mr.  Claflin.  Yes,  sir. 

Senator  Gorman.  Have  yon  definite  information  or  facts  to  show  that 
they  have! 

Mr.  Claflin.  I  have  paid  the  bill  for  goods  coming  from  every  part 
of  the  State  of  New  York  to  this  city,  which  would  show  the  amonnt 
raised.  I  complained  to  the  authorities,  and  they  said  that  under  the 
operation  of  the  interstate  commerce  law  they-had  to  raise  the  rates. 

Senator  Gorman.  Could  you  furnish  a  statement  showing  what  the 
rates  are  today  and  what  they  were  prior  to  the  passage  of  the  inter- 
state-commerce law.  except  during  rate  wars,  taking  the  principal 
points  west  from  which  you  receive  products  1 

Mr.  Claflin.  I  do  not  receive  many  now. 

Senator  Gorman.  My  understanding  is  that  the  through  fate  to-day 
is  lower  than  at  any  time  prior  to  the  passage  of  the  interstate  com- 
merce law,  except  when  rate  wars  prevailed. 

Mr.  Claflin.  I  have  not  so  understood  the  fact. 

Senator  Blair.  If  local  rates  have  been  reduced  50  per  centi  while 
through  rates  have  been  reduced  only  25  per  cent.,  relatively  the  through 
rates  have  been  raised,  have  they  not  t 

Mr.  Claflin.  1  do  not  know. 

Senator  Blair.  So  it  does  not  follow  because  through  rates  are  no 
higher  or  are  even  lower  than  prior  to  the  time  the  interstate  commerce 
law  was  enacted  that  the  law  operates  to  increase  on  the  whol^  the  cost 
of  Western  commodities  t 

Mr.  Claflin.  It  does  not  apply  at  all;  you  can  not  say  the  interstate 
commerce  law  reduced  rates  because  the  rates  are  lower,  so  many 
things  enter  into  lowering  rates.  At  one  time  I  knew  of  tin  being  car- 
ried from  Liverpool  to  St.  Louis  for  16  cents  a  hundred  pounds ;  I  do  not 
think  you  will  find  any  rates  lower  than  that.  For  years  the  rate  was 
not  much  higher  than  that.  The  tin  went  right  over  these  roads,  and 
it  was  to  their  interest  to  carry  it  or  else  they  would  not  have  done  so. 
Before  the  law  was  passed  the  roads  had  a  freedom  which  they  have  not 
under  the  law;  they  can  not  do  that  under *the  interstate  commerce 
law. 
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STATSMEHT  OF  FBAVCI8  F.  EMEBT. 

Mr.  Francis  F.  Emebt,  repreaentiDg  the  Shoe  and  Leather  Associa* 
tioD,  appeared. 

The  Chairman.  State  yonr  name  and  residence. 
.  Mr.  Emert.  Francis  F.  Emery ;  I  reside  in  Boston. 

The  Chairman.  What  is  your  business  t 

Mr.  Emert.  I  am  a  boot  and  shoe  manufacturer.  I  was  asked  by 
Governor  Claflin  to  appear  before  yon  as  a  representative  of  the  Shoe 
and  Leather  Association  of  New  England.  The  Shoe  and  Leather  Asso- 
ciation is  an  association  embracing  an  industry  whose  yearly  product  is 
$250,000^000.  The  boot  and  shoe  industry  is  one  of  the  important  in- 
dustries of  New  England.  I  have  given  no  particular  thought  to  this 
subject,  and  am  not  prepared  to  enter  into  it  in  detail.  I  have  only  a 
few  ideas  which  commend  tbemsehes  to  us  in  the  trade  very  generally 

REaULATION  OF  THE  CANADIAN  ROADS. 

We  understand  the  inquiry  to  be :  Shall  Congress  so  legislate  as  to 
compel  the  l^orthern  or  Canadian  Bailroad  line  to  act  in  concert  with 
the  other  through  lines,  thus  placing  it,  with  them,  under  the  control  ot' 
the  Interstate  Commerce  Commission  ?  We  understand  this  action  is 
desired  by  certain  railroad  representatives,  and  for  the  reason  that  the 
rates  of  freight  by  this  Northern  line  are  lower  than  those  by  the  other 
lines,  and  with  a  view  of  ultimately  raiding  the  rates  by  this  Northern 
line. 

To  the  inquiry,  shall  Congress  do  this,  we  return  a  decided  negative^ 
and  for  the  following  reasons : 

It  is  not  the  policy  or  the  prerogative  of  our  Government  to  inter- 
fere with  or  to  dominate  the  domestic  relations  of  the  people,  excepting 
so  far  as  is  neeessaiy  to  protect  the  people  from  injustice  and  abuse. 
In  the  present  instance  the  people  do  not  make  any  complaint,  because 
the  charges  by  the  Northern  line  are  reasonably  low.  Nor  is  there  any 
just  complaint  from  any  competing  line  that  this  Northern  line  is  work- 
ing injustice  to  it.  There  is  absolutely  no  Just  complaint  from  any 
source  against  the  Northern  line.  The  railroad  line  which  is  most  closely' 
aligned  with  it,  and  which  should  feel  most  sensitively  its  competition, 
is  the  line  dominated  by  the  New  York  Central,  and  this  line,  so  far 
from  being  disturbed  or  afi'ected  adversely,  has  been  and  is  now  able 
to  realize  very  large  profits,  not  only  upon  the  actual  capital  invested, 
but  upon  a  very  large  amount  of  fictitious  or  watered  capital. 

The  New  York  Central  line,  which  reaches  from  Boston  to  Chicago, 
has  watered  stock  of  more  than  $100,000,000.  In  fact  the  business  done 
by  this  line,  especially  that  portion  between  Boston  and  Chicago,  is 
to-day  and  has  been,  viewed  from  its  actual  cost,  more  profitable  than 
the  average  mercantile  or  any  other  great  business  industry.  The  other 
kindred  lines  are  enjoying  very  generally  a  like  prosperity,  and  are 
earning  and  dividing  very  large  amounts,  not  only  upon  the  actual 
cost,  but  also  a  very  respectable  amount  upon  more  or  less  of  the  watered 
capital  and  securities ;  and  all  this  is  often  done  after  a  share  of  the 
earnings  has  been  diverted  by  certain  private  interests  which  are  rep- 
resent^ by  the  numerous  so*called  color  and  dispatch  lines,  the  amount 
of  which  diversion  can  not  be  ascertained. 

So,  then,  there  is  no  reasonable  claim  that  injustice  is  being  done  to 
any  other  line  or  lines,  nor  is  iivjustice  done  to  the  people  at  large,  by 
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any  competition  which  eomes  from  this  Northern  line,  and  hence,  under 
onr  national  rights  and  common  law,  there  is  no  excuse  or  warrant  for 
the  interference  which  is  suggested.  The  reqaest  which  was  made  to 
Congress  for  snch  interference,  we  believe,  was  not  in  the  interest  of 
any  legitimate  business  enterprise,  bnt  may  have  been  in  the  interest 
of  stockjobbers,  since  the  visible  inflnence  which  attended  the  re- 
quest is  more  iuentilled  with  stock-jobbing  than  with  wellcondncted 
railroad  management;  or,  it  may  be,  in  this  time  of  trusts,  the  influence 
which  is  behind  the  ret^uest  desires  to  establish  in  effect  a  mammoth 
railroad  trust,  to  provide  a  way  for  advancing  rates  of  freight  to  the 
people  generally,  and  they  expect  to  accomplish  this  by  first  bringing 
all  lines  into  subjection  to  the  Interstate  Couimerce  Commission,  after- 
wards trusting  to  be  able  to  capture  the  office  of  the  Interstate  Com- 
mission and  appropriate  the  power  so  gained.  Either  of  these  ends 
attained  would  work  misfortune  to  the  people  and  to  the  country. 
Stock -jobbing,  unrestricted  power,  and  trusts  are  all  socially  considered 
and  recognized  as  public  evils. 

The  Interstate  Commerce  Commission  was  instituted  for  a  different 
and  better  purpose,  for  the  purpose  of  protecting  the  people  from  exces- 
sive and  unjust  exaction  of  certain  railroads,  and  was  not  expected  to 
be  used  to  aid  any  railroad  in  exacting  unnecessary  charges. 

Until  it  can  be  shown  that  this  Northern  line  is  working  injury  to  other 
lines,  or  is  oppressing  the  people  of  our  country,  we  claim  it  is  prudent 
to  not  interfere,  and,  furthermore,  it  is  beyond  the  province  of  the  Gov- 
ernment to  do  so  and  it  is  against  public  policy  to  attempt  to  control  it. 

The  operation  of  this  Northern  line  under  its  liberal  management 
has  been  of  inestimable  benefit  to  the  people  of  all  sections  of  this  coun- 
try. It  is  an  avenue  through  which  a  large  quantity  of  the  manufact- 
ures of  the  East  are  transported  to  the  consumers  of  the  West  and  the 
South,  and  a  large  quantity  of  raw  materials  is  brought  from  the  South 
and  West  to  be  manufactured  at  the  East;  it  is  also  the  carrier  of  a 
large  food  supply  from  the  West  to  the  consumers  of  the  East.  By  its 
moderate  and  just  rate  of  charges  its  influence  has  extended  to  other 
lines,  so  that,  although  carrying  but  a  small  part  of  this  entire  freight, 
it  Jias  been  the  great  power  in  the  interest  of  the  people  for  the  regula- 
tion of  the  rates  of  freight  of  all  lines  between  the  different  sections  of 
the  country.  Every  man,  woman,  and  child  in  the  northern  half  of  the 
United  States,  and  probably  also  in  the  greater  part  of  the  southern 
half,  has  been  directly  benefited  by  the  reasonable  charges  which  have 
been  obtained  through  this  line. 

The  geographical  position  of  the  State  of  New  York  operates  to  cut 
in  twain  the  great  streams  of  business  which  flow  between  the  eastern 
and  the  western  and  southern  sections  of  our  country.  Without  the 
competition  which  has  come  from  this  northern  line  the  railroads  of  that 
State  have  it  in  their  power  to  monopolize  and  impose  upon  this  large 
volume  of  business  any  tribute  that  their  manager  might  dictate;  in 
fact,  it  was  the  excessive  tribute  which  was  so  extorted  which  first  led 
to  the  establishment  of  this  northern  line  from  Boston  to  Chicago.  It 
was  to  free  the  people  of  the  country  from  this  oppression  that  the 
business  men  of  the  great  West  and  of  the  great  East  united  in  a  re- 
quest to  the  management  of  the  northern  roads  to  establish  this  through 
line.  It  is  not  really  a  foreign  line  in  the  ordinary  acceptation  of  the 
word,  since  it  was  establish^  for  the  benefit  of  the  business  of  our  own 
country  by  our  own  business  men,  who  co-operated  to  sus^u  the  line 
until  it  was  firmly  established.  A  large  portion  of  it  is  lotiated  within 
our  boundary.    These  business  men  established  it  ^t  great  labor  and 
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cost,  and  it  has  been  to  them  one  of  tbeir  greatest  boons.  They  now 
cherish  it,  regard  it  as  a  national  right  and  of  vital  consequence  to  the 
people  of  all  sections  of  the  coantry.  They  therefore  protest  strongly 
when  any  scheme  is  projected  which  threatens  to  take  from  them  the 
reliefs  which  they  have  experienced  from  this  important  line  of  trans- 
portation. 

To  refer  more  in  detail  to  this  matter,  the  particular  business  interest 
which  I  represent  is  that  of  manufacturing  and  distributing  boots  and 
shoes  throughout  the  country.  The  boot  and  shoe  industry  probably 
had  more  to  do  with  the  establishment  of  this  Korthern  line  between 
Boston  and  Chicago  than  had  any  other  industry. 

At  the  time  this  line  was  established  the  New  York  Central  Railroad 
system  imposed  a  charge  of  $1.80  per  100  pounds  upon  boots  and  shoes 
from  Boston  to  Chicago  and  St.  Louis — a  charge  that  was  equal  to  from 
6  to  6  per  cent,  of  the  value  of  the  grade  that  was  being  transported. 
Bemonstrance  was  unavailing.  Every  avenue  of  transportation  west- 
ward from  Boston  was  influenced  or  controlled  by  one  line.  The  geo- 
graphical situation  of  the  State  of  New  York  enabled  its  railroad  sys- 
tems to  accomplish  this  and  to  exact  this  high  charge.  It  was  then  that 
the  shoe  merchants  of  the  West  and  South,  co-operating  with  those  of  the 
East,  worked  together  to  effect  the  establishment  of  this  Northern  line. 
As  a  result  of  their  pledge  of  support  to  this  Northern  line  it  was  es- 
tablished, and  the  freight  of  boots  and  shoes  to  the  points  named  was« 
reduced  to  a  satisSsictory  rate,  and  ever  since  a  fair  and  reasonable  rate 
has  prevailed. 

The  benefits  which  have  come  to  the  x>eople  from  this  action  are  almost 
beyond  computation.  For  instance :  The  number  of  pairs  of  boots  and 
shoes  which  are  produced  annually  in  New  England  and  are  distributed 
through  the  West  and  South  is  probably  not  far  from  90,000,000  pairs. 
This  number  of  pairs  represents  probably  36,000,000  individuals  outside 
of  New  England  who  are  directly  affected.  If  a  tax  of  5  per  cent,  is  im- 
posed upon  these  shoes,  as  it  was  formerly,  in  lieu  of  1^  i>er  cent,  which 
lately  prevails,  it  means  every  man,  woman,  and  child  of  the  3(^000,000 
is  to  pay  that  much  additional  for  each  and  every  pair  of  ooots  or 
shoea  consumed  by  them.  The  number  of  persons  affected  and  the  cost 
to  each  is  a  very  serious  matter.  If  added  to  this  is  the  extra  tax  which 
is  put  upon  the  raw  material  which  comes  from  the  South  and  West, 
and  which  entered  into  the  construction  of  the  boots  and  shoes,  the 
added  cost  is  very  materially  iurther  increased  and  becomes  a  serious 
matter. 

The  people  of  New  England,  amounting  to  several  million  i)erson8, 
are  also  affected  through  their  food  supply,  which  comes  to  them  mainly 
from  the  West  and  South.  Every  cent  of  all  such  unnecessary  tax 
upon  freight  would  be  an  unnecessary  tax  bearing  directly  and  only 
upon  all  these  millions  of  people,  and  would  affect  directly  their  com- 
fort and  welfare. 

COMPETITION  AMONG  BAULBOABS. 

However  great  may  be  the  benefit  which  may  result  to  the  peo- 
ple from  the  working  of  the  Interstate  Commerce  Commission,  it  can- 
not be  as  certain,  as  reliable,  and  as  effective  as  is  that  which  comes 
to  them  from  competition.  lu  all  ages  of  the  world  it  has  been  compe- 
tition which  has  been  the  great  regulator,  and  which  has  preserved  to 
the  people  their  rights  and  their  comforts.  Whatever  they  have  may 
be  taken  from  them  with  less  harm  and  detriment  than  would  V^  V3&s^ 
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loss  of  compfititioD.    Without  it  they  are  the  prey  of  spoilers  and  the  , 
victim  of  others. 

That  competition  among  the  railroads  will  become  ruinous  is  absurd. 
The  stockholders  and  the  holders  of  securities  may  always  be  depended 
upon  to  see  that  competition  does  not  go  too  far.  The  idea  that  rail- 
roads must  be  protected  from  competition  among  themselves  is  as  ab- 
surd as  would  be  that  which  should  demand  that  merchants  must  be 
protected  from  the  competition  among  themselves.  They,  like  mercan- 
tile affairs,  are  nothing  but  business  ventures,  and  they  are  both  amen- 
able to  the  laws  of  trade  and  are  able  to  protect  themselves.  If  it 
would  be  x)reposterou8  to  ask  for  a  commission  to  protect  the  mer- 
chants from  competing  with  each  other,  it  is  equally  preposterous  to 
allege  that  the  railroads  need  fostering  care  to  protect  themselves  from 
each  other. 

Tl^e  financial  complaint  relative  to  the  unprofitableness  of  the  rail- 
road business  which  is  heard  of  late  is  only  the  reaction  which  is  nat- 
ural and  inevitable  to  all  prosperous  business.  The  business  of  con- 
structing and  operating  railroads  has  for  several  years  been  the  most 
profitable  of  all  the  business  interests  of  the  country.  The  profits  to 
those  who  are  included  in  the  outer  circle  have  been  exceedingly  large, 
while  the  profits  to  those  within  the  inner  circle  have  been  enormous. 
So  great  has  been  the  profit  of  railroading  that  capital  has  been  di- 
verted to  it  from  our  foreign,  commercial,  and  our  shipping  interests, 
and  also  from  some  of  our  important  domestic  interests,  much  to  the 
detriment  of  the  national  prosperity.  A  business  which  is  so  exceed- 
ingly profitable  must  by  natural  law  experience  a  reaction.  The  older 
roads,  which  were  built,  stocked,  and  operated  upon  more  reasonable 
profits,  are  not  complaining.  The  complaint  comes  chiefly  from  those 
which  have  realized  improperly  these  enormous  profits,  and  whose  stock 
and  securities  represent  very  largely  fictitious  values.  The  present 
troubles  will  in  time  be  cured  by  national  laws. 

It  is  not  the  function  of  Congress  to  interfere  and  attempt  to  guide 
business  ventures,  more  especially  to  assist  in  bringing  to  a  successful 
issue  such  as  are  questionable  in  character  and  are  burdens  improperly 
and  unjustly  placed  upon  tbe  people.  To  clothe  the  Commission  with 
power  to  do  this,  and  then  to  trust  to  its  discretion  to  not  use  it,  is  un- 
wise and  dangerous,  since  the  changes  incident  to  our  political  move- 
ments are  liable  to  oriug  into  the  Commission's  offices  those  who  may 
use  such  powers  unwisely  and  adversely  to  the  best  interest  of  the 
people. 

With  no  real  or  just  cause  of  complaint  at  the  present  time,  either 
from  the  people  or  from  competing  lines,  against  this  Northern  line;,  in 
view  of  the  helplessness  of  the  people  without  it,  and  the  great  benefit 
which  the  people  have  experienced  through  its  comjietition,  we  claim 
it  would  be  unwise,  jf  not  suicidal,  to  take  any  action  which  may  im- 
pair the  usefulness  of  this  Northern  line  to  the  people  of  this  whole 
country. 

The  Interstate  Commerce  Commission,  like  the  police  force  of  a  city, 
or  the  military  arm  of  the  Government,  is  for  the  purpose  of  defending 
and  protecting  the  people  from  abuse,  and  is  not  for  the  purpose  of 
regulating  their  domestic  transactions;  especially  is  it  not  intended  for 
promoting  harmony  among  those  who  may  be  regarded  as  the  abusers. 

Senator  Blair.  You  said  that  you  represent  an  interest  which  pro- 
duces $250,000,000  of  goods  yearly. 

Mr.  Emeky.  Yes,  sir ;  1  do. 

Senator  Blaib.  What  proportion  of  the  boot  and  shoe  manafactaring 
of  the  whole  country  is  done  in  New  England  t 
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Mr.  Smeby.  I  can  not  give  you  the  exact  figures,  bat  I  should  say 
seven-eighths. 
Senator  Harris.  How  much  t 
Mr.  Ebiebt.  Seven  eighths. 

STATEMENT  OF  JOHATHAH  A.  LAHE. 

Mr.  Jonathan  A.  Lane,  president  of  the  Boston  Merchants'  Asso- 
ciation, appeared. 

The  CHAiBftiAN.  Give  your  views,  Mr.  Lane,  as  you  see  proper. 

Mr.  Lane.  You  have  observed  probably  that  I  have  been  an  atten- 
tive listener  and  have  no  particular  desire  to  say  much.  The  Boston 
Merchants'  Association  is  an  organization  consisting  of  about  two  hun- 
dred mercantile  firms,  mast  of  whom  are  the  large  wholesale  houses  of 
this  city. 

The  Chairman.  Engaged  in  various  kinds  of  merchandising  t 

Mr.  Lane.  Engaged  in  dry  goods,  clothing,  furnishing  goods  largely, 
and  in  all  kinds  of  goods  sold,  including  hardware,  crockery  ware,  and 
so  forth.  They  are  firms  that  send  their  men  throughout  the  country, 
and  no  doubt  my  friend  from  Texas  [Senator  Reagan]  has  encountered 
the  Yankee  drummer  of  the  great  Yankee  nation. 

In  Boston  we  labor  under  a  good  deal  of  disadvantage  in  an  effort 
throughout  the  country  to  secure  for  Boston  a  share  of  the  trade.  If 
it  were  a  question  of  to  day  I  do  not  know  how  we  could  get  any  of 
the  trade  in  competition  with  New  York  and  get  along  without  New 
York.  I  sell  goods  for  the  millions,  and  I  am  compelled  to  have  a 
branch  place  in  New  York.  The  jobbers  are  compelled  to  go  directly 
to  the  merchant  in  the  country  and  persuade  him  to  buy  goods  from 
Boston  merchants,  if  he  can  possibly  do  so,  and  we  meet  with  success. 
If  there  is  any  advantage  which  the  merchant  of  Boston  possesses  he 
can  not  afford  to  lose  it. 

One  of  the  advantages  the  Boston  merchant  possesses  he  gets  from 
the  Central  Vermont  and  its  northern  connections,  so  that  wo  are  able  to 
say  to  the  Western  buyer,  "  If  you  come  to  Boston  and  do  your  buying 
the  freights  shall  cost  you  no  more  than  if  you  went  to  New  York." 
That  has  great  weight  with  the  buyer.  The  merchant  does  not  come  to 
the  jobber,  as  he  did  years  ago.  The  merchant  goes  to  the  buyer  with 
samples  and  says  to  him,  ^' If  you  give  us  your  orders  you  will  pay  no 
more  freight  than  when  you  buy  your  goods  in  New  York,"  and  we  have 
been  able  to  hold  a  goodly  share  of  the  trade  of  the  country,  and,  as  I 
said  before,  this  is  largely  due  to  this  Northern  line  of  road.  We  have 
secured  these  advantages  and  hold  them,  and  it  would  be  a  tremendous 
loss  to  Boston  if  any  of  these  advantages  were  seriously  curtailed. 

I  do  not  understand  from  the  spirit  of  this  committee,  as  it  has  so 
far  been  manifested,  that  there  is  any  purpose  to  destroy  these  northern 
connections.  I  understand  the  spirit  of  the  committee  to  be  to  put  all 
these  railroads  on  an  equal  footing. 

The  Chairman.  The  committee  is  simply  under  instructions  to  make 
inquiries,  without  regard  to  auy  views  its  members  entertain  and  with- 
out regard  to  any  views  the  body  it  represents  may  have. 

Mr.  Lane.  So  far  as  the  Grand  Trunk  is  concerned,  that  is  a  part  and 
parcel  of  New  England.  It  is  so  interwoven  with  the  interests  of  New 
England  that  it  is  u  part  of  the  New  England  system  of  roails. 

But  as  far  as  the  Canadian  Pacific  is  concerned  there  is  a'differeuce 
in  the  status  of  the  two  cases.    I  took  occasion  recently  to  incyilre  of  wvj 
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New  York  houso  if  we  were  sending  any  merchandise  over  the  Cana- 
dian Pacific  road.  I  found  that  we  were.  This  wa8  not  done  by  any 
contracts  we  made  with  the  merchants,  but  we  were  delirering  from 
New  York  to  the  buyer  over  this  road  because  the  buyer  maketi  his 
own  contracts,  and  we  prefer  the  merchandise  sent  that  way.  I  found 
that  some  of  our  merchandise  was  going  to  San  Francisco  by  way  of 
the  Canadian  Pacific  and  lines  of  steamers  on  the  Pacific  coast. 

RATES  OVER  THE  CANADIAN  PACIFIC. 

It  may  be  interesting  to  the  committee  to  ascertain  how  that  was  so, 
and  when  I  tell  you  I  think  you  will  see  clearly  that  in  the  whole 
transaction  the  Canadian  Pacific  gets  no  great  advantage,  and  on  the 
whole,  the  Canadian  Pacific  is  doing  the  people  of  the  United  States  a 
substantial  service  in  carrying  these  goods  in  this  roundabout  way  to 
the  people  of  the  Northwest, 

Take  the  cheap  grade  of  blankets.  We  ship  fifty  pairs  of  these 
blankets  in  one  lot;  each  blanket  will  weigh  0  ponnds,  and  the  whole 
cost  of  fifty  would  be  about  $170.  Now,  the  buyer  of  these  blankete 
wants  to  get  his  merchandise  to  the  Pacific  coast  at  a  rate  that  will  bear 
some  reasonable  value  to  the  goods  themselves,  and  1  find  that  mer- 
chandise of  this  kind  carried  in  that  roundabout  way  is  taken  at  a  very 
reduced  rate  of  freight.  I  can  not  say  what  those  rates  are,  because  I 
do  not  make  the  contract.  But  I  understand  that  the  merchant  in  San 
Francisco  saves  from  2^  to  5  per  cent,  in  sen<ling  goods  that  way«  The 
Canadian  Pacific  carries  the  goods  4,000  miles  in  transporting  them  to 
the  Pacific  coast  by  rail  and  steamers.  The  Canadian  Pacific  carries 
this  merchandise  700  miles  farther  than  our  roads,  through  a  region  of 
storm  and  tempest  a  large  part  of  the  year,  and  I  take  it  that  the  run- 
ning of  railroad  trains  in  a  northern  climate,  even  if  not  impeded  by 
snow,  in  a  low  temperature,  is  dangerous,  and  it  seems  to  me  that  the 
transaction  is  one  that  can  not  be  very  profitable  for  the  Cana<lian 
Pacific.  Yet  they  are  doing  for  us  very  much  the  same  kind  of  busi- 
ness as  when  we  sent  our  goods  around  Cax>e  Horn,  and  thereby  con- 
ferring upon  the  people  of  the  West  and  New  England  a  great  ad- 
vantage. 

This  sort  of  merchandise  could  not  stand  the  high  rate  that  first-class 
dry  goods  stand.  The  merchant  expects  to  pay  a  high  rate  for  first- 
class  merchandise.  Therefore  the  Canadian  road  is  serving  us  in  what 
might  be  called  the  skimmed  milk  of  the  business.  They  take  ordinary 
and  cheap  merchandise  in  this  way  and  thereby  serve  the  interests  of 
the  country,  and  I  presume  that  we  in  this  matter  are  looking  out  for 
the  interests  of  the  people,  and  view  the  railroads  with  secondary  con- 
sideration. 

This  is  a  practical  statement  of  the  business  that  these  northern  roads 
are  doing,  and  I  am  informed  by  members  of  the  Merchants'  Associa- 
tion who  are  engaged  in  the  dry  goods  jobbing  business,  and  sending 
merchandise  out  of  season,  and  sending  goods  of  low  value,  that  they 
send  them  in  that  way  and  pay  less  freight,  and  by  that  method  are 
enabled  to  p'ace  their  merchandise  in  the  South  and  West  on  more 
favorable  terms. 

It  will  be  seen  at  once  that  this  whole  thing  does  not  illustrate  that 
the  Canadian  roads  need  to  be  put  under  a  remarkable  degree  of  sur- 
veillance. If  they  should  recoup,  to  use  a  familiar  phrase,  on  their 
friends  at  home,  I  do  not  know  why  we  should  look  out  for  the  people 
of  Canada.    What  we  want  to  take  care  of  is  the  people  of  the  United 
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States,  auil  if  they  get  a  good  job  out  of  these  roads  I  am  not  worried 
about  the  freight  paid  by  the  people  in  Toronto  or  the  people  in  Ctito- 
ada  generally.  I  do  not  know  that  I  want  to  make  any  further  remarks 
on  this  subject.  ' 

The  Ohaibman.  We  are  very  anxious  to  close  the  hearing  to  day  by  4 
o'clock,  and  I  will  say  that  if  any  person  here  has  a  paper  prepared  he 
can  present  it  to  the  committee  without  reading  it.  We  do  not  want  to 
out  off  anybody  who  wishes  to  be  heard  orally,  neither  do  we  wish  to  cut 
off  anybody  who  desires  to  communicate  his  views  in  writing. 


ADDITIONAL  STATEMENT  OF  MR.  ALDEH  8PEAEE. 

The  Chaibman.  I  understand  that  Mr.  Speare  would  like  to  make  a 
statement  supplemental  to  his  remarks  heretofore  made  before  the  com- 
mittee. 

Mr.  Speabe.  I  would  like  to  be  heard  on  the  matter  of  the  long  and 
short  haul  clause.  The  question  has  been  asked  here,  ^^  Has  the  long  and 
short  haul  clause  of  the  interstate  commerce  act  changed  unfavorably 
the  rates  from  what  they  were  previous  lo  the  passage  of  the  actt"  I 
know  of  instances  in  which  this  is  the  fact.  Where  tlie  rate  was  90  cents 
a  hundred  before  the  law  was  passed,  it  has  been  very  considerably  in- 
creased. When  the  interstate  commerce  law  went  into  effect  the  roads 
had  to  reduce  their  whole  tariff  because  they  had  intervening  rates 
higher  than  to  a  point  farther  distant,  and  the  through  rate  was  made 
Jl.22  and  that  rate  is  in  existence  to-day,  when  Ike  rate  was  90  cents 
prior  to  the  enactment  of  the  interstate  commerce  law.  In  another  case 
right  in  our  own  New  England  tenitory  the  rate  was  changed.  The 
rate  was  32  cents  per  hundred  pounds.  In  the  s>ame  revision  that  be- 
came necessary  by  the  enactment  of  the  interstate  commerce  law  they 
had  to  reduce  it.  Either  that  rate  had  to  be  decreased  at  that  point  or 
increased  at  a  point  beyond.  But  in  many  cases  the  rates  have  been 
increased  on  numerous  articles. 

THE  question  OP  POOLING. 

Now,  in  reference  to  pooling.  Pools  originally  were  made  by  rail- 
roads not  as  against  communities  but  as  against  themselves,  for  the  pro- 
tection of  themselves  one  against  the  other.  There  are  four  things  the 
community  want — they  want  fair  rates,  reasonable  rates,  equitable 
rates,  and  they  want  no  changes.  There  is  no  plan  that  will  so  thor- 
oughly protect  a  community  as  the  pool. 

Let  me  give  you  an  instance  of  d  cut.  A  few  years  since  there  was  a 
new  road  that  came  into  Denver.  The  new  road  wanted  a  proportion 
of  the  businej?s  there.  The  other  roads  refused  to  give  them  what  they 
called  their  proportion.  The  rate  was  cut  down  to  6  cents.  Tou  may 
say  the  community  got  the  benefit  of  that  cat.  Every  merchant  in  Den- 
ver proceeded  to  st^k  up  to  the  extent  of  his  ability,  feeling  that  if  he 
did  not  his  neighbor  would.  Their  customers  did  not  feel  this  cut,  and 
the  result  was  that  more  than  fonr-flftbs  of  the  merchants  failed  within 
six  months.  The  same  thing  happened  at  El  Paso.  The  rate  from  the 
Indian  Territory  to  Chicago  was  $90  per  car.  A  new  road  coming  in 
and  finding  it  could  not  get  what  it  called  its  share  of  the  business 
reduced  the  rate  to  $50  a  car.  The  cattle  dealers  thought  that  was 
their  opportunity  and  got  together  all  the  cattle  they  conld.    They 
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failed.     It  benefitied  nobody.    Chicago  wae  overstocked,  and  it  hurt 
the  raising  of  cattle  in  Texas.    Those  are  facts  of  which  I  know. 

Senator  HisooOK.  You  think,  as  a  rnle,  that  in  New  England  and 
everywhere  else  the  Shippers  are  favorable  to  pooling  T 

Mr.  Speabb.  Tes,  sir ;  I  do. 

Senator  Hiscock.  Have  yon  ever  heard  of  any  sentiment  amongst 
shippers  against  pooling  t 

Mr.  Spbarb.  No,  sir;  I  have  not. 

The  Ohaibman.  So  that  you  would  be  in  favor  of  an  amendment  of 
the  interstate  commerce  law  authorizing  or  permitting  contracts  to  be 
made  between  railroads,  subject  to  approval  of  the  Interstate  Com- 
merce Commission  t 

Mr.  Speabe.  I  would,  most  certainly. 

Senator  Habbis.  What  sort  of  pool  would  you  recommend  T  How 
would  you  adjust  the  business  or  allow  the  business  to  be  adjusted  as  a 
pool  between  competing  railroads  t 

Mr.  Speabe.  I  would  not  care  how  they  adjusted  it,  whether  by  money 
or  division  of  traffic,  for  this  reason — being  nud^^r  the  approval  of  the 
Interstate  Commerce  Commission,  presumably  the  rates  must  be  reason- 
ab*e.  If  they  adjusted  it  among  themselves  I  would  not  care.  I  have 
known  of  a  pool  where  four  railroads  entered  at  a  certain  point  and 
agreed  upon  a  division  of  25  \yeT  cent,  each,  and  if  either  did  not  have 
25  per  cent,  of  the  business  the  proportion  of  the  road  which  was  lack- 
ing was  paid  back  to  it  in  money,  the  railroad  carrying  the  surplus 
paying  over  the  amount  in  money.  You  see  it  is  not  to  the  interest  of 
the  carrier  to  haul  any  more  than  its  proportion  with  an  arrangement 
of  that  kind. 

Senator  Habbis.  But  a  railroad  that  does  not  carry  its  proportion 
and  receives  from  the  railroad  that  did  carry  the  traffic  any  amount, 
whether  large  or  small,  gets  that  amount  from  the  commerce  of  the 
country  for  no  service  whatever,  does  it  not  t 

Mr.  Speabb.  Yes,  sir;  it  is  just  like  the  case  you  had  before  yon  in 
New  York.  The  Erie  people  testified  that  they  had  received  a  half 
million  of  dollars,  and  still  it  was  a  division  among  the  other  roads  of 
the  profits  of  what  they  considered  their  fair  proportion  of  the  business 
they  shonld  have  had  between  those  point's. 

Senator  Habbis.  If  those  railroads  that  carried  that  irt^ight  and 
earned  that  half  million  did  not  have  to  give  it  to  the  Erie  road,  could 
they  not  have  rendered  that  service  to  the  country  for  a  half  million 
less  costt 

Mr.  Speabe.  Probably  they  could  not.  In  the  first  instance  the 
cutting  would  not  be  beneficial  because  by  and  by  the  railroads  would 
come  to  an  agreement  for  a  higer  rate. 

Senator  Habbis.  My  question  is,  could  they  not,  if  they  had  not 
donated  that  half  million  dollars,  have  done  the  business  for  $500,000 
less  cost  to  the  country  t 

Mr.  Speabe.  Certainly,  because  they  just  had  that  much  more  money 
to  divide  among  their  stockholders. 

The  Chaibman.  Or  they  could  have  reduced  their  rates  I 

Mr.  Speabe.  Certainly. 

Senator  HisooCK.  Take  the  New  York  Central  and  the  New  York, 
Lake  Krie  and  Western.  Now,  applying  the  doctrine  of  the  survival  oi 
the  strongest  to  those  two  roads;  they  warred  until  one  Wfis  bankrupt; 
and  at  that  time  the  bankrupt  road  would  cease  to  be  a  regulator  of 
the  rate,  and  the  victorious  road  would  hold  a  monopoly  of  that  tiaffic, 
would  it  not  t 
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Mr.  Speabe.  Tea,  sir.  , 

Senatdt  Hisgoce.  And  yoa  thiuk  if  pooling  could  be  legalized  and 
Bobject  to  the  scrutiny  of  the  Interstate  Gommerce  Commission,  so  that 
no  unreasonable  and  excessive  rates  could  be  charged,  it  would  be  a 
benefit^ to  the  transporter? 

Mr.  Speahe.  ^ot  only  to  the  transporter,  but  to  the  community  itself. 

Senator  HiscooK.  If  the  shipper  can  stand  it,  as  a  matter  of  course 
the  consumer  can  stand  it.  Their  interests  are  identical.  What  the 
consumer  wants  is  to  get  cheap  goods,  and  what  the  shipper  wants  is 
to  find  the  market. 

Mr.  Speabe.  And  in  the  old  state  of  pooling  our  rates  changed  very 
seldom.  Our  members  could  go  on  change  and  buy  with  confidence 
100  and  200  loads  of  grain  to  come  the  following  month;  but  as  it  is 
now,  with  a  liability  of  a  change  of  rate  in  ten  days  or  three  days,  they 
never  know  when  to  buy  grain.  There  is  nothing  lilse  a  buyer  know- 
ing that  the  rate  will  be  stable. 

Senator  Blaib.  I  suppose  this  is  all  a  blind  groping  after  the  con- 
solidation of  all  the  roads  and  their  operation  by  the  Oovernmentt 

Mr.  Speabe.  I  do  not  know. 

Senator  Blaib.  Then  whatdoes  it  mean  t  Here  are  different  interests 
that  are  to  be  alowed  to  bargain  together  for  freights,  and  the  loss  of 
one  is  to  be  made  up  by  another,  so  that  it  is  practically  the  same  thing. 
If  two  are  to  be  allowed  to  pool,  four  are  to  be  allowed  to  pool,  and  very 
soon  you  have  the  country  covered  by  a  combination  made  up  of  cor- 
porations competing  with  each  other  as  a  system.  Then  yon  have  a  con- 
solidation of  the  transportation  interests  of  the  country  inevitably,  and 
all  that  taking  place  under  the  regulation  or  supervision  of  the  Inter- 
state  Gommerce  Commission,  which  means  supervision  by  the  Govern- 
ment, does  it  not  t  Now,  would  not  th^tt  be  the  best  thing  t  Mr.  Fink 
says  so. 

Mr.  Speabe.  I  say  it  is  all  right  so  long  as  the  pool  is  under  the 
supervision  of  this  Commission  and  the  rates  of  all  shall  be  reasonable. 

Senator  Blaib.  And  the  Government  decides  what  is  reasonable  in 
the  interest  of  the  people. 

Mr.  Speabe.  Certainly. 

Senator  Blaib.  That  word  ^'  consolidation "  some  years  ago  would 
bave  driven  a  man  out  of  public  life,  and  yet  it  now  seems  to  be  ad- 
vocated by  merchants  and  shippers  and  everybody. 

Mr.  Speabe.  Yes,  sir. 


STATEMEHT  07  WILLIAM  0.  BABKEB. 

Mr.  William  G.  Babkeb,  a  lumber  merchant  of  Boston,  appeared. 

The  Chaibman.  Where  do  you  reside  t 

Mr.  Babkeb.  In  Bosion. 

The  Chaibman.  What  is  your  business  t 

Mr.  Babkeb.  My  business  is  lumber.  I  am  a  manufacturer  and  also 
a  selling  agent  of  various  manufacturers  of  lumber  through  New  Eng- 
land— ^in  Vermont,  New  Hampshire, and  Massachusetts.  We  have  three 
mills  which  are  so  situated  that  if  legislation  were  passed  it  would  cause 
us  to  close,  as  that  would  mean  retaliation  by  the  Canadian  Govern- 
ment. We  can  not  get  out  without  going  through  or  over  Canadian 
soil.  One  is  the  firm  of  Caswell  &  French,  located  at  Holland,  Vt., 
shipping  over  Derby  Line  via  Passaic  Eailroad.    Another  is  the  firm 
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of  LowelltowD  Lumber  Company,  at  Caswell,  Me.,  on  the  Canadian  Paetfic 
Railroad.  Another  is  the  firm  of  Famham  Brothers,  located  at  Wash- 
bam.  Me ,  and  shipping  from  Caribon,  Me.,  via  New  Brnnswick  Kail- 
road.  In  shipping  from  all  these  places  we  have  to  go  over  Canadian 
soil,  so  that  yon  can  see  that  if  we  had  any  retaliation  we  wonld  be 
pretty  well  bottled  np.  Our  capital  is  put  in  there  and  we  sheald  have 
to  protest  very  vigorously  against  any  legislation  which  would  interfere 
with  our  business.  There  are  besides  our  factories  several  other  manu- 
facturers there  and  along  the  line  of  the  Canadian  Pacifia  In  Maine  the 
manufacture  of  lumber  is  growing  quite  rapidly. 

The  Chairman.  What  is  the  amount  of  your  maqufacturesf 

Mr.  Barker.  Two  of  these  mills  in  long  lumber,  ten  millions,  and  of 
shingles  fifteen  millions. 

The  Chairman.  Where  do  you  send  those  manutVictnres  t 

Mr.  Barker.  All  through  New  England. 

Senator  Harris.  Ton  say  <<  millions^ — millions  of  wliatT 

Mr.  Barker.  Millions  of  feet  of  lumber  and  millions  of  feet  of 
shingles. 

Senator  Harris.  Do  you  send  any  of  that  lumber  outside  of  New 
England  t 

Mr.  Barker.  No,  sir,  except  a  very  small  part  that  goes  to  New 
York. 

Senator  Harris.  Have  you  any  definite  knowledge  of  the  total  amount 
of  the  lumber  business  of  Maine  t 

Mr.  Barker.  No,  sir,  I  have  not  that  at  hand. 

Senator  Blair.  Is  not  the  lumber  in  the  logs  brought  from  Canada  t 

Mr.  Barker.  No ;  American  logs. 

Senator  Blair.  Are  the  mills  you  speak  of  in  the  general  manufact- 
ure of  lumber  t 

Mr.  Barker.  Not  in  our  section ;  our  section  is  mostly  sx)ruce.  There 
are  seme  logs  brought  in  from  Canada  that  are  manufactured  at  New- 
I)ort. 

Senator  Blair.  You  do  not  manufacture  in  Canada  t 

Mr.  Barker.  No,  sir.  All  our  logs  are  of  American  growth,  but  we 
are  obliged  to  go  through  a  portion  of  Canada  to  get  out  again  to  the 
States. 

STATEMENT  OF  S.  HEHRT  SXUTOH. 

Mr.  S.  Henrt  Skilton,  of  Charles  H.  North  &  Co.,  of  Boston,  pork 
packers,  appeared. 

The  CHAIRMAI7.  Where  do  you  reside,  Mr.  Skilton  t 

Mr.  Skilton.  In  Boston. 

The  Chairman.  What  is  your  business  t 

Mr.  Skilton.  I  am  a  pork  packer. 

The  Chairman.  Proceed  in  your  own  way  to  make  whatever  remarks 
yon  think  applicable  to  the  subject  under  inquiry. 

Mr.  Skilton.  I  had  not  expected  to  say  anything  on  this  occasion, 
but  I  am  so  very  deeply  interested  in  this  matter  of  Canadian  railroads 
that  I  can  not  refrain  from  saying  a  lew  words.  I  consider  that  the 
Canadian  roads  are  of  vital  importance  to  the  commercial  interests  of 
Boston.  Without  the  Canadian  railroads  Boston  would  be  entirely  at 
the  m^rcy  of  the  Yanderbilt  system  of  roads,  who,  I  am  convinced, 
believe  that  there  should  be  only  two  cities  of  large  commeicial  impor- 
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tanoo — ^New  York  and  Ohicago.  Tbey  fovor  New  Yoi,rk  as  against  Boston 
eveiy  time.  The  basiness  with  which  I  am  connected  here  in  Boston 
is  probably  next  in  size  to  any  firm  in  Chicago. 

The  Ghaibman.  Where  do  year  hogs  come  from  t 

Mr.  Skilton.  From  the  West;  largely  from  Ohicago  andxlrom  points 
further  west ;  from  Missouri  Biver  points,  Omaha,  Kansas  City,  etc. 
The  total  value  of  the  hogpacking  interest  of  Boston  is  over  $25,000,000 
a  year.  My  concern,  Charles  H.  North  &  Co.,  do  a  business  of  between 
$7,000,000  and  $8,000,000  a  year.  We  have  a  very  large  export  trade, 
which  we  have  had  for  years,  and  the  railroads  have  always  said  to  us 
that  they  would  give  us  the  export  rate  on  hogs  to  Boston.  They  do 
that  when  the  rate  is  favorable  to  them ;  but  when  large  cuts  are  made 
in  the  business,  that  is,  when  they  carry  goods  from  Ohicago  to  Liver- 
pool at  the  same  or  less  prices  than  they  do  from  Chicago  to  Boston, 
they  do  not  make  that  corresponding  reduction  to  us,  and  they  merely 
say  that  they  can  not  afford  it.  In  other  words,  they  can  confine  our  busi- 
ness to  their  lines  as  long  as  we  are  in  Boston,  and,  geographically,  not 
in  as  ^ood  a  situation  as  New  York.  They  say  '^  You  have  no  business 
to  be  m  Boston }  either  go  to  New  York  or  to  Chicago.  E^oth  of  these 
places  have  good  facilities  for  the  export  business.  We  can  not  grant 
you  any  of  these  facilities  unless  you  go  to  Chicago  or  New  York." 

In  July  of  last  year  the  rate  on  hogs  from  Chicago  to  Boston  was  23 
cents,  while  the  rate  on  provisions  from  Chicago  to  Liverpool  was  23^ 
cents..  .They  have  always  said  to  us  also  that  wesbould  have  the  same 
rate  of  freight  on  live  hogs  as  New  York  slaughterers.  They  reduced 
the  rate  from  Chicago  to  New  York  5  cents  a  hundred  and  refused  to 
give  a  like  reduction  to  us.  This  discrimination  during  the  period  from 
July  to  October  cost  us  $15,000  in  freight  rates. 

We  consider  that  a  very  unjust  discrimination,  and  there  is  really  no 
chance  to  get  at  it.  They  know  that  while  the  Canadian  roads  are  fa- 
vorable to  Boston  and  New  England  interests  they  can  block  them  out 
entirely  or  hamper  them  so  that  the  Canadian  roads  will  be  obliged  to 
charge  more  for  freight  or  will  be  willing  to  enter  into  an  agreement 
with  them  to  run  the  freight  up  to  a  price  where  a  man  can  not  bring 
hogs  from  Chicago  to  Boston  and  slaughter  thein  and  manufacture  the 
goods  for  export ;  so  that  they  can  practically  kill  this  large  business  in 
Boston.  They  think  if  the  Boston  business  is  killed,  Chicago  or  New 
York  will  get  it,  and  the  Yimderbilt  lines  will  have  the  entire  business. 

The  Canadian  railroads  are  bringing  our  hogs  to  us  at  present.  We 
do  not  get  any  less  rate  from  them  tha.t  We  would  over  the  Yanderbilt 
lines,  but  the  Yanderbilt  lines  are  a  much  shorter  route,  and  could  they 
succeed  in  getting  legislative  action  in  favor  of  them  as  against  the  Ca- 
nadian railroads,  or  have  any  restriction  put  upon  the  Canadian  roads, 
they  would  no  doubt  shut»them  out  from  a  very  large  portion  of  the 
business  they  now  do. 

We  have  here  in  New  England  quite  a  mileage  of  roads — the  Boston 
and  Maine,  the  Fitchburg,  the  Cheshire,  the  Central  Vermont,  etc.— 
which  are  fully  equipped  to  do  their  share  of  the  trade,  but  there  is  a 
little  feeling  and  animosity  against  them,  a  desire  to  shut  them  off,  and 
in  that  way  to  bring  the  business  entirely  over  the  Yanderbilt  roads. 
Could  the  Yanderbilt  lines  succeed  in  having  the  Grand  Trunk  put 
under  restrictions  it  would  be  a  very  easy  matter  ibr  them  to  so  hamper 
the  Canadian  roads  that  they  could  not  do  any  of  the  through  export 
business,  for  the  reason  that  the  Yanderbilt  lines  have  got  much  the 
better  route,  and  they  would  give  the  shipper  twenty-four  to  forty-eight 
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boars  better,  quicker  time,  which  would  be  of  immense  value,  and  the 
Canadian  roads  would  have  no  show  of  getting  a  share  of  the  business. 

The  Chairman.  The  American  roads  would  give  the  quicker  timef 

Mr.  Skilton.  Yes,  sir. 

The  Chairman.  Why  could  not  the  Canadian  roads  give  the  same 
timet 

Mr.  SkiIiTON.  The  Canadian  roads  are  single-tracked  for  a  large  fiart 
of  the  Une,  and  they  have  not  the  facilities  of  the  Vanderbilt  system. 
The  Vanderbilt  system  has  taken  a  great  deal  of  business  from  the 
Canadian  roads  on  account  of  their  superior  facilities  and  their  capacity 
to  make  faster  time. 

The  Chairman.  As  things  now  exist  the  American  roads  refuse  to 
give  you  the  quicker  time  t 

Mr.  Skilton.  No,  sir.  They  promised  us  very  much  quicker  time 
than  they  gave  us.  They  promised  to  bring  freight  through  in  sixty 
hours.  As  a  matter  of  fact  it  took  sixty-five  or  seventy  hours.  The 
Canadian  roads  bring  the  same  freight  through  in  eighty  hours. 

The  Chairman.  From  where  t 

Mr.  Skilton.  From  Chicago.  I  have  a  feeling  that  any  interference 
with  the  Canadian  roads  would  be  very  detrimental  to  the  port  of  Bos- 
ton, not  only  for  its  local  business  but  also  for  the  export  business.  In 
order  to  maintain  any  business  here  at  all  it  is  necessary  to  have  good 
steam-ships  to  carry  the  freight  as  cheaply  from  Boston  as  from  2^ew 
York.  We  have  a  good  fleet  now,  a  large  number  of  which  are  Sjapplied 
with  freight  from  the  Canadian  roads. 

I  look  upon  it  as  though  the  Canadian  roads  have  a  pretty  hard  fight 
as  it  is,  and  that  any  legislation  against  them  would  not  only  be  detri* 
mental  to  the  Canadian  roads  and  the  roads  that  connect  with  them,  but 
also  to  the  merchants  of  Boston,  and  to  every  line  of  trade,  particularly 
our  line. 

Senator  Blair.  Where  do  you  market  your  pork  t 

Mr.  Skilton.  Forty  per  cent,  of  it  goes  abroad.  A  large  amount  of 
it  goes  to  Liverpool,  London,  Glasgow,  and  all  over  the  continent. 

Senator  Blair.  Where  does  the  60  i)er  cent,  go  t 

Mr.  Skilton.  It  is  taken  by  the  New  England  trade^  Perhaps  I 
might  say  40  per  cent,  to  the  New  England  trade  and  20  per  cent,  to 
the  Middle  States  and  the  South.  Quite  a  proportion  of  our  goods  go 
South.  We  have  large  markets  in  Savannah,  Oa.,  Charleston,  S.  C, 
etc 

Senator  Blair.  Ton  sell  your  goods  there  in  competition  with  the 
packers  from  the  West  t 

Mr.  Skilton.  Yes,  sir. 

RATES  ON  LIVE-STOCK  IN  tTULT,  1888. 

If  you  will  allow  me,  Mr.  Chairman,  I  would  like  to  put  in  the  record 
the  tariff  sheet  on  livestock  which  was  in  effect  in  July,  1888,  showing 
the  rates  upon  live-stock  in  car-load  lots  irom  Chicago  to  various  points.. 

The  Chairman.  We  will  be  glad  to  have  you  do  so. 

The  tariff  sheet  is  as  follows : 
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The  following  will  bo  the  rates  upon  live-stock,  in  car-loads,  from  Chicago  tp  pouita 
below  named : 

[Iq  cenU  per  100  poanda.1 


From  Ohicaffo,  Engleirood,  Crrsnd  Crosaing,  South  Chicago^ 

and  Coleliour  to— 


Now  York.- 

BOAtOll 

Philadelphia ^ 

JLlbany , 

Utica 

Syracase 

ItoclieAtcr 

Pittuhnrgh.  ] 

Buffiilo > ' 


Cattle.* 

Sheep. 

Hoga. 

lot 

26 
25 

18 
28 

61 

23 

16 

20 

J8 

20 

17 

6i 

20 

181 

i3 

H 

16 

"4 

Horses 

and 
moles. 


60 
60 

68 
48 
48 


4Sh 
40l 

8^1 


*The  ahove  rates  on  oattle  will  not  apply  via  the  New  York,  Lake  Erie  and  Western  Bailway. 

Rates  to  an  intermediate  point  will  in  no  cane  be  higher  than  to  a  point  beyond. 
Stations  east  of  Chicago  will  not  charge  higher  than  from  Chicago,  subject  to  the 
following  minimum  weights:  Cattle,  20,000  pounds  per  car;  sheep,  14,000  pounds  per 
car,  singly  deck,  1^,000  ponnds  per  car,  double  deck  ;  hog.«,  16,000  pounds  per  car, 
sinirle  deck,  2^,000  ponnds  per  car,  double  dock ;  horses,  20,000  pounds  per  car. 

The  rates  named  in  this  tariff  are  subject  to  withdrawal  or  advance  at  any  time  on 
giving  the  ten  days'  notice  required  by  law. 

M.  S.  Chasb, 
Assistant  General  P)reight  Agent,  Chicago. 

J.  T.  R.  McKay, 
General  Freight  Agent,  Cleveland, 

R.    VAUGHAN, 

Live-Stock  Agent,  Union  Stock  Yards,  Chicago. 

Mr.  SxiLTON.  I  would  also  like  to  insert,  as  bearing  apon  this  inves- 
tigation, a  letter  addressed  to  our  firm  from  A.  H.  Hovey  &  Co.,  of 
Chicago. 

The  letter  is  as  follows: 

[A.  H.  Hovey  Sc  Co.,  Boom  61^  BiaKo  Bnilding,  Chicago.] 

Chicago,  July  23,  1898. 

Dear  Sirs:  Referring  to  your  favor  of  20th,  we  wired  vou  23  to  Boston ;  this  is  for 
box  meats,  barrel  pork,  etc.,  asnsually  shipped  (loose  and  green  meats  always  5  cents 
more).  We  wired  yon  asking 25  to  Liverpool ;  this  is  always  box  or  packed  meats  and 
is  from  Chicago  to  Liverpool.  23.6''^^  was  accepted,  Chicago  to  Liverpool.  Our  market 
is  booming,  7  cents  for  green  shoulders  and  10^  for  green  hams.  S.  P.  shoulders  7| 
and  S.  P.  hams  Hi. 
Expect  last  car  G.  shoulders  w^ill  be  shipped  to-morrow. 
Yours  truly, 

A.  U.  HOVET  d&  Co. 

Chas.  H.  North  &  Co. 


THANKS  OF  BOSTON 


ORGANIZATIONS,  ETC. 


Mr. .  Alden  Speahe.  Mr.  Chairman  and  gentlemeD  of  the  committee, 
I  want  to  thank  yoa,  in  behalf  of  the  various  organizations  of  Boston, 
for  the  time  you  have  given  us  and  the  attention  shown  us. 

The  Chairman.  I  desire,  on  behalf  of  the  committee,  to  thank  the  Bail- 
road  Commission  of  this  State,  the  president  and  the  other  members  of 
the  commission,  for  the  kindness  they  have  extended  to  us  in  giving  as 
the  use  of  their  rooms  and  other  aids  rendered  us  in  the  investigation. 
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I  also  wish  to  thank  you,  Mr.  Speare,  for  your  efforts  in  the  direction 
of  keeping  the  committee  supplied  with  gentlemen  to  be  heard. 

if  there  are  no  others  desiring  to  be  heard  the  committee  will  stand 
adjourned  to  meet  at  Detroit. 

At  3  o'clock  and  45  minutes  p.  m.  the  committee  ac^ourned  to  meet 
in  Detroit  July  11, 1889. 


Detroit,  Mjoh.,  July  11, 1889. 
The  committee  met  at  11  o'clock  a.  m.,  pursuant  to  adjournment. 

The  Chairman.  The  clerk  will  read  the  resolution  under  which  the 
coTnmittec  is  pursuing  its  investigation. 

The  resolution  was  read. 

The  Chairman.  Mr.  Raymond  is  here  according  tppre-arraugement. 
He  is  the  first  gentleman  to  be  heard. 


STATEMENT  OP  ALOHZO  C.  SATMOHS. 

Mr.  Alonzo  C.  Katmond,  a  member  of  a  committee  appointed  by 
the  Board  of  Trade  of  Detroit,  appeared. 

The  Chairman.  Where  do  you  reside t 

Mr.  Raymond.  In  Detroit. 

The  Chairman.  What  is  your  business  f 

Mr.  Raymond.  I  am  practicing  law. 

The  Chairman.  Whom  do  you  represent  on  this  occasion  f 

Mr.  Raymond.  I  was  formerly  a  member  of  the  Board  of  Trade  of 
this  city  for  about  thirteen  years,  and  am  one  of  a  committee  appointed 
by  it  to  appear  before  this  Senate  committee. 

'  The  Chairman.  You  are  familiar  with  the  resolution  under  which 
we  are  acting,  and  you  have  heard  and  read  something  of  our  investi- 
gation heretofore.  You  may  proceed  to  state  your  views  generally 
in  such  manner  as  you  deem  proper. 

Mr.  Raymond.  I  have  made  a  lew  notes  so  that  I  would  not  get  too  far 
off  the  track  of  this  inquiry. 

EFFECT  OF  CANADIAN  COMPETITION. 

The  first  question  suggested  by  the  committee  is — 

Do  the  Canadian  lines  of  transportation  operatint^  iu  tbe  United  States  aftect  the 
commercial  interests  of  this  country  favorably  or  unfavorably  t 

It  seems  to  me  there  could  be  but  one  answer  to  that,  and  that  is 
favorably.  The  importance  of  these  Canadian  lines  to  our  State  and 
our  city  is  very  great.  In  fact,  the  prosperity  of  the  State  of  Michigan 
depends  largely  upon  the  Canadian  lines  of  transportation.  There  can 
not  be  any  two  opinions  about  the  importance  of  leaving  them  undis- 
turbed, so  far  as  the  interests  of  our  State  and  city  are  concerned. 

As  to  their  influence  upon  the  country  generally,  it  is  well  known 
that  the  Chicago  rates  of  freight  are  what  are  called  the  unit  rates, 
and  all  otl^^r  rates — at  least  as  far  west  a^s  the  Mississippi — take  som^^ 
percentage  of  the  Chicago  or  unit  rate.  The  Orand  Trunk  has  lar^^e 
influence  in  making  that  unit  rate  from  Chicago  reasonable. 


THE  UNITED  SPATES  AND   CANADA.  497 

THE  tTNIT  BATE. 

Senator  Habbis.  Will  yoa  explain  exactly  what  you  mean  bythe 
unit  rate  Y 

Mr.  IlATMOND.  For  instance,  if  the  rate  from  Chicago  to  New  York 
has  been  decided  upon  by  all  the  railroads,  including  the  Grand 
Trunk,  to  be  25  cents  per  100  pounds  on  a  certain  class  of  freight, 
Detroit  takes  73  per  cent,  of  that,  Peoria  takes  105  per  cent.,  St. 
Louis  takes  IIG  per  cent.,  and  so  all  sections  of  the  country  are 
grouped  by  percentages,  dependent  upon  the  Chicago  or  unit  rate. 

The  Chaibman.  That  is  to  say,  Peoria's  percentage  is  higlier  than 
Chicago's,  for  instance  f 

Mr.  Raymond.  Yes,  sir. 

The  Ohaibioan.  And  then  it  is  a  certain  rate  at  St.  Louis  t 

Mr.  Eatmond.  Yes,  sir. 

The  Chaibman.  And  what  is  it  at  Detroit  f 

Mr.  Raymond.  At  Detroit  it  is  lower,  but  the  whole  country  north 
and  south  is  divided  into  groups,  and  all  stations  and  cities  and  towns 
are  divided  into  groups,  taking  certain  percentages  of  the  Chicago 
rate,  so  that  whatever  influence  affects  the  Chicago  rate  in  the  means 
and  conditions  of  making  reasonable  rates  affects  all  portions  of  the 
country,  even  though  no  part  of  the  traffic  of  the  country  passes  over 
the  Canadian  line. 

Senator  Habbis.  Is  it  owing  to  the  fact  that  these  Canadian  lines 
form  a  cheaper  line  of  transportation  to  the  seaboard  that  the  Detroit 
rate  is  78  per  cent,  of  the  unit  rate  t 

Mr.  RAYDf OND.  No,  sir ;  but  Chicago  is  taken  as  100  per  cent. 

Senator  Habbis.  That  is  at  the  initial  point  t 

Mr.  Raymond.  At  the  initial  point.  Detroit  in  distance  from  New 
York  to  Chicago  is  70  per  cent.,  and  we  claim  here  in  Detroit,  and  we 
had  a  case  before  the  Interstate  Commerce  Commission  based  on  that 
claim,  that  we  ought  to  have  70  per  cent,  of  the  Chicago  rate. 

The  Chaibman.  Seventy  per  cent,  instead  of  78  percent,  t 

Mr.  Raymond.  Yes,  sir ;  but  Toledo,  Detroit,  and  Port  Huron  and 
certain  towns  in  Michigan  take  78  per  cent,  of  the  Chicago  rate'-t78 
X>er  cent,  of  that  sum — and  the  grouping  extends  southward  to  the 
Ohio  River.  Then  at  another  dividing  point,  which  includes  Peoria,  it 
is  105  per  cent.  Peoria  andTall  the  towns  within  a  large  area  of  country 
take 5  percent,  more  than  the  Chicago  rate, and  then  when  you  strike 
the  Mississippi  River,  all  points  from  Burlington  down  to  Cairo,  and  all 
along  the  river,  take  116  per  cent.  St.  Louis,  Hannibal,  Burlington,  and 
all  those  towns  take  this  116  per  cent.  rate.  So  that  whatever  influences 
favor  the  unit  rate  also  influence  the  freight  rates  of  the  whole  country, 
and  that  is  the  advantage  of  the  Canadian  lines  to  sections  of  country 
which  do  not  contribute  any  traffic  to  the  lines,  because  the  Canadian 
lines  make  the  nnit  rate  reasonable. 

It  has  been  claimed  by  parties  in  some  of  these  investigations  that 
the  rates  would  not  advance  in  case  the  Canadian  competition  were 
removed,  but  the  same  parties  demand  the  removal  on  the  ground  that 
Canadian  competition  is  destroying  their  business.  Now,  the  great 
competitors  of  the  Grand  Trunk  system  of  course  are  the  Yanderbilt 
and  Pennsylvania  systems,  and  if  it  is  true  that  their  business  is  being 
destroyed  and  their  interests  injured  the  fact  ought  to  show  in  their 
reports. 

Michigan  Central  stock  about  ayearago  or  a  little  longer  was  worth  72 ; 
now  it  is  worth  in  the  neighborhood  of  95.    Lake  Shot^k  %\AOK.^Qr&  \>^^ 

6543 32 
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or  three  years  hung  aroand  85  and  90.   It  is  now  in  the  neighborhood 
of  106. 

INOBEASED  EABNINGS  ON  AMERICAN  BOADS. 

I  have  here  a  little  report  in  the  last  issue  of  the  Railway  Age,  andei 
date  of  Jaly  5.  This  is,  perhaps,  the  leading  railway  journal  of  the 
country  and  devoted  especially  to  railway  interests.  The  report  shows 
the  condition  of  the  New  York  Central  and  the  Pennsylvania  interests 
during  the  last  year,  and  if  the  committee  would  like  to  have  that  read 
I  would  be  glad  to  show  the  falsity  of  the  claims  of  those  who  favor 
the  removal  of  Canadian  opposition. 

This  report  states  that  the  New  York  Central  and  its  leased  lines  for 
the  nine  months  ending  June  30  earned  $25,990,000,  or  about  $652,000 
less  than  in  the  same  period  last  year;  but  their  operating  expenses 
were  cut  down  $687,000,  so  that  the  net  earuings,  $8,000,000,  were 
$36,000  more  than  last  year,  and  that  they  will  allow  the  payment  of 
three  quarterly  1  per  cent,  dividends  and  leave  a  small  surplus. 

The  last  quarter's  showing  is  much  better,  there  being  an  increase  of 
$317,000  in  gross  earnings  and  $204,000  in  net  earnings,  and  a  surplus, 
alter  paying  dividends,  of  about  $11,000  instead  of  a  deficiency  at  the 
same  time  last  year  of  $184,666.  The  statement  is  therefore  encourdg- 
ing.  Fortunately  for  the  New  York  Central  Company,  it  has  an  im- 
mense local  business  not  affected  by  the  interstate  commerce  law  or  by 
association  quarrels,  and  it  is  not  constantly  harassed  by  hostile  State 
legislation  like  many  of  the  Western  roads. 

I  think  that  must  dispose  of  this  question  of  Canadian  competition 
with  the  New  York  Central  system. 

On  page  440  of  the  same  journal  it  says : 

Returns  of  railway  earniD^s  which  have  come  in  this  week  include  the  Vanderbilts, 
Erie,  Reading,  the  Pennsylvania,  Northwest,  Omaha,  Sr.  Paal,  Union  Pacific,  and 
Canadian  Pacific.  The  Erie  and  Reading  make  poor  returns,  as  all  coal  roads  have 
been  do^ng  for  some  time.  Union  Pacific  surprises  its  friends  by* reporting  a  gain  of 
$196,000  for  May,  and  the  Canadian  Pacific  shows  an  increase  of  $145,000.  The  Van- 
derbilts,  perhaps,  are  not  going  backwards,  although  the  most  that  can  be  said  for 
the  exhibits  made  this  week  is  that  they  show  moderate  prosperity.  Rates  have  been 
stable,  though  not  high,  and  comparison  is  made  with  the  six  month.s  of  last  year 
when  practically  the  same  conditions  existed,  for  it  was  not  until  the  fall  when  all 
tariffs  were  smashed,  consequently  the  great  improvement  in  the  properties  this 
year  will  be  apparent  when  the  fignres  for  its  last  half  are  made  up.  The  former 
rate  of  dividends  has  been  m&intained  by  the  several  companies.  The  May  statement 
made  by  the  Pennsylvania  is  nnquestionably  favorable.  It  shows  a  gain  of  $267,000 
in  gross  earnings  and  nearly  $182,000  in  net  earnings,  but  from  the  latter  is  io  bo 
deducted  a  loss  of  $69,000  made  by  its  western  lines.  The  total  gross  earnings  for 
the  month  were  $5)294,810,  a  gain  of  $112,000  compared  with  the  corresponding  month 
in  1886. 

I  refer  to  this  statement  to  show  that  the  abolition  of  Canadian  com- 
petition on  the  groand  of  its  ruining  American  lines  is  not  trae — that 
it  is  not  well  founded.  The  Union  Pacific  even*  shows  a  gain  of  $196,- 
000  in  this  last  report* 

Now  if  this  Canadian  competition  was  cut  off,  of  course  the  same 
lines  would  increase  their  profits  enormously.  They  do  not  need  the 
abolition  of  the  competition  on  the  part  of  Canadian  lines  to  save  loss, 
but  woald  simply  increase  their  profits  by  the  removal  of  Canadian 
competition. 

Senator  Habbis.  Of  course  their  profits  would  be  increased  in  the 
same  ratio  as  the  business  over  their  lines  wonld  be  increased  t 

Mr.  Eaymond.  Their  profits  would  be  increased  by  an  increase  of 
business  and  by  the  increase  of  rates  both,  as  the  well  known  Yander- 
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bilt  maxim  is  that  the  trafic  shall  pay  what  it  will  bear,  jnst  as  anyonf* 
else  wonld  do  their  business,  to  make  as  much  as  they  could  out  of  it. 
Of  course  if  they  can  defeat  competition  by  getting  the  United  States 
€k)vernment  to  assist  them,  certainly  no  one  can  blame  them ;  but  the 
commercial  interests  of  the  great  mass  of  producers  and  shippers  and 
consumers  in  the  great  cities  of  the  States  that  are  dependent  on  these 
Canadian  lines  must  fight  their  selfish  interests. 

Senator  Habbis.  Whose  selfish  interests  t 

Mr.  Eaymond.  The  selfish  interests  of  the  American  roads.  I  have 
always  felt  that  Canada  has  not  treated  the  United  States  fairly  with 
respect  to  their  Welland  Canal  tolls. 

Senator  Habbis.  Can  you  give  us  any  exact  information  on  that  sub- 
ject t 

OANADIAN  OANAli  TOLLS. 

Mr.  Batmond.  It  is  well  known  that  the  rebates  allowed  to  vessels 
carrying  freights  down  the  St.  Lawrence  are  so  large  as  practically  to 
amount  to  no  tolls,  while  the  vessels  bearing  cargoes  to  American  ports 
through  the  Welland  Canal  pay  20  cents  a  ton.  Canadian  vessels,  bound 
down  the  St.  Lawrence^  only  pay  2  cents.  The  treaty  of  Washington 
certainly  intended  that  those  rates  should  be  made  uniform. 

But  aside  from  that  question  I  should  say  that  there  is  no  occasion 
for  any  change, in  the  present  transportation  relations  between  the 
United  States  and  Canada. 

Senator  Reagan.  Does  that  discrimination  relate  to  the  transporta- 
tion going  through  the  Welland  Canal  alone^  or  does  it  relate  to  the 
transportation  going  through  the  Welland  Canal  and  the  St.  Lawrence 
Canal  t 

Mr.  Raymond.  I  am  not  certain,  but  my  impression  is  that  it  relates 
to  the  Welland  Canal  alone,  because  when  the  property  is  bound  to 
Montreal  and  the  Canadian  merchants  are  going  to  get  the  handling  of 
it,  they  do  not  interpose  any  obstruction,  but  I  am  not  certain  of  that. 

THE  BONDINa  SYSTEM. 

The  system  of  transit  in  bond  has  been  in  force  about  twenty-three 
years,  having  been  authorized  by  the  act  of  Congress  in  1866.  Since 
that  time  a  great  many  millions  have  been  invested  in  building  rail- 
Toads  connecting  with  the  Canadian  lines.  A  great  many  more  millions 
]have  been  invested  in  business  enterprises  dependent  upon  the  Oana- 
»dian  lines  and  their  connections,  and  it  seems  to  me  that  it  would  be 
^exceedingly  bad  faith  on  the  part  of  the  Government  if  it  should  now 
withdraw  the  privileges  afforded  such  large  business  interests  as  have 
l>een  built  up  by  its  own  citizens. 

An  argument  has  been  made  before  this  committee  that  as  we  pro- 
hibit the  coastwise  shipping  business  with  Canada  we  ought  for  the 
same  reason  prohibit  a  railwise  business — ^a  railroad  business  being 
done  by  foreigners.  But  it  seems  to  me  that  the  statement  I  have  just 
made  with  reference  to  the  interests  that  have  grown  up  under  the 
present  system*  for  the  last  twenty-three  years  would  destroy  all  the 
force  of  the  coastwise  argument.  The  retaining  of  our  shipping  privi- 
leges and  the  training  of  American  sailors  are  important,  but  none  of 
those  features  enter  into  the  railroad  situation.  Any  change  in  our 
present  relations  will  not  take  up  a  single  Canadian  rail.  The  railroads 
^e  built^  and  the^  will  be  worked  and  used  in  peace  or  h(^\  ^\y^\X^v^^ 
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we  allow  them  to  engage  in  American  traffic  or  not,  and  I  think  there 
is  no  parallel  whatever  between  the  prohibition  of  coastwise  business 
and  the  prohibition  of  railroad  business. 

LAKE  TBANSPOBTATION. 

The  Ghaibman.  What  are  the  facts  as  to  the  business  on  the  lakes  f 
Do  not  the  Canadians  enjoy  the  opportunities  of  shipping  from  Canada 
to  our  ports  across  these  lakes  t 

Mr.  Kaymond.  Yes,  sir.  Canadian  vessels  come  here  to  Detroit  and 
to  Chicago  and  load  for  Montreal,  but  probably  nothing  like  the  nam- 
ber  of  American  vessels  which  load'^t  Chicago  for  Collinwood,  Good- 
rich, Samia,  and  Owen  Sound  ports,  up  in  the  northwesrern  partof 
Canada,  bordering  on  Lake  Huron.  The  number  of  American  vessels 
which  carry  traffic  from  ports  in  the  United  States  to  ports  in  Canada 
is  much  larger  than  the  number  of  vessels  which  carry  freight  from 
Canadian  ports  to  American  ports.'  So  that  any  change  in.that  respect 
would  entail  a  far  greater  loss  upon  our  own  citizens  than  upon  the 
Canadians. 

Senator  HiscoGK.  That  is  simply  international  commerce. 

Mr.  Raymond.  Yes,  sir.  I  do  not  suppose  we  could  prevent  a  Cana- 
dian vessel  from  loading  at  our  ports  if  she  obeyed  the  laws  of  the 
country,  unless  we  placed  an  embargo  on  the  business  of  the  two  coun- 
tries, and  if  that  were  done  it  would  mean  war. 

AHEBICAN  BO  ADS  HATE  THE  ADYANTAGE. 

It  has  been  stated  that  a  large  advantage  rests  with  the  Canadian 
railroads  by  reason  of  their  exemption  from  the  long  and  short  haul 
clause  of  our  interstate  commerce  act.  I  do  not  think  that  is  so.  I 
think  the  advantage  is  all  with  the  American  roads.  The  Kew  York  Cen- 
tral has  a  thousand  miles  of  road — the  West  Shore  and  leased  line- 
most  of  it  a  four- track  line ;  so  that  you  can  double  the  distance  almost 
in  the  calculation  as  to  these  lines  traversing  an  immensely  wealthy  and 
populous  community,  filled  with  the  most  fertile  farms  and  dotted  with 
immense  factories.  Their  local  traffic,  as  shown  in  this  report  to  which 
I  have  referred,  is  so  great  that  this  system  is  beyond  the  influence  of 
the  interstate  commerce  act,  and  it  has  a  great  advantage  I  think  over 
any  Canadian  line. 

This  is  not  alone  true  of  the  New  York  Central  system.  The  Penn- 
sylvania system  does  a  large  local  business,  and  that  road  in  the  State 
of  Pennsylvania  is  exempt  from  the  operations  of  the  long  and  shoit 
haul  clause  of  the  act,  as  well  as  the  New  York  Central  is  exempt 
within  the  State  of  New  York.  The  Michigan  Central  has  700  miles  of 
road  in  the  State  of  Michigan  over  which  the  interstate  act  has  virtu- 
ally no  control.  The  Canadian  lines  stretch  long  distances  over  sparsely 
settled  sections  and  through  comparatively  poor  communities,  and  their 
local  traffic  amounts  to  a  small  item. 

Senator  Habbis.  Have  you  noticed  the  reports  of  the  Canadian 
roads  with  respect  to  what  proportion  of  their  traffic  is  local  and  what 
proporiiou  is  through  traffic! 

Mr.  Raymond.  1  have  not. 

CANADIAN  BOADS  CONTBOLLED  BY  THE  LAW. 

On  all  interstate  business  the  Canadian  roads  are  just  as  thoroughly 
controlled  by  the  interstate  commerce  act  as  are  our  American  lines. 
The  tir8t  section  of  the  interstate  commerce  act  was  drawn,  as  Senator 
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Gullom  knows,  with  a.  great  deal  of  care,  after  consaltatiou  with  cmi-* 
Bent  lawyers  in  the  city  of  New  York,  so  as  to  govern  the  Canadian 
portion  of  our  interstate  traffic,  and  the  law  is  so  worded  that  there  is 
no  escape  from  liability  under  the  act  for  the  Canadian  roads. 

The  Chairman.  On  business  touching  the  United  States! 

Mr.  Raymond.  On  any  interstate  traffic.  Further  than  that,  the 
ruling  of  the  Interstate  Commerce  Commission  in  the  Buffalo  coal  case 
shows  a  determination  on  the  part  of  the  Commission  to  construe  that 
law  strictly  against  the  Canadian  lines.  ^ 

The  argument  has  been  frequently  submitted  before  this  cqmmittee 
that  it  is  all  right  for  the  Canadian  lines  to  compete  with  the  American 
lines,  and  the  American  lines  are  not  afraid  of  the  competition  of  the 
Canadian  roads  provided  the  Canadian  roads  are  brought  under  the 
same  regulation.  That  is  a  very  plausible  statement,  and  everyone 
would  agree  to  it ;  but  t  have  yet  to  learn  of  the  first  witness  who  has 
pointed  out  wherein  the  Canadian  lines  are  not  regulated  by  the  law 
the  same  as  the  American  lines.  I  do  not  think  any  witness  has  yet 
done  that. 

I  think  the  first  section  of  the  law  covers  every  possible  case.  Of 
course  the  Canadian  lines  are  being  watched  day  and  night,  you  may 
say,  by  their  Aiherican  competitors  to  discover  any  infraction  or  viola- 
tion of  the  interstate  commerce  act,  more  closely  watched  than  any 
other  system  of  railroads,  no  doubt,  and  yet  not  a  single  charge  of  will- 
ful violation  of  the  interstate  commerce  act  has  yet  been  substantiated 
before  the  Interstate  Commerce  Commission. 

The  railroad  company  which  is  most  nearly  affected  by  the  competi- 
tion of  the  Grand  Trunk,  the  Michigan  Central  Bailroad  Company,  was 
the  first  railroad  company  caught  in  a  willful  violation  of  the  act. 

The  Chaibman.  Which  road  was  that! 

Mr.  llAYMOND.  The  Michigan  Central,  and  that  was  in  the  way  of 
underbilling  a  quantity  of  freight  on  their  lines— the  first  road  caught 
in  a  willful  violation  of  the  act  was  the  Michigan  Central. 

Only  a  few  weeks  ago  five  of  the  leading  officers  of  this  same  corpo- 
ration, the  Michigan  Central,  were  indicted  by  the  United  States  grand 
jury  in  Chicago  for  willful  violation  of  the  interstate  commerce  act 

The  Chairman.  What  has  become  of  those  cases,  do  you  know  f 

Mr.  Raymond.  The  Chicago  cases  have  not  yet  been  tried. 

The  Chaibman.  Are  they  still  pending! 

Mr.BATMOND.  Yes,  sir;  the  general  freight  agent,  the  assistant  gen- 
eral freight  agent,  and  three  subordinate  freight  officers  of  the  Michi- 
gan Central  in  the  city  of  Chicago  have  been  indicted  by  the  United 
States  grand  jury  for  willful  violation  of  the  law.  This  is  the  first  in- 
stance in  this  country  of  an  indictment  by  a  United  States  court  for 
a  willful  violation  of  the  act,  and  that  violation  by  this  road  which 
complains  most  bitterly  of  the  unfair  competition  of  its  Canadian  com- 
petitors.   I  think  that  fact  is  significant. 

OPPOETUNITIES  FOE  VIOLATING  THE  LAW. 

The  only  charge  that  is  made  against  the  Canadian  lines  is  that 
they  have  opportunity  for  violating  the  law  by  way  of  rebates  and  all 
that  sort  of  thing.  Now,  the  American  lines  have  the  same  oppor- 
tunity if  they  choose  to  violate  the  law  as  the  Canadian  roads,  and  I 
think,  If  this  committee  will  recall  Mr.  John  NewelPs  testimony  given 
before  the  committee  in  New  York,  he  stated  that  it  was  an  easy  thing 
for  railroads  to  pay  rebates — an  easy  thing  for  any  railroad  to  ^^^"^  ^^«r 
bates — without  its  appearing  on  their  books  ox  m  t\i^\t  ^q\xOdl<^%% 
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•So  far  as  opportuDity  is  coDcerned  it  seems  to  tiie  tbat  the  Ameri- 
can lines  and  the  Canadian  lines  are  alike,  and  the  mere  charge  that 
the  Canadian  roads  do  these  wrongful  things  because  they  have  the 
opportunity  should  have  no  weight  with  this  committee  In  consider- 
ing this  great  question  of  the  importance  of  the  Canadian  lines  to 
American  business  interests. 

Senator  Harris.  The  opportunity  being  common  to  all  railroads  t 

Mr.  Raymond.  Yes,  sir. 

The  Chairman.  Provided  they  are  not  caught. 

Mr.  Raymond.  Yes,  sir.  And  further,  it  seems  to  me,  that  the  Cana> 
dian  roads  are  in  a  more  dangerous  position  and  less  likely  to  violate- 
intentionally  the  interstate  commerce  act  than  the  American  roads, 
because  I  should  be  in  favor,  and  I  think  every  American  citizen  wonld^ 
that  if  they  willfully,  intentionally,  and  defiantly  disobeyed  the  law  that 
they  shduld  be  cut  off,  and  I  think  they  are  conscious  that  they  would 
be  the  loser.  So  that  the  restraint  upon  Canadian  lines  is  very  much 
greater  than  upon  the  American  lines,  and  the  Canadian  lines  are  less 
likely  to  violate  the  law,  and  so  far  it  has  not  been  shown  that  they 
have  willfully  violated  it. 

ACCESSIBILITY  OF  RECORDS  OF  CANADIAN  ROADS. 

Further  than  that,  all  the  books  and  papers  of  the  Canadian  roads 
can  be  brought  before  the  Interstate  Commerce  Commission  from  the 
headquarters  of  the  roads  in  Montreal,  or  any  other  place,  just  as  well 
as  the  books  and  papers  of  the  Michigan  Central  can  be  obtained  from 
the  office  of  that  company  in  Detroit.  If,  on  being  summoned  to  pro- 
duce such  books  and  papers  and  have  any  ca»e  investigated,  the  Cana- 
dian roads  should  refuse,  I  think  the  consequences  which  they  could 
foresee  would  come  upon  them  would  be  such  that  they  would  not  dare 
to  refuse  5  at  least,  they  never  have.  That  being  the  case,  these  vague 
charges  of  what  the  Canadian  roads  might  do,  it  seems  to  me,  should 
have  no  weight  on  this  question. 

REGULATION  OF  CANADIAN  INTERNAL  TRAFFIC, 

I  do  not  see  how  Congress  can  legislate  for  the  regulation  of  the  in^ 
ternal  traffic  of  Canada;  They  can  not  for  any  American  State,  and 
of  course  it  is  absurd  to  suppose  that  the  Congress  of  the  United  Slatea 
can  regulate  any  of  the  internal  commerce  of  Canada. 

Besides,  Canada  has  her  own  railroad  acts,  adopted  in  1888,  by  which 
their  local  traders  are  protected  very  much  as  are  our  own  by  our  In- 
terstate Commerce  Commission.    They  have  there  a  railway  committee. 

Section  8  of  the  railway  act  of  1888  provides : 

The  railway  committee  of  the  privy  conncil  shall  consiHt  of  the  minister  of  rail- 
-ways  and  canals,  who  shall  be  ohairmau  thereof,  of  the  minister  of  jastice,  and  of 
two  or  more  of  the  other  members  of  the  Qaeen's  privy  council  for  Canada,  to  be 
from  time  to  time  appointed  by  the  governor  in  council,  three  of  whom  shall  form  a 
quorum;  and  such  committee  shaU  have  the  powers  and  perform  the  duties  assigned 
it  by  this  act. 

Senator  Harris.  Is  the  act  from  whicli  you  have  just  read  a  Cana- 
dian actt 

Mr.  Raymond.  Yes,  sir. 

Now,  without  referring  to  the  sections,  I  would  say,  in  gener»l,  those 
powers,  including  the  authority  to  consider  all  questions  of  discrimina- 
tion on  the  part  of  any  railroad  of  Canada  against  any  citizen,  and  the 
raliDga  of  this  railway  committee  as  to  what  is  just  or  unjust,  and 


THE   UNITED   STATES   AND   CANADA.  503 

whether  or  not  there  is  a  discrimination,  are  given  the  force  of  an  order 
of  the  eonrty  and  the  wrongs  to  which  Canadians  may  be  subjected  by 
their  railways  can  be  controlled  by  this  railway  committee  just  exactly 
as  our  own  railroads  are  controlled  by  the  Interstate  Commerce  Com- 
mission. 

PBOTISIONS  OF  BAILWAY  ACT  OF  CANADA. 

The  Chaibman.  Are  there  any  general  provisions  in  that  statute, 
Mr.  Eaymond,  against  unreasonable  charges! 

Mr.  Baymond.  All  those  things  are  provided  for. 

The  Chairman.  Are  they  provided  for  substantially  as  in  our  inter- 
state commerce  actf 

Mr.  Baymond.  Yes,  sir;  substantially.  They  are  provided  for  in 
this  act  from  which  I  read. 

Senator  Habbis.  Are  they  prohibited! 

Mr*  Raymond.  Yes,  sir;  they  are  all  prohibited.  I  will  refer  to  them 
BO  that  we  will  be  sure  about  it. 

Section  11  reads  as  follows: 

Sec.  U.  The  railway  committee  shall  have  iK>wer  to  inquire  into,  hear,  and  de- 
termine any  application,  complaint,  or  dispute  respecting — 

Various  things,  among  which  are — 

nnjust  preference,  dificrimination,  or  extortion. 

The  Chaibman.  Is  there  any  positive  prohibition  of  those  things  by 
the  statutes! 

Mr.  Raymond.  Yes,  sir ;  I  will  read  them. 

Senator  Habbis.  I  would  suggest,  as  a  means  of  saving  time,  that 
Mr.  Raymond  furnish  the  statutes  to  the  stenographer  and  allow  them 
to  go  in  as  part  of  his  remarks. 

Mr.  Raymond.  I  will  do  so. 

The  statutes  are  as  follows : 

Sbc.  223.  Sabject  to  the  pro  visions  and  restrictions  in  this  and  in  the  special  act  con- 
tained, the  company  may,  by  by-laws,  or  the  directors,  if  thereunto  authorized  by  the 
by-laws,  may,  from  time  to  time,  fix  and  regulate  the  tolls  to  be  demanded  and  taken 
for  all  passengers  and  goods  transported  upon  the  railway,  or  any  steam-vessels  be- 
longing to  the  company. 

Sec.  224.  Such  tolls  may  be  fixed  either  for  the  whole  or  any  particular  portions 
of  the  railway ;  butallsnch  tolls  shall  always,  under  the  same  circumstances,  be 
charged  equally  to  all  persons,  and  at  the  same  rate,  whether  per  ton,  per  mile,  or 
otherwise,  in  respect  of  all  passengers  and  goods  and  railway  carriages  of  the  same 
description,  and  conveyed  or  propelled  by  a  like  railway  carriage  or  engine,  passing 
entirely  over  the  same  portion  of  the  line  of  railway  j  and  no  reduction  or  advance 
in  any  such  tolls  shall  be  made,  either  directly  or  indirectly,  in  favor  or  against  any 
particular  company  or  person  traveling  upon  or  using  the  railway. 

Sbc.  230.  The  company  shall  from  time  to  time  cause  to  be  printed  and  posted  up 
in  its  offices  and  any  other  place  where  the  tolls  are  to  be  collected,  in  some  conspic- 
nous  position,  a  printed  board  or  paper  exhibiting  all  the  rates  of  tolls  payable,  and 
particularizing  the  price  or  sum  of  monej*  to  be  charged  or  taken  for  the  carriage  of 
any  matter  or  thing. 

Sec.  232.  No  company  in  fixing  any  toll  or  rate  shall,  under  like  conditions  and 
circumstances,  make  any  unjust  or  partial  discrimination  between  different  local!- 
ties,  but  no  discrimination  between  localities,  which  by  reason  of  competition  by 
water  or  railway,  it  is  necessary  to  make  to  secure  traffic  shall  be  deemed  to  be  un- 
Jnst  or  partial. 

Skc.  237.  No  company  shall  make  or  g^ve  any  secret  special  toll,  rate,  rebate,  draw- 
back, or  concession  to  any  person,  and  every  company  shall,  on  the  demand  of  any 
person,  make  known  to  him  any  special  rate,  rebate,  drawback,  or  concession  given 
to  any  one. 

Sec.  240.  Every  company  shall,  according  to  its  power,  afford  all  reasonable  facil- 
ties  to  any  other  railway  company  for  the  receiving  and  forwarding  and  delivery 
of  traffic  upon  and  over  the  several  railways  belonging  to  ox  'tiqitVsaa.V^  %\\.0^  ^^\s^- 
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panies  respectively,  and  for  the  return  of  carriages^  tmcks,  and  other  vehicles,  and 
no  BQch*  company  shall  make  or  give  any  undue  or  unreasonable  preferenoe  or  adTao- 
tage  to  or  in  favor  of  any  particular  person  or  company ,  or  any  particular  descrip- 
tion of  traffic  in  any  respect  whatsoever,  nor  shall  any  such  company  subject  any 
particular  person  or  company,  or  any  particular  description  of  traffic  to  any  undue 
or  unreasonable  prejudice  or  disadvantage  iu  any  respect  whatsoever,  and  every  com- 
pany  which  has  or  works  a  railway  which  forms  part  of  a  continuous  line  of  railway 
or  which  intersects  any  other  railway,  or  which  has  any  terminus,  station,  or  wharf 
near  to  any  terminus,  station,  or  wharf  of  any  other  railway  shall  afford  all  dne  and 
reasonable  facilities  for  receiving  and  forwarding  by  its  railway  all  traffic  arriving 
by  such  other  railway  without  any  unreasonable  delay  and  without  any  sncb  prefer- 
ence or  advantage,  or  prejudice  or  disadvantage  as  aforesaid,  and  so  that  no  obstruc- 
tion is  offered  to  the  public  desirous  of  using  such  railway  as  a  continuous  line  of 
communication,  and  so  that  all  reasonable  accommodation  by  means  of  the  railways 
of  the  several  companies  is  at  all  times  afforded  to  the  public  in  that  behalf,  and  any 
agreement  made  between  any  two  or  mure  companies  contrary  to  this  section  ahall  be 
unlawful,  and  null  and  void. 

Mr.  Batmonb.  All  the  internal  affairs  of  the  Canadian  railroads  are 
substantially  governed  as  are  our  own,  and  if  the  Canadian  people  were 
being  imposed  npon  in  their  local  rates  for  the  privilege  of  permitting 
the  Canadian  roads  to  do  Amerioan  business  at  a  loss,  I  think  the  rail- 
way committee  of  Canada  would  have  plenty  of  complaints  before  them, 
and  until  that  is  shown,  the  vague  charge  that  they  are  so  doing  has  no 
weigbt. 

STATISTICS  OF  SEOEIPTS  AND  OPEBATINa  BXPENSBS. 

It  is  claimed  that  the  Canadian  roads  work  much  cheaper,  can  haul 
freight  cheaper  than  our  American  roads,  and  here  are  a  few  statistics 
bearing  on  that  question,  showing  the  percentage  of  the  working  ex- 
penses to  the  total  receipts  of  the  Canadian  lines,  and  showing  the 
number  of  train  miles  their  locomotives  haul  their  cars  as  compared  with 
the  number  of  train  miles  that  locomotives  haul  cars  on  the  American 
lines,  which  I  can  give  you  in  only  a  moment. 

These  are  what  are  called  Johnson's  Graphic  Statistics  of  Canada,  in 
which  all  the  statistics  are  given  in  diagrams  in  this  manner.  [Exhibit- 
ing.] 

Senator  Habbis.  Is  Mr.  Johnson  a  Canadian  official  t 

The  Chairman.  I  suppose  the  book  is  gotten  up  by  private  enter- 
prise t 

Mr.  Baymond.  Mr.  Oeorge  Johnson,  of  ( )ttawa,  is  the  compiler.  It 
covers  the  entire  bcr^iness  of  Canada,  all  classes  of  business,  the  rail- 
roads, of  course,  being  but  a  small  portion  of  it. 

The  number  of  train  miles  per  locomotive  in  Canada  is  20,094 ;  in  the 
United  States,  22,583. 

Senator  Beaoan.  Do  those  figures  apply  to  the  roads  in  the  United 
States  operated  by  Canadian  companies  t 

Mr.  Baymond.  No,  sir;  these  apply  to  roads  operated  in  Canada. 

Senator  Habbis.  Do  they  refer  to  all  the  Canadian  roads  t 

Mr.  Baymond.  Yes,  sir.  The  average  number  of  train  miles  run  by 
each  locomotive  in  Canada  is  20,094 ;  the  average  number  of  train  milea 
run  by  a  locomotive  in  the  United  States  is  22,583. 

Senator  Habbis.  This  is  the  mileage  of  each  locomotive  f 

Mr.  Raymond.  Yes,  sir;  showing  that  our  locomotives  do  a  great 
deal  more  work  than  those  of  the  Canadian  roads. 

Senator  Hiscogk.  In  what  period  do  the  locomotives  run  that  nnmber 
of  miles  f 

Mr.  Raymond.  These  figures  are  for  a  year.  Now,  the  earnings  for  a 
locomotive  iu  Canada  are  $31,150;  the  earnings  for  a  locomotive  in  the 
United  States  are  $41,480,  $10,000  more. 
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Senator  HiscoGE.  How  are  those  earniDgs  made  np  t  I  am  carioas 
to  know  what  elements  are  considered  in  making  np  the  earnings  of  a 
locomotive,  it  being  a  special  machine  by  itself, 

Mr.  liATMOND.  I  suppose  the  namber  of  cars  hauled  by  a  locomotive 
and  the  total  earnings  on  all  cars  hanled  are  taken  and  divided  by  the 
namber  of  locomotivjps  used  to  give  the  earnings  per  locomotive. 

Senator  BeagaN.  The  figures  of  earnings  and  miles  run,  etc.,  which 
you  have  given  are  for  what  yeart 

Mr.  Raymond.  This  is  the  report  for  1888 ;  it  goes  down  to  1888 ; 
includes  the  year  1887. 

The  Chairman.  You  mean  it  goes  down  to  1889,  do  you  nott 

Mr.  Batmond.  Ko,  sir ;  down  to  1888,  for  the  year  1887.  Now,  the 
percentages  of  gross  receipts  expended  in  working  the  railways  in  the 
United  States  and  those  in  Canada  for  the  year  1884 — all  countries  are 
given  bere,  Oermany,  England,  Bussia,  etc.,  but  I  suppose  you  do  not 
care  anything  about  them. 

The  ChAibman.  It  is  not  worth  while  to  spreadnt  out,  I  guess. 

Mr.  Baymond.  In  the  United  States  60.78  per  cent,  of  the  gross 
receipts  of  railroads  was  expended  in  working  the  roads.  In  Canada 
the  same  year  76.58  per  cent,  of  the  gross  receipts  was  expended  in 
working  the  roads, 

INOBEABE  of  business  on  CANADIAN  BOADS. 

Senator  Beagan.  Do  you  understand  that  there  has  been  a  very 
large  increase  in  the  business  of  the  Grand  Trunk  and  other  Canadian 
railroads  in  the  last  eighteen  months  that  would  modify  those  figures 
very  muchf 

Mr.  Batmond.  No,  sir.  When  the  committee  was  in  session  in  New 
York  it  was  stated  that  the  Grand  Trunk  was  taking  the  largest  pro- 
portion, larger  than  it  was  entitled  to,  of  the  tonnage  of  the  Central 
Traffic  Association — some  39  per  cent. — but  that  very  day  the  report 
for  that  week  showed  their  proportion  had  dropped  to  about  19  or  20  per 
cent. 

Senator  Habbis.  Do  you  mean  their  actual  business  f 

Mr.  Batmond.  Their  percentage  of  the  whole  traffic  out  of  Chicago. 

Senator  Habbis.  The  actual  tonnage  carried  by  the  Grand  Trunk 
amounted  to  19  or  20  per  cent,  t 

Mr.  Batmond.  Yes,  sir ;  as  against  39  per  cent,  for  the  previous 
week.  The  business  fluctuates ;  sometimes  the  Yanderbilts  carry  the 
largest  proportion,  sometimes  the  Pennsylvania  carries  the  largest; 
bat  the  average  has  not  changed  very  much.  The  Grand  Trunk  averages 
fi*om  18  to  20  per  cent. 

Senator  Habbis.  Have  yon  an  approximate  estimate  of  what  the 
percentage  of  tonnage  carried  on  the  Grand  Trunk  was  for  the  last  six 
months  f 

Mr.  Batmond.  No.  sir ;  I  have  not.  It  can  be  obtained  from  the 
Central  Traffic  Association.  Mr.  Blanchard  will  furnish  almost  any 
figures  bearing  on  those  subjects  for  which  you  may  call,  and  if  you 
were  to  ask  him  for  those  figures  he  would  carry  them  back  for  several 
years  and  tell  you  exactly  what  they  were. 

SUBSIDIES  TO  THE  CANADIAN  PACIFIC. 

Now,  Mr.  Nimmo  has  been  claiming — and  it  has  been  claimed  by 
various  others — that  the  Canadian  Government  has  given  the  Cana- 
dian Pacific  something  like  $215,000,000  in  subsidies.    It  may  be  in- 
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teresting  to  look  at  the  federal  debt  of  Canada,  in  vievT  of  those  fig- 
ares. 

The  federal  gross  debt  of  Canada  for  twenty  years  is  shown  in  this 
pamphlet,  and  I  can  give  any  particular  year  desired.  In  1881  the 
construction  of  the  Canadian  Pacific  road  was  begun.  The  net  debt  of 
Canada  at  that  time  was  $155,395^780 ;  in  1887/  after  the  Canadian 
Pacific  was  completed,  it  was  $227,313,911. 

Senator  Kbagan.  Does  that  embrace  credits  of  the  Dominion  Gov- 
ernment to  these  railroads  of  which  Mr.  Nimmo  spoke  t 

Mr.  ^ATMOWD.  Yes,  sir.  Under  the  title  of  "1887"  are  these 
words : 

Ten  mUlion  one  hundred  and  eighty-nine  thousand  five  hundred  and  twenty-one 
dollars  added  to  debt,  being  parohase  money  of  6,793,014  acres  from  the  Canadian 
Pacific. 

That  is  included  here.  Incladed  in  it  also  are  the  provincial  debts 
which  were  assnmed^during  that  time. 

Senator  HisoooK.  Did  Mr.  Nimmo  give  his  statement  in  detail  t 

Mr.  Satmond.  I  have  not  seen  it  in  detail. 

Senator  HisoooK.  1  think  he  did. 

The  Oh  AIRMAN.  The  statement  will  appear  in  his  paper,  I  suppose. 

Senator  Hiscjock.  It  wonld  be  more  satisfactory  to  question  the  items 
if  he  gives  them  in  detail. 

Mr.  Baymond.  If  his  figures  are  correct,  then  Canada  coald  not 
have  owed  a  cent  in  1881. 

Senator  Hisoogk.  If  he  gives  the  detail  of  each  loan  or  each  credit 
or  each  guarantee  it  would  he  more  satisfactory  to  show  that  the  state- 
ment, in  some  of  its  details,  is  untrue. 

Mr.  Rathonb.  I  think  it  could  easily  be  shown  to  be  untrue. 

Senator  Hisoock.  His  statement  has  been  published,  I  believe.  It 
is  in  detail  and  it  never  has  been  challenged. 

Mr.  Raymond.  I  think  Mr.  ^immo's  figures  have  never  been  chal- 
lenged, but  I  challenge  them  myself,  decidedly. 

Senator  HisooOK.  Mr.  Hickson  was  before  the  committee  in  New 
York  and  saw  the  statement,  and  there  did  not  seem  to  be  any  dispute 
about  the  figures. 

The  Chairman.  Mr.  Van  Home  questioned  some  of  the  items  in  the 
statement.    His  testimony  will  appear  in  full. 

Mr.  Raymond.  Mr.  Van  Home  claims  that  the  total  Government  aid 
received,  including  the  guarantee  of  the  interest  on  the  $15,000,000  to 
pay  for  relinquishing  the  monopoly  clause  in  Manitoba,  including  the 
Government  portion  of  the  Canadian  Pacific  road,  which  cost  the  Gov- 
ernment $35,000,000,  and  which  Mr.  Van  Home  estimated  not  to  be 
worth,  and  could  be  duplicated  for,  $12,000,000 — he  claims  that  the 
total  Government  aid  received  is  about  ninety  millions. 

The  Chaibman.  My  impression  is  Mr.  Van  Home  admitted  that  the 
Canadian  Pacific  received  aid  from  the  Government  to  the  amount  of 
$110,000,000  altogether.    I  am  not  very  certain  about  that,  however. 

Mr.  Raymond.  That  is  figuring  the  laud  grant  on  the  basis  of  $1JK) 
an  acre.  If  you  figure  it  higher  it  would  be  more.  The  higher  yon  fig- 
ure it  so  much  greater  you  would  make  it.  If  these  figures  are  correct 
the  aid  received  by  the  Canadian  Pacific  from  the  Dominion  Govern- 
ment from  the  time  the  road  was  begun  until  it  was  finished  was  only 
about  $90,000,000.  If  they  are  correct,  of  course  Mr.  Nimmo's  figures 
are  out  of  the  way  a  good  deal. 

Senator  Habsis.  Do  you  not  lose  sight  of  the  fact  that  the  Canadian 
Government  may  have  increased  or  diminished  its  debt  largely,  wholly 
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ind^'p^ndeDt  ot  any  subsidy  giveu  to  the  GaDadian  Pacific  or  any  other 
internal  improvement  enterprise! 

Mr.  Raymond.  Yes,  sir ;  they  may  have,  but  I  think  it  has  not  been 
claimed  that  anything  has  been  done  to  reduce  the  federal  debt  of  Can- 
ada since  it  began  to  subsidize  the  Csluadian  Pacifirt.  The  impression 
seems  to  be  that  the  Canadian  Government  is  running  wildly  into  debt 
for  this  railroad  corporation. 

Senator  Habbis.  It  does  not  seem  to  me  that  it  is  absolutely  conclu- 
sive as  to  the  amount  of  subsidy  given  by  the  Canadian  Gtovemme^t  ■ 
to  the  Canadian  Pacific  whether  the  federal  debt  has  increased  or  de- 
^  creased. 

Mr.  BatHHond.  That  is  true,  only  it  eihows  that  the  federal  debt  of 
'Canada,  if  these  figures  are  correct,  does  not  bear  out  the  claim  which 
has  been  made  as  to  the  enormous  amount  of  money  which  has  been 
given  to  this  railroad.  Here  is  just  one  other  set  of  statistics  bearing 
on  this  question,  which  I  will  give. 

YALUE  OF  CANADIAN  SEOXJBITIES. 

If  Canada  were  running  wildly  into  debt  and  getting  into  trouble  the 
price  of  her  securities  in  London  would  reflect  such  a  disastrous  condi- 
tion of  affairs.  But  in  1867  Canada  5  per  cent's  were  worth  86  in  Lon- 
don ;  in  1888  they  were  worth  118.  Her  4  per  cent's  were  worth  92  in 
1875,  and  116  in  1888.  Her  3^  per  cent's  were  worth  93  in  1885  and  100 
in  1888. 

Senator  Reagan.  In  which  class  of  securities  are  the  bonds  of  the 
Canadian  Pacific  found  T 

Mr.  Raymond.  That  I  do  not  know.  These  are  the  securities  issued 
by  the  Canadian  Government  from  time  to  time  bearing  these  different 
rates  of  interest.  The  Canadian  Qovernment  has  guaranteed  the  inter- 
est of  some  bonds  of  the  Canadian  Pacific,  but  I  do  not  understand  that 
tlie  Canadian  Government  has  issued  its  o^  bonds  for  the  purpose  of 
jgiving  the  proceeds  to  the  Canadian  Pacific. 

Senator  Reagan.  Would  they  not  be  classed  as  Cai^adian  securities  t 

Mr.  Raymond.  No,  sir ;  they  would  not  be  classed  as  Canadian  se- 

'curities,  but  the  figures  I  have  quoted  only  show  the  condition  of  the 

'Canadian  securities  in  London.    Thoy  go  to  show  that  in  London  they 

have  full  faith  in  Canadian  bonds.    They  show  that  if  the  Canadian 

'  Government  were  plunging  so  recklessly  into  debt  that  its  securities 

•  could  not  have  advanced  at  this  rate. 

Senator  Reagan.  The  reason  I  asked  the  question  was  this :  If  the 
:  securities  of  that  company  hiive  6  per  cent,  interest  guaranteed  by  the 
'  Canadian  Government,  would  not  that  account  in  a  large  measure  for 
.  the  increased  price  of  the  securities  f 

Mr.  Raymond.  I  do  not  understand  that  these  securities  are  Canadian 
Pacific  securities,  but  are  Canadian  Government  securities,  the  same  as 

•  our  tlnited  States  bonds. 

Senator  Reagan.  What  securities  are  referred  to  t 

Mr.  liAYMOND.  Here  is  the  loan  of  1869,  at  4  and  5  per  cent. ;  the  loan 
-  of  1873,  the  loan  of  1874,  the  loan  of  1875,  the  loan  of  1876,  the  loan  of 
1878,  and  the  loan  of  1879.  Now,  up  to  that  time  the  Canadian  Pacific 
.  road  had  not  been  begun. 

The  Chaibman.  There  is  nothing  in  the  table  you  have  which  shows 
^  anything  in  relation  to  Canadian  railroad  bonds  at  all. 

Mr.  Raymond.  No,  sir ;  but  tuese  are  the  Federal  bonds  of  the  Do- 
^minion  of  Canada^  the  same  as  our  United  States  bonds. 
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The  Ghaibman.  What  yoa  are  endeavoring  to  show  is  that  Canadian 
bonds  go  np  instead  of  down  t 

Mr.  Batmond.  Tes,  sir ;  that  the  credit  of  Canada  is  high. 

Senator  Reagan.  Woald  a  Jiability  of  Canada  be  stated  withoat 
showing  the  credit  that  she  gave  the  Canadian  Pacific  Railway  t 

Mr.  Raymond.  No,  sir;  but  any  purchaser  of  Canadian  Government 
bonds  in  London  would  consider  the  general  liabilities  of  the  Grovern- 
ment  in  making  his  investment,  and  if  he  is  willing  to  pay  116  or  118 
for  Canadian  Government  bonds  he  is  not  worrying  very  mnch  aboat 
the  condition  of  the  liabilities  of  the  Canadian  Government.  That  is 
all  it  shows. 

SUBSIDIES  TO  AMEBIOAN  BOADS. 

Now,  on  the  estimate  I  made  a  few  months  ago  that  the  Canadian 
Pacific  received  from  the  Canadian  Government  about  $90,000,000, 1 
think  it  is  fair  to  make  a  comparison  of  the  aid  the  Canadian  Pacific 
has  received  with  the  aid  given  the  Union  Pacific  by  our  own  country. 
If  the  sum  of  $90,000,000  is  about  the  right  figure  it  is  less  than  one- 
half,  according  to  Mr.  Patterson,  of  the  Pacific  Railway  Commission,  of 
the  amount  of  money  fraudulently  taken  from  the  Government  by  four 
men  alone  in  building  the  Union  Pacific  Railway.  It  is  less  money  than 
the  fictitious  capital  sworn  to  by  four  men,  the  affidavits  of  whom  are 
on  file  in  the  city  of  Washington  to-day.  Certain  men,  and  one  of  them 
a  United  States  Senator,  make  affidavit  as  to  the  amount  of  money 
capital  stock  paid  in  for  the  Union  Pacific  Railway.  They  make  it 
$97,000,000,  while  Mr.  Patterson,  in  his  investigation,  claims  that  the 
amount  actually  paid  in  was  $1,750,000.  This  shows  that  these  affidav- 
its were  false  to  the  extent  of  more  money  than  the  entire  aid  received 
from  the  Canadian  Government  by  the  Canadian  Pacific  Railway. 
Mr.  Patterson  shows  in  his  report  that  the  excess  freight  charged  the 
patrons  of  the  Union  Pacific  Railway  Company  every  year,  and  still 
being  charged,  is  over  $^000,000,  .duo  to  the  dishonest  methods  by 
which  that  road  was  built. 

Senator  HiscooK.  Why  do  you  take  the  minority  report  f  Why  do 
you  not  take  the  majority  report,  if  you  choose  to  attack  this  railway! 

Mr.  Raymond.  I  take  Mr.  Patterson's  report  and  I  rely  upon  his 
statements;  if  they  are  untrue,  of  course  they  have  no  weight. 

Senator  Hiscoos:.  I  do  not  wish  to  go  into  an  examination  in  refer- 
ence to  these  matters,  but  I  submit  to  you  whether  it  would  not  be 
more  just  to  take  the  majority  report  instead  of  the  minority  .report  on 
thojse  questions. 

Mr.  Raymond.  Is  there  any  dispute  about  those  figures! 

Senator  Hisgogk.  I  do  not  want  to  take  the  time  to  go  into  this  mat- 
ter, because  I  think  it  foreign  to  this  investigation.  But  I  only  c^ll 
your  attention  to  the  fact  that  a  majority  and  a  minority  report  were 
made,  and  you  base  your  judgment  on  the  minority  report. 

Mr.  Raymond.  I  understood  that  the  majority  rex>ort  referred  to  a 
certain  course  of  procedure  being  desirable  and  the  minority  reported 
that  another  course  of  procedure  was  desirable,  and  that  practically 
the  only  difference  was  with  respect  to  the  course  to  be  pursued. 

Senator  Hisgogk.  Have  you  read  the  majority  report! 

Mr.  Raymond.  Not  in  detail.  However,'  if  these  statements  are  not 
true,  Mr.  Patterson  has  stated  untruths,  [f  his  statements  are  true,  it 
seems  to  mo  that  it  comes  with  ill  grace  from  the  Union  Pacific  Rail- 
road Company  to  demand  that  the  competition  of  the  Canadian  Pacific, 
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which  has  conferred  more  or  less  bcDefit  apon  the  AmericaD  people, 
should  be  cut  oft'  through  the  action  of  the  United  States  Government, 

The  Chaibman.  Mr.  Adams  did  not  make  any  admission  of  that 
kind.  On  the  contrary,  he  intimated  that  he  did  not  think  the  Cana- 
dian roads  were  doing  his  lines  any  substantial  damage. 

Mr.  Baymond.  Did  not  Mr.  Mellen  f 

The  Chaibman.  Mr.  Mellen  talked  somewhat  differently.  He  is  the 
traffic  manager. 

Mr.  Batmond.  Tes,  sir ;  and  vice-president.  J  think  Mr.  Adamses 
statement  in  New  York  was  exceedingly  fair,  and  I  think  Mr.  Mellen's 
testimony  was  exceedingly  unfair.  These  facts  being  open  to  the  pub- 
lic for  examination  through  this  report  made  by  the  Pacific  Bailway 
Commission,  I  think  it  is  also  right  that  these  facts  should  be  brought 
out  and  put  nn  record  in  this  investigation^  because  comparatively  ^w 
people  of  the  whole  number  can  wade  through  the  report  of  the  Pacific 
Bailway  Commission. 

It  is  the  blackest  crime,  according  to  Mr.  Patterson,  that  I  ever  heard 
of.  The  Northern  Pacific  received  46,000,000  acres  of  land  for  its  sub- 
sidy. The  Northern  Pacific  was  a  cheaper  road  to  build  and  a  much 
less  expensive  road  in  every  respect  than  the  Canadian  Pacific  and  the 
other  Pacific  railroads.  We  all  know  what  help  they  have  received.  I 
only  refer  to  that  on  the  ground  that  the  mere^tjceptance  or  receiving 
of  Government  aid  ought  not  to  be  a  factor  in  considering  the  advisa- 
bility of  cutting  off  the  Canadian  roads  from  American  traffic. 

Senator  Beagan.  There  was  a  gentleman  before  us  the  other  day  in 
Boston  who  spoke  of  the  much  higher  grades  on  the  Northern  Pacific 
than  on  the  Canadian  Pacific.  Have  you  information  that  shows  you 
that  it  cost  less  to  construct  the  Northern  Pacific  than  it  did  to  construct 
the  Canadian  Pacific,  or  vice  versa  f 

Mr.  Baymond.  I  can  not  give  figures.  I  only  know  what  Mr.  Van 
Home  claims,  and  I  can  not  go  any  further  than  his  authority  for  it, 
that  it  cost  more  to  build  the  200  miles  of  the  Canadian  Pacific  road 
north  of  Lake  Superior  than  to  build  any  800  miles  on  the  Northern 
Pacific.    Mr.  Van  Home  claims  that. 

The  Chairman.  The  road  was  built  before  he  was  connected  with  it. 
I  believe  he  has  only  been  president  a  brief  time,  and  I  think  he  has 
not  been  connected  with  the  road  very  long. 
*  Mr.  Batmond.  I  could  not  answer  as  to  those  facts. 

THE  TRANSCONTINENTAL  TRAFFIC 

The  American  transcontinental  roads  are  complaining  of  the  diver- 
sion of  American  traffic  by  the  Canadian  Pacific  Bailroad  Company. 
The  figures  show,  and  I  believe  this  committee  has  them  in  its  posses- 
sion, that  of  the  total  transcontinental  tonnage  from  San  Francisco, 
the  Canadian  Pacific  carried  from  San  Francisco,  via  Vancouver  and 
around  into  American  ports  again,  only  I^  per  cent,  in  the  year  ending 
January  1, 1889,  and  that  the  earnings  of  the  Canadian  Pacific  were 
only  H  per  cent,  of  the  total  earnings  of  the  transcontinental  lines. 
That  is  the  tremendous  diversion  of  business  that  is  breaking  up  the 
American  transcontinental  lines. 

As  to  the  business  that  is  going  over  the  Canadian  Pacific  from  Asia, 
J  do  not  see,  if  the  Canadian  lines  are  cut  off  from  any  bonding  system 
in  transit,  how  that  is  going  to  affect  it.  All  that  business  pays  duty 
at  the  American  border  anyway.  You  could  not  prevent  the  Canadian 
Pacific  from  delivering  that  Asiatic  merchandise  at  Newport,  Yt.,  for 
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uiBtanoe,  to  the  Boston  and  Maine  Eailroad,  or  to  whatever  road  it  con- 
nects with  at  that  point,  short  of  patting  an  embargo  on  doing  basinesff* 
with  Canada.  They  have  a  right  to  deUver  goods  here  if  they  conform 
to  onr  regnlations.  Neither  could  yon  prevent  the  American  lines  from 
delivering  to  their  Canadian  connections  at  Newport  our  domestic 
manufactures  in  Canad^w  bound  for  China  and  Japan.  So  it  seems  to 
me  that  the  diversion  of  the  Asiatic  trade  over  the  Canadian  Pacific 
has  no  effect  whatever  on  this  transit  in  bond  question,  and  if  the 
Canadian  roads  take  from  the  American  transcontinental  lines  eveij ' 
dollar  of  their  business  it  would  be  no  reason  for  cutting  thedi  off  from 
the  transit  in  bond  system.  You  could  not  prevent  them  from  doing 
that  business  anyway. 

The  Chairman.  Not  unless  we  prohibited  the  goods  from  coming 
into  the  country  at  all. 

Mr.  Raymond.  Yes;  unless  you  put  an  embargo  on  the  Canadian 
business,  and  that  means  war.  It  seems  to  me  that  the  strongest  argu- 
ment made  against  the  claim  that  the  Canadian  f^acific  is  able  to  com- 
pete by  reason  of  the  great  subsidies  it  has  received  is  in  this  fact, 
that  there  are  several  other  transcontinental  lines  now  projected. 
What  is  known  as  the  Jim  Hill  system,  and  the  St.  Paul,  Minneapolis 
and  Manitoba  system,  are  rapidly  pushing  their  lines  to  the  Pacific 
coast.  Mr.  Hill  suggested  it  in  New  York,  and  I  remember  the  chair- 
man asked  him  which  point  on  the  Pacific  coast  he  was  going  to  touch, 
and  he  declined  to  name  the  point.  The  Illinois  Central  is  considering 
the  advisability  of,  and  it  is  reported  has  partly  arranged  to  push  its 
line  through  to  the  Pacific 

The  Chairman.  From  what  point  t 

Mr.  Baymond.  I  can  not  tell  you  from  what  point,  but  from  their 
extreme  western  point,  I  take  it. 

The  Chairman.  Sioux  City  is  where  they  stop  now,  I  believe. 

Mr.  Batmonb.  Yes,  sir,  I  believe  that  is  the  place. 

THE  NOIU^HEBN  PACIFIC'S  CANADIAN  LINE. 

The  Northern  Pacific  itself,  one  of  our  American  transcontinental 
lines,  has  just  purchased  the  Northwestern  Central  of  Canada,  which  it 
proposes  to  extend  to  Skeena  Bay,  on  the  Pacific,  up  through  the  Sas- 
katchewan Valley,  striking  the  Pacific  at  Skeena  Bay,  about  50  miles 
below  the  Alaska  border. 

The  Chairman.  Which  is  about  how  far  from  their  present  ter- 
minus t 

Mr.  Baymond.  I  do  not  know ;  600  or  700  miles,  is  it  not  t 

The  Chairman.  I  really  do  not  know. 

Mr.  Batmond.  Skeena  Bay  is  about  50  miles  below  the  Alaska  bor- 
der. There  are  now  two  lines  competing  for  this  transcontinental  busi- 
ness, and  the  competition  of  this  business  will  be  entirely  destroyed  if 
the  Canadian  Pacific  is  cut  off.  It  seems  to  me  the  question  of  sut^idy 
does  not  enter  into  the  matter. 

The  Chairman.  Our  roads  are  running  into  Canada  as  an  ofiGset  to 
the  Canadian  roads  running  into  our  country. 

Mr.  Baymond.  Yes.  It  seems  to  me  the  subsidy  question  disappears 
in  the  face  of  those  matters. 

Senator  Beagan.  You  spoke  of  a  road  which  was  to  run  from  the 
Northern  Pacific  across  the  border  to  a  point  north  of  the  Canadian 
Pacific.    I  wish  you  would  explain  more  fully  as  to  that  road. 

Mr.  Baymond.  The  Northern  Pacific  has  recently  purchased  the 
Northwestern  Central  Bailroad  of  Canada,  the  preseuit  tarminus  ol 
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^hich  is  about  250  or  300  miles  we^t  of  Winnipeg,  I  think,  and  tfaey 
propose  to  extend  that  line  through  the  Saskatchewan  Valley  north- 
westerly to  the  Paoific  coast,  terminating  at  Skeena  Bay. 

Senator  Beagan.  We  have  had  statements  given  before  us  to  the 
effect  that  the  Canadian  Government  had  forbidden  the  building  of  any 
road  within  60  miles  of  the  Canadian  Pacific  Railroad. 

Mr.  Raymond.  This  route  is  farther  than  60  miles  from  the  Canadian 
Paqific  It  is  a  Canadian  corporation,  and  the  line  was  purchased  by 
this  American  corporation,  which  will  operate  it  undoubtedly  under  the 
Canadian  charter. 

TheCHAiBMAN.  There  was  a  prohibition  or  embargo  against  build- 
ing a  road  on  .either  side  within  60  miles  of  the  Canadian  Pacific  Road, 
but  they  yjeld  as  to  that,  as  I  understand  it,  and  will  allow  this  pro-^ 
posed  road  to  run  into  that  country. 

Senator  Reagan.  They  gave  way  with  respect  to  Winnipeg.  That 
was  understood  to  be  a  special  thing,  and  to  open  up  and  develop  Win- 
nipeg tKe  Dominion  gave  to  the  Canadian  Pacific  a  large  amount  of 
money. 

Senator  Habbis.  I  understand  Mr.  Raymond  to  say  that  this  new 
road  of  which  we  are  now  speaking  is  more  than  60  miles  from  the  line . 
of  the  Canadian  Pacific. 

Senator  Reagan.  From  the  Northern  Pacific  to  a  point  north  of  the 
Canadian  Pacific  they  would  have  to  run  across  the  Canadian  Pacific 
road. 

Senator  Habbis.  Certainly. 

Mr.  Rathond.  I  have  here  a  map  of  the  Canadian  Pacific  road,  and 
I  think  I  could  show  you  about  the  location.    [Exhibiting.] 

MAIL  subsidies  OOMPABED. 

In  regard  to  the  mail  subsidies  that  are  granted  to  the  Canadian 
Pacific,  and  I  suppose  to  the  Orand  Trunk,  for  all  I  know,  the  Ameri- 
can Government  pays  the  American  railroads  $20,000,000  a  year  to 
carry  the  mails.  I  suppose  the  Canadian  Government  pays 'its  roads 
£or  carrying  the  mails  in  the  same  way,  and  a  mail  subsidy  to  a  Cana- 
dian road  is  no  more  a  menace  to  American  transportation  interests 
than  is  a  mail  subsidy  to  American  roads  a  menace  to  Canadian  trans- 
portation. I  think  the  mail  subsidy  question  has  small  bearing  on  the 
main  question  of  cutting  off  the  Canadian  roads. 

I  do  not  know  whether  this  committee  cares  to  hear  any  discussion 
of  the  long  and  short  haul  clause,  or  the  question  of  pooling,  that  has 
been  brought  into  these  investigations. 

BAILBOAD  FACILITIES  OF  DETBOIT. 

The  Chaibman.  That  is  hardly  within  our  authority.  You  may  give 
the  committee  the  exact  number  and  names  of  roads  which  accommo- 
date your  people  here — American  or  Canadian  roads.  Give  us  a  list  of 
the  lines  that  come  into  Detroit,  or  are  in  any  way  used  by  your  people. 

Mr.  Raymond.  Beginning  with  the  American  roads  on  the  south,  we 
have  a  branch  of  the  Lake  Shore  and  Michigan  Southern  from  Toledo. 

The  Chaibman.  What  is  the  length  of  itt 

Mr.  Raymond.  About  60  or  65  miles. 

The  Chaibman.  And  that  is  entirely  on  American  soil  t 

Mr.  Raymond.  Yes,  sir. 

The  Chaibman.  What  other  road  have  you  on  American  soil  t 
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Mr.  Baymonb.  We  have  the  Wabash  Bail  way,  which  rans  from  here 
to  Kausa^s  City,  under  the  new  reorganization  of  the  Wabash  Company. 

The  Ghaibman.  If  yon  want  to  go  east  from  Detroit  where  does  that 
road  take  yon  t 

Mr.  Baymond.  It  does  not  go  east  from  here. 

The  Ohaibman.  Do  yon  not  have  a  Wabash  connection  ftom  here  to 
Toledo  f 

Mr.  Baymond.  There  is  a  roundabout  connection,  but  it  is  seldom 
used. 

The  Ghaibman.  What  other  connections  entirely  on  American  soil 
have  you  if  you  want  to  go  east  t  * 

Mr.  Baymond.  None  but  the  Vanderbilt  roads — the  Lake  Shore  and 
the  Michigan  Gentral. 

The  Ghaibman.  And  that  is  all  f 

Mr.  Baymond.  Yes,  sir ;  that  is  alL  We  could  get  to  Toledo  by  this 
roundabout  Wabash  route,  but  the  Wabash,  when  it  gets  there,  would 
connect  with  the  Vanderbilt  lines. 

The  Ghaibman.  Have  you  any  line  that  yon  can  use  to  good  advan- 
tage in  going  east  except  this  short  road  fh)m  here  to  Toledo,  where  yon 
strike  the  Lake  Shore  roadt 

Mr.  Baymond.  No,  sir ;  we  have  no  outlet  for  business  except  the 
Ganadian  lines  aside  from  these  two  I  have  named. 

The  Ghaibman.  Do  you  call  the  Michigan  Gentral  a  Ganadian  liuef 

Mr.  Baymond.  Tes,  sir ;  we  do ;  that  is,  the  southern  division  of  it 

The  Ghaibman.  So  that  the  eastern  outlet  for  your  people  is  by  way 
of  Ganada  t 

Mr.  Baymond.  Yes,  sir. 

The  Ghaibman.  You  strike  the  New  York  Gentral  at  Buffalo! 

Mr.  Baymond.  Yes,  sir ;  and  at  the  bridge  we  strike  the  New  Yoric 
Gentral,  the  Delaware,  Lackawanna  and  Western,  the  Lehigh  Valley, 
and  the  West  Shore. 

The  Ghaibman.  What  is  the  distance  from  here  to  the  Ganadian 
border  by  the  Michigan  Gentral  t 

Mr.  Baymond.  About  229  miles. 

The  Ghaibman.  How  nearly  does  that  one  road  come  to  being  suffi- 
cient to  accommodate  the  commercial  interests  of  this  community  t 

Mr.  Baymond.  Do  you  refer  to  the  Michigan  Gentral  t 

The  Ghaibman.  Yes. 

Mr.  Baymond.  The  Michigan  Gentral  road  carries  across  the  river 
here  back  and  forth  about  twice  as  mnch  freight  as  does  the  Grand 
Trunk. 

The  Ghaibman.  You  have  a  Grand  Trunk  connection  here  t 

Mr.  Baymond.  Yes,  sir. 

The  Ghaibman.  Where  does  it  strike  the  Grand  Trunk  proper  t 

Mr.  Baymond.  There  are  two  ways  out  of  Detroit  to  the  Grand  Trunk ; 
one  is  by  way  of  Port  Huron,  and  the  other  is  directly  east  from  here, 
crossing  the  river  on  the  ferry  and  going  directly  to  the  Niagara  fron- 
tier. 

The  Ghaibman.  And  not  striking  the  Grand  Trunk  proper  t 

Mr.  Baymond.  And  not  striking  the  main  line.  The  main  line  runs 
from  Toronto  to  Port  Huron.  This  division  I  speak  of  runs  from  Wind- 
sor to  Detroit. 

The  Ghaibman.  So  you  use  that  as  a  Ganadian  road  t 

Mr.  Baymond.  Yes,  sir. 

The  Ghaibman.  And  then  you  can  run  up  to  Port  Huron  and  strike 
the  main  line. 
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Mr.  Batmond.  Tea,  sir ;  and  go  east  to  Buffalo  over  that  line. 

The  Ghaibsian.  Have  yon  any  other  eastern  outlet  by  rail  t 

Mr.  Eayhond.  The  Canada  Boutheru  division  of  the  Michigan  Cen- 
tral.   We  have  no  outlets  east  except  across  Canadian  territory. 

The  Chairman.  And  this  little  road  running  to  Toledo  t 

Mr.  Batmond.  Yes,  sir. 

The  Chairman.  So  yon  wonid  be  badly  bottled  up  if  the  Canadian 
roa;d«  were  cut  off  t 
.  Mr.  Batmond.  Yes,  sir;  I  think  it  would  practically  destroy  the  city 
of  Detroit  for  business  purposes.    Detroit  would  make  a  good  summer 
resort. 

The  Chairman.  On  the  assumption  that  yon  have  sufficient  facilities 
on  American  soil  for  transportation,  do  you  think  the  Cana'dian  roads 
have  the  effect  of  enabling  Detroit  to  secure  very  much  cheaper  trans- 
portation rates  than  otherwise  would  be  the  case  t 

Mr.  Batmond.  The  effect  upon  Detroit  of  cutting  off  the  Canadian 
roads,  even  if  the  facilities,  so  far  as  traickage  and  motive-jiower,  etc., 
are.  concerned  were  equal  to  the  demands,  would  be  just  about  the  same, 
because  the  Michigan  Central  Bailroad  Company,  incase  these  Cana- 
dian lines  were  cut  off,  would  build  a  branch  from  its  main  line  perhaps 
60  or  60  miles  at  some  desirable  point  west  of  Detroit  directly  across 
to  Toledo,  which  would  place  Detroit  at  the  end  of  two  plug  lines 
of  road  and  entirely  out  of  the  main  chapnel  of  business.  The  main 
line  oi  the  Michigan  Central  would  run  down  to  a  point  as  one  plug 
road  and  the  Grand  Trunk  wou]d  be  running  as  another  plug  road. 
There  would  be  no  business  for  the  railroads  to  haul  to  Detroit  except 
at  a  local  rate  from  Toledo,  or  at  a  rate  in  addition  to  a  rate  that  they 
would  receive  in  hauling  business  to  Toledo.  It  would  be  the  same  on 
business  going  into  and  out  of  Detroit  from  and  to  the  West.  Putting 
even  a  small  arbitrary  on  the  business  out  of  Detroit  would  destroy  our 
jobbing  business  and  our  grain  business  in  so  far  as  they  depend  on 
railros^s,  and  Detroit  would  cease  to  be  a  distributing  point  for  mer- 
chandise.   That  is  undoubtedly  so. 

Thd  Chairman.  Do  your  people  here  know  anything  about  an  ar- 
rangement by  which  the  Canadian  roads  get  a  differential  T 

Mr.  Batmond.  I  do  not  think  the  Canadian  roads  get  a  differential 
on  Detroit  business ;  they  do  on  business  I  believe  from  Chicago.  I  do 
not  know  positively,  however,  whether  they  do  or  not.  I  think  all  the 
rates  are  uniform.^ 

The  Chairman.  Is  there  any  understanding  or  combination  by 
which  the  same  rates  are  given  to  you  business  gentlemen  here  on  all 
the  roads  going  east  t 

Mr.  Batmond.  They  give  the  rates  that  are  designated  on  their  pub- 
lished tariffs. 

The  Chairman.  They  are  all  alike  t 

Mr.  Batmond.  Yes,  sir. 

The  Chairman.  So  that  the  American  roads  are  charging  just  the 
same  as  the  Canadian  roads,  and  vice  vetsa, 

Mr.  Batmond.  Yes,  sir ;  I  think  the  experience  of  merchants  here  is 
much  as  my  experience  was  while  I  was  engaged  in  the  shipping  trade 
largely  for  a  good  many  years,  namely,  that  the  Grand  Trunk  was  the 
most  inclined  to  favor  the  local  interests. 

The  Chairman.  What  do  yon  mean  by  <^  local  interests  t "  The  local 
interests  of  Detroit  t 

Mr.  Batmond.  Yes,  sir. 
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The  GHAiRiiAN.  What  percentage  of  the  commerce  here  is  carried 
by  rail  and  what  percentage  by  water  t 

Mr.  Baymond.  The  percentage  carried  by  water  is  insignificant,  ex- 
cept, of  course,  dnring  certain  periods  of  the  year.  In  the  fall  there 
are  large  shipments  of  wheat  by  water,  bat  the  merchandise  is  carried 
nearly  altogether  by  rail. 

The  Chairman.  For  the  local  trade  t 

Mr.  Baymond.  Yes,  sir ;  and  for  the  distributing  trade.  There  are 
no  regular  lake  lines  running  between  Detroit  and  Buffalo  carrying 
traffic  to  amount  to  anything.  ^ 

The  Chairman.  Vast  shipments  come  through  Detroit  to  the  east,  do 
they  not ! 

Mr.  Baymond.  Yes,  sir;  to  the  east  and  west  both. 

The  Chairman.  I  suppose  large  shipments  of  grain  and  everything 
elset 

Mr.  Baymond.  Yes,  sir. 

The  Chairman.  Does  the  Michigan  GentraFs  traffic  both  east  and 
west  cross  the  border  at  this  point — I  mean  by  watort 

Mr.  U  aymond.  O,  yes ;  the  entire  npper-lake  traffic  for  Buffalo  or  for 
St.  Lawrence  ports  passes  our  city  front. 

The  Chairman.  How  near  do  the  shipments  from  Duluth  by  water 
pass  this  city  f 

Mr.  Baymond.  All  upper-lake  shipments  pass  this  point. 

The  Chairman.  So  that  it'm  ust  be  a  very  great  thoroughfare  by  water 
of  shipments  from  farther  west  f 

Mr.  Baymond.  Yes,  sir.  A  great  deal  more*  traffic,  several  times 
more,  passes  here  than  passes  through  the  Suez  Canal. 

The  Chairman.  Do  you  suppose,  if  the  same  restrictions  could  by 
any  means — I  am  not  saying  that  it  can  be  done  by  act  of  Congress  at 
all,  but  suppose  by  any  arrangement  between  the  two  governments 
the  same  regulations  should  prevail  in  both  countries  as  now  prevail  in 
this  country,  do  you  suppose  it  would  injure  your  commerce  any  f 

Mr.  Baymond.  I  can  not  see  that  it  would.  I  think  the  same  regula- 
tions exist  in  both  countries  to-day  practically. 

TheCHAiRMAN.  You  think  that  the  regulations  existing  in  this  country 
today  and  those  existing  in  Canada  are  nearly  the  same f 

Mr.  Baymond.  Yes,  sir.  I  have  not  seen  -any  one  who  has  shown 
wherein  they  are  different. 

the  short-haul  question. 

The  Chairman.  It  is  alleged  some  times  that  the  American  railroads 
are  restricted  by  virtue  of  the  long  and  short  haul  clause,  et<>.,  from  re- 
couping on  local  traffic,  and  that  in  that  respect  the  Canadian  roads, 
not  being  so  restrained,  can  recoup  and  thereby  get  an  advantage.  '  Do 
you  know  whether  anything  of  that  kind  is  being  done  f 

Mr.  Baymond.  I  do  not  think  there  is,  and  Id  my  earlier  remarks 
gave  my  understanding  of  that  I  think  Mr.  Hickson  testified  before 
your  committee  in  New  York  that  if  the  long-haul  traffic  were  1mp^>fi^ 
able  they  would  not  take  it  at  all.  The  trouble  about  the  long  aud 
short  haul  clause,  it  seems  to  me,  is  this :  When  the  agitation  for  some 
regulatiou  of  the  railways  began,  and  Senator  Beagan  was  formulating 
his  first  bill,  it  was  ou  the  basis  that  the  railroad  companies  made 
no  money  on  the  long  haul,  but  made  all  their  profits  on  the  local 
business,  and  recoup^  on  the  local  business  for  the  loss  sustained 
on  the  long  haul.    That  was  a  false  statement  by  the  lailroads.    That 
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was  the  statement  the  railroads  always  made  when  a  local  shipper 
came  to  them  and  said,  '<  Yon  are  haaling  500  or  600  miles  for  5  or 
6  cents  a  hundred,  but  you  want  to  charge  me  for  only  200  miles 
10  cents  per  hnndred."  The  railroad  invariably  replied,  when  they 
were  questioned  about  that,  '<  That  is  where  we  make  our  money. 
We  would  not  make  any  money' if  it  were  not  for  this  local  business. 
We  are  doing  through  business  merely  to  keep  our  cars  in  motion." 

That  is  the  basis  on  which  the  law  was  enacted.  The  railroads  told 
an  untruth,  and  subsequent  events  have  confirmed  what  I  say,  I  think, 
that  the  long-haul  rates,  since  the  passage  of  the  interstate-commerce 
act,  have  not  been  advanced,  but  the  short-haul  rates  have  all  been 
lowered. 

Senator  Habbis.  Have  the  long-haul  rates  been  reduced  since  the 
passage  of  the  interstate-commerce  act  t 

Mr.  Bayhond.  They  are  about  the  average.  Short-haul  rates  have 
all  been  reduced,  or  nearly  so.  The  railroads  are  now  beginning  to 
acknowledge,  and  they  so  state  in  their  cases  before  the  Interstate 
Commerce  Commission,  that  the  profit  is  on  the  long  haul,  and  that  the 
expense  of  doing  business  diminishes  per  ton  per  mile  with  the  dis- 
tance. 

The  Chairman.  That  is  a  very  dear  proposition,  too,  I  reckon  t 

Mr.  Eaymond.  Yes,  sir ;  it  is. 

The  Chaibman.  So  you  think  the  long  and  short  haul  clause  does  not 
cut  very  much  figure  t  • 

Mr.  Bayhond.  No,  sir. 

THE  SHUTTING  OUT  OF  OANADIAN  BOADS. 

Senator  HisoooK.  Do  you  understand  that  anybody  wants  to  pro- 
hibit Canadian  trunk  lines  doing  business  in  this  country  f 

Mr.  Bayhond.  There  can  be  but  one  inter^t  that  desires  them  cut 
off. 

Senator  HisoooK.  I  am  not  asking  you  to  speculate  on  it.  You  have 
made  an  argument  here  on  the  assumption  that  some  one  was  trying  to 
do  that  very  thing.    Have  you  any  evidence  of  that  factf 

Mr.  Bayhond.  The  only  evidence  that  anybody  desires  the  Cana- 
dian roads  cut  off,  if  anybody  wants  evidence,  it  seems  to  me,  must 
come  from  the  competing,  railroad  interests  in  America. 

Senator  HisoooK.  Have  you  seen  the  evidence  of  any  one  who  wanted 
to  cut  off  the  Canadian  roads  t 

Mr.  Bayhond.  Well,  no  American  railroad  manager  has  stated  in 
terms  that  he  wanted  it  done. 

Senator  Hisoocs.  Has  any  one  inferentially  asked  it  t 

Mr.  Bayhond.  It  seems  to  me  that  if  it  had  not  been  inferentially 
asked  this  committee  would  not  have  been  appointed  to  investigate 
.whether  it  should  be  done. 

Senator  HisoooK.  You  have  not  seen  any  published  statement,  or 
any  statement  on  the  part  of  any  one,  asking  or  suggesting  it,  have 
yon  f    I  say  frankly  I  have  not. 

Mr.  Bayhond.  I  have  not,  in  so  many  words. 

Senator  HiscooK.  But  I  would  not  even  qualify  it  by  saying  <^  in  so 
many  words."  Have  you  heard  or  seen  any  argument  from  which  that 
deduction  could  be  drawn!  Have  you  heard  of  any  argument  on  the 
part  of  any  American  trunk  line  asking  to  eliminate,  or  destroy,  or  pro- 
hibit competition  by  the  Canadian  railroads  t 
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Mr.  IlATMOND.  I  think  it  was  pretty  clearly  demanded  by  Mr.  Towne, 
of  the  Southern  Pacific  road,  at  San  Francisco,  and  by  Mr.  Melleu,  of 
the  Union  Pacific  road. 

Senator  Hisoogk.  I  do  not  know  about  Mr.  Towne,  of  San  Francisco. 

Mr.  llAYMOND.  I  80  understood  Mr.  Mellen  and  Mr.  Bliss,  who  were 
before  yoar  committee  in  Boston.  I  think  many  of  the  railroad  mana- 
gers do  not  in  terms  ask  it,  but  still  are  in  favor  of  it. 

Senator  Hisoooe.  I  say  frankly  that  I  have  not  heard  such  an  argu- 
ment made  on  the  part  of  Mr.  Bliss,  or  anybody  else,  nor  even  heard 'it 
suggested.    Have  you  beard  anybody  even  suggest  it  t 

Mr.  Batmond.  Mr.  Nimmo,  of  course,  is  not  a  railroad  man.  Gen- 
eral Wilson,  of  Delaware,  started  this  agitation.  He  is  not  at  ]>re8eiit 
a  railroad  man,  although  he  is  an  ex-railroad  man,  and  is  verj'  intimate 
with  railroad  iuterests. 

Senator  HiSGOGK.  His  theory  in  advancing  this  question  was  not 
with  reference  to  the  railroads  at  all,  but  with  the  idea  of  securing  gov- 
ernmental assistance  to  build  up  Canada  and  procure  its  mine^zatiou. 
Have  you  ever  seen  any  evidence  on  the  ]>art  of  the  Vanderbilt  system 
that  they  wanted  the  Canadian  roads  eliminated  or  cat  off? 

Mr.  Batmond.  I  think  the  most  bitter  complaints  made  before  this 
committee  against  Canadian  competition  interfering  with  the  business 
of  the  American  roads  and  destroying  it,  etc.,  have  been  made  by  the 
Michigan  Central  and  the  Lake  Shore  interests,  which  ari)  Vanderbilt 
interests. 

Senator  Hisgoge.  When  were  such  complaints  made  t 

Mr.  Baymond.  When  the  committee  was  in  New  York. 

Senator  Hisgogk.  Did  representatives  of  those  roads  make  arga- 
ments  in  favor  of  destroying  or  prohibiting  Canadian  competition,  or 
even  suggest  it  t 

Mr.  Batmond.  I  think  it  was  very  clearly  suggested.  I  can  not  re- 
call the  words,  but  it  seems  to  me  it  waia  very  clearly  suggested,  or  else 
why  the  bitterness  of  the  complaint  f  This  committee  is  investigating 
the  desirability  of  such  legislation. 

Senator  HiSGOOK.  Do  you  not  understand  this,  that  the  American 
trunk  lines,  in  the  arrangement  between  the  roads,  give  to  the  Canadian 
trunk  lines  a  differential  rate  on  freight  both  ways,  if  they  choose  to 
adopt  it! 

Mr.  Baymond.  Yes,  sir^  and  the  Canadian  roads  give  the  American 
lines  the  same  differential. 

Senator  Hisoogk.  The  Canadian  trunk  lines  are  allowed  a  differential, 
but  on  east-bound  freight  the  Canadian  trunk  lines  do  not  choose  to 
adopt  it;  they  maintain  standard  rates. 

Mr.  Baymond.  I  do  not  think  a  differential  is  allowed  the  Canadian 
roads  on  east-bound  freight. 

Senator  Hisgook.  The  evidence  is  that  the  Canadian  roads  can  use 
it  east-bound,  if  they  choose.  Governor  Smith,  of  Vermont,  said  that 
was  the  understanding. 

Mr.  Baymond.  If  I  were  a  railroad  man,  and  my  competitors  said  I 
might  take  freight  a  little  less  than  they  would  take  it,  if  I  chose  to,  1 
think  I  would  take  it. 

Senator  Hisgook.  Governor  Smith's  argument  was  that  so  far  as 
freight  was  concerned,  the  American  trunk  lines  had  all  they  could  do 
at  the  present  time;  that  they  did  not  care,  one  way  or  the  other,  and 
that  the  Canadian  road  could  carry  freight  at  5  cent«  per  hundred  less, 
if  it  chose  to,  but  that  it  did  not  clioose  to. 

]ilr.  Baymond.  I  have  not  read  Governor  Smith's  testimgny. 
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Senator  HisooOK.  Now,  yoar  understanding,  as  I  understood  you  to 
say  to  Senator  Cnlloniy  is,  that  yon  see  no  reason  why  the  trnnk  lines  in 
the  United  States  and  in  Canada  should  not  be  put  on  the  same  basis 
before  tbe  law  ? 

Mr.  Raymond.  Yes,  sir;  except  so  far  as  Congress  can  not  control 
local  traffic  in  Canada,  any  more  than  Congress  can  control  local  traffic 
in  Michigan. 

Senator  Hisgook.  I  am  not  talking  about  any  exception.  If  that 
could  be  done,  you  think  it  is  right  that  it  should  be  t 

Mr.  Raymond.  Certainly. 

Senator  HisoooK.  Now,  the  Canadian  lines  say  that  they  absolutely 
and  literally  obey  the  interstate  commerce  law,  not  only  with  reference 
to  through  freight,  but  also  with  reference  to  the  long  and  short  haul 
clau8e«  The  American  trunk  lines — ^and  I  have  heard  more  complaint 
so  far  as  American  trunk  lines  are  concerned,  on  account  of  a  sup- 
posed rebate,  or  drawback,  or  something  of  that  kind  to  the  Canadian 
roads  from  the  ocean  transportation  than  I  have  heard  of  any  abuse  on 
the  part  of  the  Canadian  lines  under  the  long  and  short  haul  clause, 
but  it  is  denied  by  Mr.  Hickson  that  anything  of  that  kind  is  being 
done.    Now,  then,  you  agree  that  they  should  be  equal  before  the  law. 

Mr.  Raymond.  Yes,  sir. 

Senator  Hisoook.  And  if  at  the  present  time,  in  practice,  they  are 
equal  before  the  law,  and  the  Canadian  and  American  lines  are  both 
under  the  provisions  of  the  interstate  commerce  law,  do  you  see  any 
objection  whatever,  if  other  provisions  could  be  incorporated  in  the  law 
to  insure  the  two  systems  being  on  an  exact  equality  t 

Mr.  Raymond.  No,  sir. 

Senator  Hisoook.  You  say  you  do  not ! 

Mr.  Raymond.  No,  sir.  The  most  glaring  instances  of  ocean  draw- 
backs have  been  furnished  by  the  Pennsylvania  system. 

Senator  Hisoook.  I  am  not  on  that  subject.  I  only  ask  you  this  ques- 
tion ;  whether  if  on  both  sides  of  the  line  between  the  ITnited  States 
and  Canada  all  trunk  lines  professedly  are,  as  they  insist,  living  up  to 
the  interstate  commerce  law,  and  it  is  agreed  on  all  hands  that  America 
should  not  discriminate  against  its  own  roads,  that  the  Canadian  roads 
should  be  on  an  equal  footing  with  the  American  roads*-I  ask  you  if 
there  is  tbe  slightest  objection  in  the  world  to  putting  provisions  into 
the  law  which  will  insure  that  the  same  regulations  exist  on  both  sides 
of  the  line,  if  they  do  not  exist  to-day,  but  which  would  not  in  any 
sense  discriminate  against  the  Canadian  lines  or  have  the  effect  of  driv- 
ing them  out  of  existence  or  embarrassing  them  or  placing  additional 
weight  on  them  ? 

Mr.  Raymond.  I  do  not  think  any  one  will  object  to  any  such  pro- 
vision as  that,  if  some  one  can  evolve  such  a  condition  of  things. 

Senator  Hisoook.  As  I  put  my  question  to  you  squarely  you  say 
^*  No,"  and  yet  you  make  an  argument  here  on  the*  line  that  nothing 
should  be  done^  because  there  is  no  necessity  for  its  being  done. 

Mr.  Raymond.  I  see  no  necessity  for  additional  legislation  in  respect 
to  the  Canadian  roads. 

Senator  Hisoook.  That  is  simply  because  you  may  not  know  about 
it.    There  may  be  necessities  on  both  sides  for  further  legislation. 

Now,  then,  if  it  is  agreed  iipon  all  hands  that  the  American  and  Cana- 
dian lines  should  be  on  an  equal  basis  and  be  placed  on  equal  terms  by 
the  interstate-commerce  law,  you  see  no  objection  to  legislation  which 
will  not  infringe  upon  any  of  the  Canadian  roads  or  injure  or  destroy 
them  in  any  way  as  competitors  to  the  Americui  liue^^  V)t)X  ^Xa.Ocv.  ^"^ 
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simply  insure  their  being  on  an  equal  basis  with  the  American  road^t 

Mr.  Batmond.  I  do  not  for  an  instant  defend  the  Canadian  roads  as 
an  institution^  but  I  defend  the  commercial  interests  of  the  couutiy 
which  are  dependent  upon  the  competition  of  the  Canadian  roads. 

Senator  Hisoook.  I  want  to  disabuse  your  mind  of  the  impression, 
if  you  have  that  impression,  that  there  is  any  disposition  to  cut  off  the 
Canadian  roads.  If  I  know  anything  about  the  trunk  lines  that  pass 
through  New  York,  there  is  not  the  slightest  disposition  on  their  part 
to  cripple  the  Canadian  lines,  or  to  weight  them  excessively  as  against 
themselves ;  but  the  American  lines  simply  want  to  be  sure  that  thej 
have  a  fair  chance  with  the  Canadian  roads. 

Mr.  Batmond.  My  experience  as  a  merchant  and  a  shipper  is  quite 
different  from  that,  Senator. 

Senator  Hisoook.  1  am  not  talking  about  it  practically.  I  assume 
that  both  the  American  and  the  Canadian  lines  will  get  all  the  advan- 
tage they  can.  I  am  simply  discussing  the  matter  as  it  occurs  in  the 
way  of  legislation. 

Mr.  Batmond.  Yes,  sir.  Our  opinions  here  are  colored  by  our  ex- 
perience, and  we  in  Detroit  think,  and  I  think  we  know,  that  the  feel- 
ing between  competitive  American  and  Canadian  systems  of  rail- 
roads is  bitter— exceedingly  bitter — and  has  been  for  many  years,  and 
that  if  the  American  systems  of  roads  through  the  intervention  of  the 
United  States  Government  could  cut  off  Canadian  competition,  they 
would  not  hesitate  to  use  any  reasonable  means  to  accomplish  that  end. 

Senator  Hisoook.  That  may  be,  although  we  have  not  seen  any  evi- 
dence of  it. 

Mr.  Batmond.  We  here  in  Detroit  have  seen  evidence  of  it. 

Senator  Hisoook.  I  mean  in  the  way  of  asking  legislation.  There 
was  a  saggestion  in  Mr.  Depew's  testimony  that  he  did  not  ask  or  de- 
sire anything  of  the  kind.  Take  the  Vanderbilt  system  of  lines  which 
are  to-day  running  through  Canada 

Mr.  Batmond.  The  Canada  Southern  division  of  the  Michigan  Cen- 
tral. 

Senator  Hisoook.  How  long  is  that  t 

Mr.  Batmond.  Two  hundred  and  twenty-seven  miles. 

Senator  Hisoook.  Take  the  Vanderbilt  system  of  roads  which  are  to- 
day running  through  Canada,  and  any  legislation  in  reference  to  Cana- 
dian roads  affects  them  as  much  as  the  Canadian  roads. 

Mr.  Batmond.  The  American  roads  would  be  willing  to  surrender 
their  Canadian  connections  in  a  minute  if  they  could  get  proper  legisla- 
tion. 

Senator  Hisoook.  The  only  point  I  am  after  is  not  to  fight  a  phan- 
tom unless  it  has  commenced  to  materialize.  That  is  the  only  point 
with  me.  [Laughter.]  I  think  all  my  associates  on  this  comniitt<*e  will 
agree  that  th^re  has  never  been  any  suggestion  from  the  representa- 
tives of  the  trunk  lines  who  have  appeared  before  us  that  they  should 
have  anything  in  the  world  over  the  Canadian  roads,  except  that  the 
Canadian  roads  should  be  put  under  the  same  jurisdiction  and  under 
the  same  supervision  as  the  American  roads. 

Senator  Harris.  That  the  Canadian  roads  should  be  placed  under 
precisely  the  same  regulations  as  are  the  American  roads. 

Senator  Hisoook.  Nothing  more  and  nothing  less. 

Mr.  Batmond.  Ko  one  has  shown  where  the  Canadian  roads  are  not 
under  the  same  regulations  as  the  American  roads. 

Senator  Hisoook.  That  is  a  disputed  question  whether  they  are  or 
not.    Bight  there  the  horns  lock.    As  I  understand  yon,  you  agree  that 
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if  there  is  any  chance  for  it,  the  Canadian  i-oads  should  be  under  the 
Baipe  limitations,  restrictions,  and  control  as  the  American  roads. 

Mr.  Raymond.  Yes,  sir;  including  the  producers  and  the  consumers. 

Senator  Hisoook.  Certainly. 

Mr.  Raymond  .  That  is  all  we  want. 

Senator  Hisoook.  That  is  all  there  is  of  it — the  mere  question  whether 
we  shall  meet  the  issue  and  say  that  no  undue  advantage  shall  be 
given  by  Congressional  legislation,  if  it  can  be,  in  favor  of  Canadian 
trunk  lines,  and  I  do  not  understand  that  you  ask  it. 

Mr.  Raymond.  No,  sir ;  we  do  not  ask  it. 

The  Chairman.  That  is  all,  Mr.  Raymond. 

CABS  CROSSING  THE  BIYEB  AT  DETROIT. 

Mr.  Raymond.  I  would  like  to  submit  a  statement  of  the  number  of 
cars  crossing  the  Detroit  River  at  Detroit. 
The  Chairman.  We  would  be  glad  to  have  it  go  in  the  record. 
The  statement  is  as  follows  > 

Total  number  of  cars  orossing  the  Detroit  River  at  Detroit,  east  and  westbonnd,  dar- 
iog  the  years  1687  and  1888: 

Can. 

Via  Michigan  Central  R.R....'. 535,158 

Via  Grand  Trunk  R.  R 231,079 

Total  number  of  cars  crossing  the  St.  Clair  River  at  Port  Huron,  east  and 

westbound,  during  the  years  1887  and  1888  (about) 394,000 

Grand  total  via  Canadian  lines  at  Detroit  and  Port  Huron  for  two 

years 1,160.237 

Average  number  of  cars  crossing  at  both  places  per  year 580, 1 14 

STATEMENT  OF  JOHN  B.  HULUKEV. 

Mr.  John.  B.  Mulliken,  vice-president  and  general  manager  of  the 
Chicago  and  West  Michigan  Eailway  Company,  appeared. 

The  Chairman.  Where  do  yon  reside,  Mr.  Malliken  t 

Mr.  MuLLiKEN.  Detroit. 

The  Chairman.  What  is  yonr  business  t 

Mr.  Mulllken.  I  am  vice-president  and  general  manager  of  the 
Chicago  and  West  Michigan,  president  and  general  manager  of  the 
Saginaw  Valley  and  St.  Louis,  and  general  manager  of  the  Detroit,  Lan- 
sing and  Northern  Railroad  companies. 

^e  Chairman.  How  long  is  your  line  t 

Mr.  MuLLiKBN.  About  800  miles. 

The  Chairbian.  From  and  to  where  does  it  run  t 

Mr.  MuLLiEEN.  From  Detroit  to  Howard  City  and  Big  Bapids,  in 
Michigan ;  from  Saginaw  across  to  Howard  City,  and  from  La  Crosse 
to  Pentwater. 

The  Chairman*  Your  line  is  mainly  in  your  own  State  t 

Mr.  MuLLiKEN.  Yes,  sir ;  there  are  only  35  miles  in  Indiana. 

The  Chairman.  You  heard  read  the  resolution  under  which  this 
committee  is  operating  and  understand  the  subject  of  inquiry.  Will 
you  please  proceed  to  give  your  views  about  the  matter  as  you  see 
proper  t 

Mr.  MxTLLiKEN.  I  do  not  know  that  I  have  any  peculiar  views  in  re^ 
gard  to  the  matter.  I  do  not  see  any  occasion  for  any  complaint  any- 
where. 
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The  Chairman.  Bverythiug  is  all  right  as  far  as  you  know. 

Mr.  MuLLiKEN.  Yes,  sir ;  as  far  as  I  know. 

The  Chairman.  What  roads  do  you  connect  with  in  your  transporta- 
tion interests  eastt 

Mr.  MuLLiKBN.  Principally  with  the  Michigan  Central.  We  also 
connect  here  with  the  Grand  Trunk  interest,  and  also  at  Trowbridge 
with  the  main  line  of  the  Grand  Trunk. 

The  Chairman.  That  is  north  of  Detrpitf. 

Mr.  MuLLiSEN.  Yes,  sir;  up  at  Lansing,  85  miles  above  here. 

The  Chairman.  It  is  not  on  the  water,  is  it  t 

Mr.  MuLLiKEN.  No,  sir;  it  is  in  the  intetior  of  the  State. 

The  Chairman.  Have  yon  any  knowledge  of  the  business  opera- 
tions of  these  Canadian  lines! 

Mr.  MuLiiiKEN.  No,  sir ;  not  particularly. 

The  Chairman.  Do  you  do  any  business  with  the  American  lines 
with  respect  to  your  transportation  east  t 

Mr.  MuLLiKEN.  Yes,  sir;  with  the  Michigan  Central  and.  Lake  Shore. 

The  Chairman.  The  Michigan  Central  is  a  Canadian  line  and  owned 
by  American  parties,  I  believe. 

Mr.  MuLLiKEN.  Yes,  sir ;  running  from  here  to  Buffalo.  At  Detroit 
we  give  business  to  the  Lake  Shore ;  also  at  different  points  to  the 
Pennsylvania  lines. 

The  Chairman.  Do  you  have  any  difficulty  in  getting  all  the  accom- 
modations you  want  on  the  Lake  Shore  t 

Mr.  MxiLLiKEN.  We  never  have  had  very  much  occasion  to  ask  them 
for  any  great  accommodations.  I  suppose  they  could  take  care  of  all 
the  business  we  have  going  east. 

The  Chairman.  Your  principal  business  is  with  the  Michigan  Cen- 
tral. 

Mr.  MULLIKEN.  Yes,  sir. 

The  Chairman.  Is  there  any  difference  in  the  charges  on  the  differ- 
ent lines  f 

Mr.  MULLIKEN.  No,  sir,  the  rates  are  all  the  same. 

Senator  Harris.  Is  there  a  difference  in  time  t 

Mr.  MuLLiiCEN.  Yes,  sir;  there  would  be  a  difference  in  time  where 
we  went  around  by  way  of  Toledo. 

The  Chairman.  You  heard  Senator  Hiscock's  question  to  Mr.  Bay- 
mond  as  to  whether  he  would  have  any  objection  to  the  same  regnla- 
tions  prevailing  with  respect  to  the  Canadian  lines  as  prevail  with  re- 
spect to  the  American  lines.  Have  yoa  any  objection  to  such  a  condi- 
tion of  things  t 

Mr.  MuLLiKEN.  I  think  the  same  regulations  should  obtain  in  both 
cases. 

The  Chairman.  And  if  they  do  not  obtain  now  in  both  cases  you 
would  be  willing  to  advocate  a  law  that  would  have  that  effect  f 

Mr.  MULLIKEN.  Yes,  sir. 

The  Chairman.  And  all  the  people  in  this  section  are  anxious  about 
is,  that  you  shall  not  be  cut  off  from  the  competition  that  yon  now  enjoy 
on  account  of  the  Canadian  roads  t 

Mr.  MULLIKEN.  Yes,  sir. 

The  Chairman.  I  think  no  one  has  any  desire  to  interfere  with  that. 

Mr.  MULLIKEN.  No,  sir ;  I  have  not  seen  any  indication  of  that. 

The  Chairman.  Have  you  heard  any  complaint  by  railroad  men  that 
they  were  at  a  disadvantage  on  account  of  the  interstate  commerce  act 
as  between  themselves  and  the  Canadian  roads  f 

Mr.  MuLLiKEN.  No,  sir;  not  as  regards  business  from  one  p<»ntin 
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the  United  States  to  another  point  in  the  United  States  going  through 
Canada.  I  haveheard  complaint  of  discriminations  in  favor  of  shippers 
living  in  Canada  shipping  from  the  United  States  to  Canadian  points. 

The  Chairman.  On  whose  part  have  yon  heard  those  complaints  t 

Mr.  MxJLLiKEN.  By  the  Michigan  Central.  The  Grand  Trnnk  ps^id 
rebates  on  business  going  to  Canadian  points. 

The  Chaibkan.  Yon  know  nothing  as  to  whether  it  was  true  or  not  f 

Mr.  MULLIKEN.  I  do  not. 

The  Chaibman.  Have  you  ever  had  to  pay  any  yourself! 

Mr.  MxTLLiKEN.  !No,  sir ;  we  have  never  had  any  complaint  of  that 
kind.   • 

Senator  Habbis.  Do  you  know  whether  the  business  of  the  Canadian 
roads  has  increased  or  diminished  within  the  last  few  months — say  the 
last  six  or  eight  months  t 

Mr.  MuLLiKEN.  I  do  not  know  anything  of  the  kind,  sir. 

Senator  Habbis.  As  a  railroad  man,  do  you  know  whether  through 
rates  have  increased  or  diminished  since  the  passage  of  the  interstate 
commerce  act  t 

Mr.  MuiiLiKEN.  I  do  not  think  through  rates  have  diminished  at  all. 

Senator  Habbis.  Do  you  think  they  have  increased  t 

Mr.  MuLLiEEN.  No,  sir. 

Senator  Habuis.  They  stand  about  where  they  did  before  the  law 
was  passed. 

Mr.  MULLIKEN.  They  remain  about  the  same. 

Senator  Habbis.  Have  local  rates  increased  or  diminished  t 

Mr.  MuLLiKEN.  Local  rates  have  decreased  very  much. 

Senator  Beaoan.  Have  you  been  informed  of  any  discriminations 
against  American  commerce  passing  through  the  Welland  Canal  t 

Mr.  MuLLiKEN.  I  know  of  nothing  of  the  kind.  I  have  seen  it 
hinted  in  the  papers,  that  is  all. 


8TATEHEHT  OF  CHABLE8  C.  BOWEN. 

Mr.  Chables  C.  Bowen,  of  the  firm  of  Ferry  &  Co.,  seedsmen,  of 
Detroit,  appeared.  « 

The  Chaibman.  Where  do  you  live  t 

Mr.  Bowen.'  I  reside  here  in  Detroit. 

The  Chaibman.  What  is  your  business  f 

Mr.  Bowen.  Seedsman. 

The  Chaibman.  And  carrying  on  a  large  business  f 

Mr.  Bowen.  Tes,  sir. 

The  Chaibman.  You  are  connected  with  the  largest  business  of  that 
character  in  the  northwestern  country,  I  believe. 

Mr.  Bowen.  I  am  associated  with  other  men  who  carry  on  a  large 
seed  business. 

The  Chaibman.  You  have  your  own  views  on  this  subject  and  I 
would  thank  you  to  proceed  to  give  them. 

Mr.  Bowen.  I  came  here  with  the  impression  that  there  was  an  ef- 
fort upon  the  part  of  interested  persons  to  blockade  the  business  of 
Detroit  and  Toledo  with  the  northeast  through  Canada. 

The  Chaibman.  To  put  up  a  gate  that  would  prevent  your  getting 
eastt 

Mr.  Bowen.  Yes,  sir ;  and  therefore  what  little  argument  I  had  to 
make  has  vanished  into  thin  air. 
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The  Ghaibskan.  We  thought  that  woald  be  so  when  you  discovered 
what  was  really  goiug  on.  Give  as  your  views,  however,  as  it  will  be 
well  to  have  them  in  the  record. 

Mr.  Bo  WEN.  Taking  that  view  of  it,  I  took  occasion  yesterday  to  use  a 
railroad  guide  and  make  certain  notations  with  respect  to  distances. 
From  Port  Huron  to  Buflfelo  by  way  of  Detroit  and  Toledo  is  421  miles; 
the  distance  from  Port  Huron  to  Buffalo  by  way  of  Grand  Trunk  Bail- 
way  is  198  miles,  a  difference  of  223  miles  in  favor  of  the  Grand  Trunk. 

The  Ghaibmak.  Do  your  people  here  get  that  advantage  t 

Mr.  BowEN.  No,  the  people  at  Port  Huron  do.  The  distance  from 
Detroit  to  Niagara  Falls,  by  way  of  Great  Western  is  229  miles ;  the 
distance  from  Detroit  to  Niagara  Falls  by  way  of  Toledo  is  379  miles; 
a  difference  of  150  miles  in  favor  of  the  Great  Western. 

In  view  of  these  facts,  I  submit  that  the  denial  of  these  short  rontes  to 
the  commerce  of  Michigan  would  be  an  outrage  to  the  citizens  of  this 
Commonwealth  and  woiSd  impose  upon  us  a  bu^en  destructive  not  only 
to  our  material  interests,  but,  in  my  opinion,  would  foster  and  encourage 
disloyalty  among  our  citizens.  It  seems  to  me  our  Gk)verttment  can  not 
afford  to  antagonize  a  large  i)ort]on  of  her  citizens  unless  some  adequate 
compensation  is  to  follow.  If  the  British  Government  has  subsidized 
railroads  in  Canada,  and  thereby  brought  immeasurable  advantages  to 
us,  it  is  our  duty  to  foster  this  state  of  affairs. 

If  it  is  desirable  to  have  in  mind  the  acquisition  of  Canada  peacefully, 
we  should  cultivate  close  commercial  relations.  On  the  other  hand, 
it  may  be  urged  that  in  so  doing  we  strengthen  the  hands  of  a  foreign 
people.  True,  we  do ;  but  if  we  add  to  our  own  strength  by  this  process 
in  the  ratio  of  five  to  their  one,  which  I  think  is  our  experience  in  the 
past,  it  is  the  only  true  course  to  pursue. 

The  Ohaibman.  You  do  a  great  deal  of  shipping  east  and  west,  do 
you  not  t 

Mr.  BowEN.  Yes,  sir. 

The  Chaibman.  What  lines  of  railroad  do  you  ship  over  f 

Mr.  BoWEN.  All  the  lines  that  come  into  Detroit. 

The  Ghaibman.  From  and  to  where  are  your  main  shipments  t 

Mr.  BoWBN.  Chiefly  west. 

The  Chaibman.  Do  you  raise  your  seed  here! 

Mr.  BoWEN.  Some  of  them. 

The  Chaibman.  Where  do  you  buy  the  balance  t 

Mr.  BowEN.  We  buy  from  $50,000  to  $75,000  worth  in  Europe  an- 
nually. 

The  Chaibman.  By  what  route  do  they  come  to  Detroit  f 

Mr.  BowEN.  Chiefly  by  the  Blue  Line  to  New  York,  or  by  the  Mer- 
chants' Dispatch,  I  should  say,  which  is  the  New  York  Central  Bail- 
road,  and  the  Canadian  division  of  the  Michigan  CentraL 

The  Chaibman.  You  ship  mainly  to  the  Western  States  f 

Mr.  BowEN.  Yes,  sir ;  we  distribute  these  goods  here. 

The  Chaibman.  You  ship  over  the  various  American  railroads  lead* 
jng  to  points  which  reach  your  customers! 

Mr.  BoWEN.  Yes,  sir. 

The  Chaibman.  You  have  come  to  the  conclusion  that  we  are  not 
trying  to  destroy  these  Canadian  roads! 

Mr.  BoWEN.  I  judge  so  from  the  remarks  made  here. 

The  Chaibman.  You  do  not  want  to  put  up  an  embargo  against  your 
traveling  or  shipping  over  the  Canadian  roads,  but  if  there  is  anything 
to  be  done  at  all  you  simply  want  the  Canadian  roads  placed  exactly  on 
an  equality  with  our  own  roads! 
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Mr.  Bo^VBN.  That  is  it 

The  Chairman.  And  to  do  that,  if  it  should  be  found  necessary,  by 
whatever  arrangement  would  be  potential  between  the  two  govern- 
ments.   Have  you  any  objection  to  that  t 

Mr.  BowsN.  No,  sir ;  not  the  slightest. 

At  1  o'clock  p.  m.  the  committee  took  a  recess  until  2  o'clock. 
At  the  expiration  of  the  recess  the  committee  resumed  its  session. 


STATEMENT  OF  0.  J.  ATKIHSOH. 

Mr.  O.  J.  Atkinson,  an  attorney  at  law  of  Port  Huron,  appearldd. 

The  Ghaisman.  Where  do  you  reside f 

Mr.  Atkinson.  Port  Huron. 

The  Ghaishan.  On  which  side  of  the  river  t 

Mr.  Atkinson.  On  the  north  side  of  Black  Biver. 

The  Ghaibman.  Are  you  an  American  citizen  f 

Mr.  Atkinson.  I  am  Canadian  bom  and  an  American  citizen. 

The  Ghaibman.  I  suppose  you  have  been  listening  to  these  hearings 
to  day. 

Mr.  Atkinson.  Yes,  sir. 

The  Ghaibman.  What  is  your  business  or  profession  f 

Mr.  Atkinson.  I  am  an  attorney  at  law. 

The  Ghaibman.  If  you  have  anything  to  suggest  on  the  line  of  this 
resolution,  please  proceed  to  state  your  views. 

Mr.  Atkinson.  I  scarcely  know  what  is  pertinent  to  your  inquiry. 

The  Ghaibman  You  may  talk  in  your  own  way. 

Mr.  Atkinson.  We  have  a  city  on  the  north  bank  of  the  St.  Glair 
Biver  very  largely  dependent  on  the  commerce  carried  over  the  Gana- 
dian  roads  for  its  business  existence.  The  city,  with  its  suburbs,  has 
about  15,000  inhabitants.  We  have  the  Grand  Trunk  system  from  Ghi- 
cago.  We  have  a  local  road  built  to  Saginaw,  which  has  recently  been 
purchased  by  the  Flint  and  Pere  Marquette ;  we  have  the  Detroit  divis- 
ion of  the  Grand  Trunk  Bailroad,  and  we  have  the  Port  Huron,  Bamia 
and  Duluth  line  of  steamers.  We  have  about  $350,000  invested  in  ele- 
vators. 

The  Ghaibman.  Grain  elevators  t 

Mr.  Atkinson.  Yes,  sir ;  grain  elevators  recently  constructed.  We 
look  upon  all  those  interests  as  closely  interwoven  with  the  Ganadian 
system  of  railroads. 

To  the  east  we  have  the  main  line  of  the  Grand  Trunk  leading  from 
Port  Edward  through  Toronto  east  to  Montreal.  We  also  have  the 
Bamia  branch  of  the  Great  Western  Bailroad,  the  main  line  of  which 
reaches  Detroit.  We  are  nearer  Buffalo  and  all  points  east,  of  course,  by 
that  system  of  railroads  than  by  any  other. 

The  figures  were  given  by  the  last  witness  here  before  you,  Mr.  Bowen. 
Our  shipments  of  merchandise  from  the  east,  as  far  as  we  could  learn, 
amount  to  about  $5,000,000  a  year,  nearly  all  over  the  Ganadian  rail- 
roads 

I  asked  the  mayor  of  Port  Huron  yesterday  to  give  me  a  statement 
of  what  I  conceived  might  be  the  headings  of  inquiries  before  this  com- 
mittee, and  he  gave  me  a  letter  which  I  will  read.    It  is  as  follows : 


fi24  TRANSPORTATION  INTERESTS   OP 

OOMMEROIAL  INTERESTS  OF  PORT  HURON. 

Mayor's  Offick. 
r&rt  Buron,  Mich,,  Jvly  10,  om. 

Gbntlsmen  :  I  have,  at  the  request  of  yoar  committee,  ascertained  the  biiKiness 
done  by  some  of  the  principal  dry  goods  and  grocery  merchants  of  this  city,  shipping; 
from  the  East  over  the  Grand  Tronk  Railroad  to  Port  Huron.  I  find  that  in  a  total 
business  of  about  94,000,000  annually  done  by  onr  merchants  durins  the  last  year,  at 
at  least  $2,500,000  worth  of  goods  were  purchased  in  the  East  ana  shipped  to  Port 
Huron  over  the  Grand  Trunk  Railway.  These  figures  do  not  include  the  business 
done  by  the  foundry  :.nd  machine  shops  of  this  city.  In  my  opinion  this  business 
would  be  largely  suspended  if  direct  shipment  from  the  East  over  the  Canadian  roads 
was  in  any  way  restricted  or  embarrassed. 

I  also  learn  that  our  city  has  paid  for  railroad  purposes  $150,000  to  the  old  com- 
panies leading  westward,  and  to  the  Narrow  Gauge  $15,000. 

Our  people  iiavo  invested  in  railroad  stock  $150,000,  all  of  which  was  influenced  and 
induced  by  railroad  connection  through  Canada. 

There  is  invested  in  elevators  in  this  city  as  follows: 

Botsford's  Elevator $135,000 

MoMorran  &  Co.'s  Elevator 150,000 

Sanborn's  Elevator 65,000 

Jenkinson's  Elevator 100,000 

Making  a  total  of  $450,000  investeC  within  a  few  years,  and  the  succeesful  opera- 
tion of  which  is  entirely  depeudeut  upon  railroad  connection  through  Canada. 

The  advantages  of  our  location  have  aided  largely  in  the  estsbbliflbment  of  this 
important  branch  of  business,  and  during  the  last  year  there  has  been  ahtpped  from 
this  point  east  about  7,000,000  bushels  of  grain,  including  that  which  was  purchased 
here  by  our  citizens  and  that  which  was  elevated  hero  lor  the  purpose  of  transship- 
ment. * 

A  company  has  been  formed  here  known  as  the  Port  Huron,  Samia  and  Dulnth 
line  of  steamers,  with  three  large  boats,  sheds,  etc.,  costing  $175,000,  and  depend- 
ent upon  the  same  interest  for  their  existence. 

We  have  two  ferry  lines  connecting  Port  Huron  and  Samia,  employing  each 
one  boat  in  connection  with  the  railroad  business,  which  boats  are  wortn  between 
$20,000  and  $25,000. 

Our  merchants  are  very  emphatic  and  unanimous  in  the  opinion  that  any  reetric- 
tious  placed  upon  shipments  from  the  east  over  the  Canadian  railroa<ls  will  be  very 
disastrous  to  their  business,  both  in  causing  delays  in  the  receipt  of  goods  purchased 
and  also  increasing  rates  ot  freight.  Goods  can  bs  received  here  from  New  York  direct 
through  Canada  m  four  days,  while  to  ship  around  on  American  roads  would  take 
from  eight  to  twelve  days. 

Those  engaged  in  the  elevator  business  are  very  pronounced  in  their  expression  of 
opinion  that  to  place  restrictions  upon  the  shipment  of  grain  east  over  the  Canadian 
roads  would  substantially  mean  the  entire  ruination  of  the  elevator  bnaineaa  in  this 
city. 

Very  respectfully,  yours, 

J.  B.  HcIr,WAiK. 

The  PoBT  Huron  Board  of  Trade, 

Port  Huron,  Mich* 

Senator  Harris.  Do  you  represent  the  board  of  trade  t 

Mr.  Atkinson.  Yes,  sir ;  in  that  res:ard.  1  have  a  statement  from 
the  castombouse  of  the  cars  that  crossed  at  Port  Haron  during  the 
year  188a-'89.    The  loaded  cars  amounted  to  70,506. 

The  Chairman.  From  where  did  that  statement  come  t 

Mr.  Atkinson.  This  I  received  from  the  custom-house  this  morning. 

The  Chairman.  Where  did  the  trafiftc  come  from  that  crossed  at  that 
point  t 

Mr.  Atkinson.  From  Chicago  and  other  western  points. 

The  Chairman.  Going  where  f 

Mr.  Atkinson.    To  points  east. 

The  Chairman.  Going  to  points  in  the  United  States  or  fu  Canada! 
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Mr.  Atkinson.  In  the  United  States  principally.    I  will  submit  this 
statement  of  loaded  cars. 
The  statement  is  as  follows : 

GABS  OBOSSINO  AT  POBT  HURON. 


Number  of  loaded  oare  in  iranHt  through  Canada  June  30, 1888,  to  June  30, 1889. 


Date. 


1888. 


July 

August.... 
September. 
October.... 
NoTember. 
December.. 


Ka 


4,017 
4,873 
6^147 
6,432 
8,762 
8,148 


Date. 


1880. 


January . 
Febmary 
March..., 

^-::::; 

Jnne 


Ka 


8,032 
8,075 
8,888 
6.210 
0;274 
6^071 


,  Mr.  Atkinson.  I  have  a  table  here,  which  was  published  in  yester- 
day's Times,  of  Port  Huron,  showing  the  total  number  of  loaded  and 
unloaded  cars,  which  I  will  insert  in  my  remarks,  if  desired.  It  contains 
a  good  deal  of  statistics. 

The  Chairman.  What  is  the  nature  of  the  statistics  f 

Mr.  Atkinson.  The  business  is  divided  into  three  classes :  Imports  of 
dutiable  goods,  imports  of  dutiable  merchandise,  and  domestic  exports 
to  foreign  conntries.  This  list  gives  the  totals  of  exports  and  imports 
for  several  years,  inclnding  1889.  When  I  say  1889, 1  mean  up  to  the 
last  of  June,  1889. 

The  Ghairman.  Did  these  goods  pay  duty,  or  were  they  just  passing 
through  t 

Mr.  Atkinson.  The  lists  of  free  goods  are  here  and  also  the  list  of 
dutiable  goods. 

The  Ghairkan.  Are  the  dutiable  and  free  goods  separated  in  those 
tables  t 

Mr.  ATKINSON.  Yes,  sir. 

The  Ghairman.  What  does  the  importation  of  free  goods  amount  tof 

Mr.  Atkinson.  Eighty-six  thousand  nine  hundred  and  seventy  dol- 
lars. 

The  Ghairman.  What  is  the  total  amount  of  the  imports  of  dutiable 
goods t 

Mr.  Atkinson.  Fourteen  thousand  seven  hundred  and  fourteen  dol- 
lars. 

The  Ghairman.  It  is  a  mere  indication  of  what  the  business  of  your 
town  is. 

Mr.  Atkinson.  The  table  shows  the  business  of  our  city,  which  is 
dependent  upon  the  present  railroad  connections  for  its  existence.  I 
will  submit  the  table  without  further  comment. 

The  table  is  as  follows : 
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TBANSPOBTATIOK  INTERESTS   OF 


DfPOBTS  Am)  EXPORTS  OF  PORT  HURON. 

Imp^rt$  fivm  tmd  mporU  to  firtign  otmHtrin  from  the  port  of  Port  Huron  during  tK4 

month  of  Juno,  lti89. 


Importo  of  fr«e  goods: 

Hones nnmber.. 

Ameiicsn  goods,  rated . 

Bgi^s dosea.. 

Fresli  fish poonds. . 

Lobsters 

Hslr 

Hoosehold  goods 

XTniiUHmfsotiired  wood. 
All  other  merchsndlse  . 


Total  free 


Imports  of  datiable  mer- 
duuBdise: 

Horses namber.. 

Books 

Barley bushels.. 

Oakuesl pounds.. 

Haohlnery..^ 

Stone 

Mineral  oil. . .  .gallons. . 

Salt .nonnds.. 

Peas Doshels.. 

Pnlp pounds.. 

Other  menshandlse .... . 


Total. 


Total  imports  In  Jone. 


Amoont  dutv  coUeoted. 
Amount  duties  bonded . 


Domestio  exports  to  foreign 
countries: 

Catile nnmber. . 

Hogs do... 

Books 

Com bushels.. 

Com  meal barrels.. 


Qusntltiy. 


81 


384,068 


8 


2,884 
20,700 


18.700 

06,000 

438 

00,000 


7 
6^433 


14,000 
620 


Yalne. 


828,877 

8,364 

862 

0.012 

1,600 

774 

28,rJ8 

11,187 

1,816 


88,870 


1,868 

848 

1,417 

440 

2,050 

1,452 

482 

845 

207 

2,250 

4,014 


14,714 


101,684 


8,184.20 
1, 121. 75 


8,000 
88,777 

1,646 
26,000 

1,878 


Articles. 


Domestic  exports— Cont'd : 

Oats bnsbeis.. 

Flour barrels.. 

Broom-oora 

Bituminous  coal.  .tons. . 

Cotton pounds. . 

O.  fruits 

Glsasware 

Ol  ucose pounds . . 

Grease 

Hides.... 

Pig-iron tons.. 

Machinerj 

Manufactured  iron 

Manufactured  stone — 

Oil-cake pounds.. 

Lard-oil... gsllona.. 

Paper 

Canned  beef . .pounds. . 

Pickled  beef do.... 

Tallow do.... 

Bacon .^..do — 

Hams do — 

Pickled  pork do .*. . . 

Lard do.... 

Lnitation  butter  do — 

Butter do — 

^neese. ......... .uo. . .  • 

Timothy-seed do 

Lesf-tobacco do 

Onions bushels.. 

Potatoes do 

Lumber Mfeet.. 

Staves 

Hewn  timber .M  on.  It. . 

Logs ...': 

Wooden  ware 

Manuf sctared  wood 

Other  merchandise 


Total  exports  for  June 


Qnantitj. 


Vslne. 


1.080 
7,128 


811 
638.224 


82,200 


800 


201.008 
8,000 


748,850 

175,500 

54.400 

8,652,848 

218.755 

813, 107 

760,676 

22,000 

232, 830 

424, 330 

68,311 

851,430 

1,800 

1.500 

1.250 


86 


33,863 
3,256 
1,01] 

68,801 

20,125 
4,525 
2,177 
0,300 

10,675 
5,400 
3,550 
2,000 
1,475 
3,648 
1,800 

1.1.0 
66^171 

7.090 

2.176 

540,803 

ia,230 

51,610 

51346 

2.800 
30.281 
33,847 

1.740 
67.715 

2.060 

1,200 
18,750 

3,100 
24.000 
JO.  030 

1,200 

3.lii0 
15.004 

1/175^204 


Jxports  fbr  June : 

1888 8861,747 

1887 1,422,057 

1888 1,015.407 

Exports  year  ending  June  80 : 

1888 10.788,845 

1888 8,681,130 

1887 8,867,108 

,318 


Imports  year  ending  June  80 : 


8.287, 
8^437,573 

8.882,710 

1888 2,404,800 

1887 2,386.341 

1888 2,608,272 

1885 2,271,314 

Mr.  Atkinson.  I  notice  your  first  question  in  the  circular  given  us, 
which  reads : 

Do  the  Canadian  lines  of  transportation  operating  in  the  United  States  affeot  the 
oommercial  interests  of  this  country  fayorably  or  nnfaTorably  f 

We  say  feivorably. 

In  what  manner  do  they  affeot  snoh  interests  and  to  what  extent  f 

We  say  they  afford  the  shortest  and  of  necessity  the  cheapest  method 
of  transportation. 

Is  trafflo  originating  in  the  United  States,  and  which  would  naturally  be  carried 
orer  American  lines,  div^erted  from  them  to  Canadian  linos;  and,  if  so,  to  what  extent 
mad  by  irhat  means  f 
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We  should  say  not.  That  is  the  experience  of  myself  and  the  infor- 
mation I  have  gathered. 

Do  yon  consider  an^  additional  legislation  expedient  or  desirable  for  the  regulation 
of  the  oommerce  earned  on  by  railroad  or  water-rontes  between  the  Unit^  States 
and  Canada  f  If  so,  what  measures  would  you  suggest  f 

We  have  none  to  suggest^  except  that  the  Interstate  Oommerce  Oom- 
mission  expresses  itself  as  anable  to  correct  an  unfairness  in  freight 
with  respect  to  the  Eastern  border,  which  operates  against  onr  city. 

The  Ghaibkan.  In  what  way  t 

Mr.  Atkinson.  We  are  charged  the  rate  that  pertains  to  interior 
portions  of  the  State  and  points  farther  west,  and  that  hurts  our  mill- 
ing interest  particularly  and  some  other  interests ;  it  affects  the  eastern 
border  of  the  State,  as  I  understand.  If  the  Interstate  Commerce 
Obmmission  were  empowered  to  make  an  equitable  ai^nstment  of  that 
we  should  consider  it  desirable. 

Senator  HabbI^.  That  would  lead  to  the  Commission  fixing  rates, 
would  it  nott 

Mr.  Atkinson.  That  objection  has  been  raised ;  yes,  sir.  Que  of  onr 
committee  suggested  that  it  might  lead  to  that.  We  feel  that  we  are 
treated  unjustly  and  unfairly  as  to  that  matter,  however,  and  would 
like  to  see  it  remedied. 

The  total  number  of  cars  crossing  there,  which  I  omitted  to  give, 
during  the  year  1889  up  to  June  30, 1889 — for  the  year  ending  June  30, 
1889 — was  184,000  through  cars  and  13,500  local  cars,  making  a  total  of 
197,500  cars. 

The  Chaibkan.  From  where  do  the  through  cars  come  t 

Mr.  Atkinson.  I  should  say  from  Chicago  chiefly^ 

The  Chatbman.  Those  are  Grand  Trunk  cars  mainly,  are  they  nott 

Mr.  Atkinson.  Well,  the  Orank  Trunk  now  controls  the-  Detroit, 
Grand  Haven  and  Milwaukee. 

The  Chaibman.  So  that  they  are  all  Canadian  cars  t 

Mr.  Atkinson.  I  think  not;  they  are  largely  owned  by  American 
roads. 

The  Chaibman.  But  connecting  with  Canadian  roads  t 

Mr.  Atkinson.  Yes,  sir;  Mr.  Howard  tells  me  that  they  are  chiefly 
American  cars. 

tbssels  entbbed  and  olbabed  at  pobt  hubon. 

I  have  here  a  table  from  the  collector  of  customs,  giving  the  number 
of  vessels  entered  and  cleared,  and  with  your  permission  I  will  insert  it. 
The  Chaibman.  You  can  do  so. 
The  table  is  as  follows : 

Ve98eU  engaged  in  ike  foreign  trade  entered  and  cleared  during  the  year  1888  in  the  dietriet 

of  Huron,  State  of  Miehigan, 


Aontli* 


April 

M55r 

JoBe 

Jnly 

▲ojraBt.... 
September. 
Ooiober.... 
HoTeuiber  • 
Beoember . 

Total 


Batered. 


No, 
17 

es 

70 
M 
88 
90 
90 
48 
10 


\ 


SftA 


3bnt. 
072 
8;  660 

10,691 
10.207 
15.283 

i6,iee 

12.661 
4,010 
1.166 


Cleared. 


ye. 

20 
47 
49 
72 
67 
66 
57 
86 
16 


Tont. 
725 
8,445 
4,509 
4,243 
8,686 
6,726 
3,678 
2,650 
1,020 
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TRANSPORTATION   INIERESTS   OF 


SHIPMENTS  m  BOND  FROM  PORT  fiURON. 

Mr,  Ateinson.  I  have  a  statement  of  the  valne  of  merchandise  re- 
ceived at  and  forwarded  in  bond  from  the  port  of  Port  Huron  to  inte- 
rior ports  dnrin^  the  year  ending  June  30, 1889}  which  I  would  like  to 
pnt  in  the  record  also. 

The  statement  is  as  follows: 

Value  of  mercktrndiae  received  at  and  forwarded  in  bond  from  ^e  port  of  Pari  JBuron  ie 

interior  ports  during  the  year  ending  June  30, 18B9. 

[DoM  not  inolnde  merdkitodlae  rtoeirod  under  oonsuLuNMAl  manlfMta,  which  smoanto  to  onr 

$1,000,000  syetf.] 


Period. 


1688. 

July 

August 

Beptembor ... 

October 

Koreniber  ... 
December.... 


Wnrehonae 

Immediate 

Mid  truie- 

tranapor- 

totion. 

♦2,808 

$13,484 

600 

12,418 

4,057 

2,722 

07.058 

0.842 

157,758 

0.413 

00,232 

7,351 

Period. 


1880. 

January 

Febmaxy 

March 

April 

May 

June 

Total  forflaoalyear 


Warehonae 
and  trmna- 
'  portatlon. 


$68^488 

85.210 

06.005 

8,688 

8,640 

S,18S 


073^025 


truiaporw 
tation. 


1408 


4438 

13,415 

4512 


78,001 


Mr.  Atkinson.  This  statement  comes  from  the  collector  of  cnstoms 
of  that  district.  I  should  say  that  the  business  interests  of  our  part 
of  the  State  are  dependent  upon  the  present  condition  of  transporta- 
tion very  largely.  Any  disturbance  of  that  condition  would  be  disas- 
trous.   I  do  not  know  that  I  have  anything  further  to  suggest. 


BBaULATION  OF  THE  OANABIAN  BOABS. 

The  Ghaibmak.  You  do  not  suppose,  if  the  American  lines  are  now 
operating  at  a  disadvantage  under  our  system  of  regulation,  that  it 
would  do  your  people  any  injury  if  by  any  arrangement  the  Canadian 
roads  could  be  pnt  under  the  same  system  of  regulatioUf  do  yon  t 

Mr.  Atkinson.  No,  sir,  unless  the  Oanadian  roads  have  some  em- 
barrassments in  their  own  country.  If  they  were  compelled  to  come 
under  onr  interstate  commerce  law  and  to  subfbit  also  to  embarrass- 
ments at  home,  then  they  could  not  compete. 

The  Ghaibman.  Why  could  not  the  Canadian  lines  compete  if  the  in- 
terstate commerce  act  were  applied  to  them  t 

Mr.  Atkinson.  If  they  are  not  as  well  situated  in  Canada  as  the 
American  roads  are  here  they  could  not  live  on  the  same  revenne. 

The  Ghaibman.  It  is  alleged  here  that  the  Canadian  roads  are  really 
operating  under  the  interstate  commerce  act  in  so  far  as  respects  any 
commerce  that  touches  the  United  States  in  any  manner.  Now,  if  that 
is  not  true,  and  it  should  be  made  true,  would  there  be  any  objection 
to  it» 

Mr.  Atkinson.  I  do  not  see  any. 

I  might  mention  a  circumstance  here.  The  American  roads  are  sap- 
posed  to  control  lines  of  steam  boats,  and  an  independent  boat  or  line 
of  boats  in  no  way  connected  with  the  American  roads,  bringing  freight 
to  Port  Huron,  for  instance,  if  there  were  no  Canadian  takers  for  that 
freight,  no  Canadian  roads,  would  be  compelled  to  pay  local  rates  from 
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Port  Huron  toBufOEiIo,  or  to  some  other  point,  and  that  would  drive  the 
boats  off  the  lakes.  The  owners  of  the  boats  tell  me  so.  One  ot  them 
is  here  to-day,  and  can  tell  you  better  about  it  than  I. 


STATEMENT  OF  ASHLET  POND. 

Mr.  Ashley  Pond,  solicitor  of  the  Michigan  Central,  appeared. 

The  Ohaibman.  What  is  your  judgment  from  your  experience,  Mr. 
Pond,  as  to  the  question  of  whether  the  American  roads  and  the  Cana- 
dian roads  are  oh  the  same  leyel,  or  whether  the  American  roads  are  at 
a  disadvantage  in  comparison  with  the  Canadian  roads  under  existing 
circumstances  t 

Mr.  Pond.  So  far  as  I  have  been  able  to  judge,  the  American  roads 
since  the  interstate  commerce  law  has  been  enacted  have  been  and  are 
now  working  at  a  disadvantage. 

The  Ohai&man.  Please  explain  the  reason  why. 

THE  GBAND  TRUNK  AND  THE  INTEBSTATE  LAW. 

Mr.  Pond.  To  begin  with,  up  to  this  time  there  has  been  a  contro- 
versy as  to  just  to  what  extent  the  Canadian  roads  are  subject  to  this  in- 
terstate commerce  act.  Almost  every  step  of  the  way  ha«  been  contro- 
verted by  the  Canadian  roads,  or  by  the  Grand  Trunk  road — every  step 
of  the  attempt  to  enforce  the  act  against  them  has  been  controverted. 

Mr.  Ledyard,  in  his  testimony  before  your  committee  in  New  York,  I 
think,  cited  the  case  which  came  up  before  the  Commission  on  the  ques- 
tion of  the  tariff  on  coal  from  the  IJnited  States  to  Canada.  Complaint 
was  made  by  the  Michigan  Central  Company  against  the  Grand  Trunk 
road,  charging  a  violation  of  the  interstate  commerce  act,  in  that  while 
they  published  a  tariff  rate  from  Buffalo  and  Black  Bock  to  points  in 
Canada,  they  did  not  adhere  to  those  rates,  but  paid  rebates  to  large 
shippers. 

The  Grand  Trunk  Company  admitted  such  to  be  the  fact,  but  contended 
that  that  traffic  was  not  within  the  interstate  commerce  law.  I  say  ad- 
mitted the  fact.  When  the  case  was  called  up  before  the  Commission 
the  counsel^stated  that  the  road  paid  the  bridge  tolls  over  the  Interna- 
tional bridge,  whatever  they  might  be,  and  then  they  made  a  rate  from 
the  other  side  of  the  bridge  to  the  stations.  But  correspondence  had 
taken  place  between  the  managers  of  the  two  companies  and  the  tariffs 
were  before  the  Commission.  The  Commission  held  the  fact  to  be  as 
shown  by  this  correspondence  and  by  these  tariffs — that  the  tariff  was 
made  from  Buffalo  and  Black  Rock.  Incidentally  the  Commission  held 
that  all  traffic  going  into  Canada  or  through  Canada  into  the  IJnited 
States  was  within  the  act. 

So  far  as  I  am  advised,  while  the  Interstate  Commerce  Commission 
has  so  decided,  the  Grand  Trunk  road  still  adheres  to  its  original 
method  ^f  business.  Of  course  we  have  no  direct  evidence  of  that 
fact ;  we  can  get  none.  The  committee  will  see  that  if  the  claim  of  the 
Grand  Trunk  was  correct  in  that  instance,  that  the  act  does  not  affect 
traffic  going  from  any  point  in  the  United  States  to  any  point  in  Can- 
ada, that  all  the  grain  traffic  for  export  going  to  Montreal  is  outside 
of  the  act. 

The  Chairman.  Yon  mean  where  it  originates  in  the  United  Statest 

Mr.  Pond.  Yes,  sir.    Then,  as  to  the  passenger  traffic,  we  are  advxsftA. 
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and  have  credible  information — of  coarae  it  is  difflcalt  to  make  legal 
proof — that  a  lower  rat«  is  given  to  passengers  who  cross  over  the  river 
on  the  ferry  and  take  the  Grand  Trunk  road  on  the  other  side  than  to 
through  passengers  starting  on  this  side.  Then  there  are  methods  by 
which  the  Grand  Trunk  can  evade  the  law. 

Senator  Hisgogk.  So  far  as  the  last  instance  is  concerned,  I  should 
think  you  would  have  no  trouble  in  demonstrating  whether  the  Grand 
Trunk  does  it  or  not. 

Mr.  Pond.  If  we  could  dall  the  passengers  before  us  and  get  the  in- 
formation from  them  we  might  demonstrate  it. 

Senator  HisooGK.  You  could  scud  men  there  and  have  them  pur- 
chase tickets. 

Mr.  Pond.  We  might  do  that,  perhaps,  but  beyond  that  there  is  a 
difQculty  in  getting  at  the  facts  and  getting  the  evidence.  This  Grand 
Trunk  is  a  Canadian  corporation.  It  does  not  come  into  the  United 
States  for  the  purpose  of  operating  any  railroad  unless  it  be  the  short 
road  between  Detroit  and  Port  Huron.  I  am  not  certain  as  to  that.  It 
is  possible  that  that  is  another  line  of  the  Grand  Trunk  Company  in  the 
United  States.  But  the  Grand  Trunk  controls,  as  the  largest  stock- 
holder, the  Chicago  and  Grand  Trunk,  which  runs  from  Port  Huron  to 
Chicago.  It  is  the  only  stockholder  of  the  Detroit  and  Milwaukee  Rail- 
road, which  runs  from  Detroit  to  Grand  Haven,  and  in  that  connection 
owus  a  line  of  steamers  across  the  river.  It  has  recently  acquired  the 
control  of  a  road  from  Muskegon  to  Durand,  or  somewhere  near  there. 
All  these  roads  are  not  operated  by  the  Grand  Trunk  proper,  but  in  the 
name  of  the  several  corporations  under  which  they  are  organized. 

Kow,  these  companies  can  literally  obey  the  interstate  commerce  law, 
and  rebates  can  be  given  by  the  Grand  Trunk  proper  in  Canada,  the 
payment  of  which  it  is  very  difficult  to  discover.  We  assume  that 
the  Grand  Trunk  is  not  adhering  to  the  law  from  the  results  of  its  busi- 
ness compared  with  the  business  of  the  American  roads.  Thus,  for  quite 
a  number  of  weeks,  I  do  not  know  but  months,  some  two  months  ago, 
the  Grand  Trunk  took  out  of  Chicago  from  30  to  40  per  cent,  of  all  the 
business  for  Eastern  points.  I  say  the  Grand  Trunk  Company.  I  mean 
the  Chicago  and  Grand  Trunk  Company,  the  Chicago  connection  of  Hie 
Grand  Trunk. 

The  Chaibman.  As  the  connection  of  the  Grand*  Trunk  between 
Chicago  and  Port  Huron  f  ^ 

Mr.  Pond.  Yes,  sir.  Now,  we  know  from  past  experience  that  adher- 
ing to  the  law — that  is,  adhering  to  the  tariff  rates  as  published  by  the 
Grand  Trunk  and  filed  with  the  Interstate  Commerce  Commission — 
would  not  naturally  secure  them  any  such  amount  of  business. 

The  Chairman.  What  was  the  character  or  quality  of  most  of  that 
business  t 

Mr.  Pond.  Grain  and  dressed  beef.  The  Grand  Trunk  for  the  last 
two  years  has  been  taking  a  large  portion  of  the  dressed  beef  business. 

The  Chairman.  At  published  rates  f 

Mr.  Pond.  I  suppose  so.  The  Grand  Trunk  Company  made  an  agree- 
ment some  two  years  since  with  large  dressed  beef  shippers,  fixing  the 
rates  for  some  time  in  the  future.  I  do  not  remember  for  how  long. 
By  this  arrangement  or  agreement,  I  think  the  maximum  rate  was  40 
and  the  minimum  30,  and  I  presume  it  published  its  rates  accordingly. 

In  addition  to  that  the  Grand  Trunl;  has  been  pi\yiui^  a  cent  a  mile 
for  the  use  of  the  refrigerator  cars  which  are  owned  by  the  shippers, 
while  the  other  roads  were  paying  but  Ihreequarters  of  a  ceut^  This 
cent  »  mile  seriously  affects  the  rate,  but  it  is  not  published  as  a  part 
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of  tbe  rate.    The  tariff  sheets  do  not  show  what  mileage  is  paid  for  the 
use  of  the  cars. 

The  Ohaibmai*^.  Yoq  say  the  tariff  sheets  do  not  show  itt 

Mr.  Pond.  No,  sir ;  they  do  not.  Our  principal  evidence,  excepting 
the  cases  I  have  stated,  that  the  Grand  Trunk  does  not  adhere  to  the 
law,  is  the  fact  that  it  takes  a  much  larger  proportion  of  the  business 
than  it  could  naturally  be  expected  to  take  if  it  adhered  to  its  published 
tariffs. 

The  Chairman.  What  was  the  per  cent,  that  the  Grand  Trunk  car- 
ried during  the  period  you  mehlioned  t 

Mr.  Pond.  From  30  to  40  per  cent.  I  think  over  40  per  cent,  for  one 
or  more  weeks. 

The  Chairman.  When  was  thatt 

Mr.  Pond.  I  should  say  from  two  to  four  months  ago. 

The  Chairman.  What  is  their  per  cent,  now  f 

Mr.  Pond.  The  report  for  last  week  puts  it  at  18  per  cent,  I  think. 

The  CH91IRMAN.  How  do  you  account  for  such  a  dropping  dowut 

Mr.  Pond.  I  account  for  It  on  the  supposition  that  for  tbe  last  two 
weeks  tbey  have  been  adhering  more  strictly  to  the  law,  maintaining 
published  rates,  and  making  no  concessions  in  any  form. 

The  Chairman.  How  is  it  that  they  happen  to  do  that  now  t 

Mr.  Pond.  It  happens  to  occur  in  connection  with  the  movements  of 
this  committee.    [Laughter.] 

Senator  Harris.  About  how  long  did  that  condition  of  things  con- 
tinue in  which  they  were  carrying  over  their  supposed  due  proportion  of 
business  f 

Mr.  Pond.  I  do  not  know  exactly.  My  attention  was  called  to  it  at 
the  meeting  of  the  Central  Traffic  Association  in  Chicago. 

The  Chairman.  What  indications  have  you  now  that  the  Grand 
Trank  is  adheriug  to  the  published  rates  t 

Mr.  Pond.  I  suppose  so  from  the  fact  that  they  are  not  getting  the 
lion's  share  of  the  business.  Under  the  old  pooling  arrangement  they 
were  allowed  somewhere  near  22  per  cent  of  the  business. 

The  Chairman.  Their  percentage  is  a  little  below  that  now,  is  it  notf 

Mr.  Pond,  Yes,  sir. 

The  Chairman.  What  did  you  say  their  percentage  was  now  ? 

Mr.  Pond.  The  report  for  last  week  states  it  to  be  18  per  cent.  It  va- 
ries from  week  to  week. 

The  Chairman.  For  what  road  are  you  solicitor! 

Mr.  Pond.  I  am  solicitor  for  the  Michigan  Central. 

The  Chairman.  What  share  of  the  business  is  the  Michigan  Central 
getting  from  here  t 

Mr.  Pond.  I  can  not  tell  you  what  share  of  the  business  we  are  get- 
ting from  Detroit.  Of  the  passenger  business  we  get  the  larger  pro- 
portion. I  am  not  in  the  operating  department  and  do  not  keep  track 
of  exactly  how  the  traffic  runs. 

The  Chairman.  You  spoke  a  few  moments  ago  of  passengers  cross- 
ing the  river  by  ferry  an«l  then  taking  the  Grand  Trunk.  Your  pas- 
sengers could  cross  the  river,  too,  could  they  not,  and  then  start f 

Mr.  Pond.  Our  passengers  could  go  across  the  river  and  start  sim- 
ilarly; but  we  have  desired  to  obey  the  law  strictly,  because  we  have 
felt  a  fear,  whether  there  is  any  occasion  for  it  or  not  I  do  not  know, 
that  if  the  Canadian  roads  did  not  obey  the  law  there  might  be  some 
restrictive  legislation  that  would  greatly  decrease  the  value  of  our  roads 
on  the  other  side  of  the  river.  I  lo  not  know  what  we  might  not  do  if 
we  were  not  under  some  fear* 
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The  Chairman.  Bo  yoa  think  that  legislation  which  would  in  any 
wise  restrict  Canadian  roads  would  injure  yon  on  the  other  side  of  the 
river! 

Mr.  Pond.  Yes,  sir;  it  would  ruin  the  Michigan  Central  on  theotb^r 
side  of  the  river.  Its  main  line  is  from  Detroit  to  Chicago.  Then  it 
has  the  other  lines  further  north.  It  operates  a  road  from  Jackson  to 
the  Straits  of  Mackinaw,  and  a  road  iroui  Detroit  to  Bay  City,  con- 
necting at  Bay  City  with  that  line;  also  a  branch  from  Jackson  to 
Grand  Bapids.    So  that  its  business  naturally  comes  to  Detroit. 

REGULATION  OF  THE  CANADIAN  ROADS. 

The  Chairman.  Is  it  your  opinion  or  not,  Mr.  Pond,  that  something 
different  from  what  now  exists  ought  to  be  done  to  protect  American 
roads  as  against  Canadian  roads? 

Mr.  Pond.  I  think  that  either  the  interstate  commerce  law  should  be 
repealed  or  that  it  should  be  so  amended  that  the  Canadian  roads 
would  be  made  subject  to  the  same  restrictions  as  the  American  roads. 

The  Chairman.  Do  you  think  that  they  are  not  subject  to  such 
restrictions  now! 

Mr.  Pond.  Yes,  sir ;  practically. 

The  Chairman.  Do  they  evade  the  law  f 

Mr.  Pond.  Yes,  sir  5  and  I  do  not  think  there  is  any  remedy  pro- 
vided by  the  law. 

The  Chairman.  As  a  lawyer,  have  you  any  suggestions  that  would 
enable  the  American  Congress  to  improve  the  situation  in  that  regard! 

Mr.  Pond.  It  is  a  situation,  I  must  confess,  which  it  is  difficult  to  im- 
prove. I  think  some  things  can  be  done,  however,  to  im])rove  the  situa* 
tion. 

The  Chairman.  What  are  they  ! 

Mr.  Pond,  My  idea  is  that  these  Canadian  roads  should  be  required 
to  obtain  licenses  from  the  Interstate  Commerce  Commission  to  enter 
into  this  traffic,  and  perhaps  give  bond  to  comply  with  the  law. 

The  Chairman.  And  foifeit  the  bond  in  case  of  violation  of  the  law  f 

Mr.  Pond.  Certainly.  In  my  opinion  they  should  be  required  to 
obtain  a  license  from  the  Interstate  (Commerce  Commission,  and  the 
license  should  be  revoked  if  they  do  not  obey  the  law. 

The  Chairman.  So  that  if  a  road  did  not  obey  the  law  in  all  particu- 
lars the  license  should  be  revoked  and  they  should  go  out  of  business 
so  far  as  the  United  States  business  is  concerned? 

Mr.  Pond.  Yes,  sir;  so  far  as  they  would  be  compelled  to  go  out  of 
business  by  being  refused  permission  to  use  through  ciirs  iA  this  through 
traffic  They  might,  perhaps,  obtain  some  passenger  business  by  trans- 
ferring passengers  from  this  side  of  the  river  to  the  other,  and  then  to 
the  Niagara  frontier,  and  some  freight  business  by  vessels  into  Canada, 
not  through  Canada. 

The  Chairman.  Your  road  from  here  to  the  bridge  being  a  Canadian 
road,  would  you  put  it  under  the  sanio  restrictions  as  the  Canadian 
roads  f 

Mr.  Pond.  Yes,  sir;  we  ask  no  favors;  we  ask  no  discrimination. 
We  are  willing  to  stand  upon  the  same  footing  as  all  Canadian  roads; 
we  expect  to  stJind  there. 

Senator  Uiscook.  And  you  want  them  to  stand  on  the  same  footing 
with  you;  you  only  a^ik  that  no  discriminalion  be  made  I 

Mr.  Pond.  Yes,  sir. 

Senator  Hiscock:.  You  do  not  want  any  legislation  which  puts  the 
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Canadian  roads  under  any  oUier  rostriclions  tban  yon  are  placed  un- 
der f 

Mr.  Pond.  No,  sir;  no  more  than  tlie  American  roads  generally  are 
under.  We  never  have  suggested  any  different  legislation  for  the  Cana- 
dian roads  tban  for  the  American  roads. 

Iteference  has  been  made  to  the  Vanderbilt  roads.  The  Michigan 
Central  is  a  Vanderbilt  road.  I  have  heard  this  subject  discussed  many 
times  by  the  Vanderbilt  people,  by  the  presnlents  of  the  various  Van- 
derbilt roads.  The  presidents  of  the  so-called  Vanderbilt  roads  hold 
monthly  meetings  in  the  Grand  Central  depot  at  New  York,  when  all 
questions  affecting  the  roads  are  discussed.  I  have  attended  many  of 
those  meetings,  and  1  have  never  yet  heard  a  suggestion  from  the  pres- 
ident of  any  of  the  Vanderbilt  roads  that  there  should  be  any  legisla- 
tion which  would  be  more  severe  on  the  Canadian  roads  than  on  the 
American  roads.  Under  the  act  as  it  now  stands  it  is  very  difficult  to 
get  effective  jurisdiction  over  the  Grand  Trunk  road. 

The  Chairman.  You  think  the  American  roads  are  at  a  disadvantage 
as  things  now  are  on  account  of  the  interstate  commerce  actf 

Mr.  Pond.  Yes,  sir. 

The  Chairman.  You  have  studied  this  question  some  time.  Can 
you  tell  us  in  what  way  the  interstate  commerce  act  hampers  or  incon- 
veniences American  roads  in  competition  with  Canadian  roads  f 

Mr.  Pond.  The  American  roads  are  required  to  publish  their  tariffs 
to  all  points  and  to  tile  copies  with  the  Interstate  Commerce  Commis- 
sion. They  are  forbidden  to  increase  the  rates  except  upon  ten  days' 
public  notice,  or  to  reduce  them  except  upon  three  days'  public  notice, 
and  they  are  required  under  heavy  penalties  to  adhere  to  these  tariffs. 
The  Canadian  roads,  as  I  have  already  suggested,  may,  by  various 
shifts  and  devices,  evade  that  provision.  It  is  difficult  to  detect  the 
evasion,  and  more  difficult  to  reach  it  if  the  evasion  is  detected — that 
is,  if  the  evasion  is  in  Canada,  as  it  may  be,  and  we  8upi>ose  it  to  be,  if 
there  is  any  evasion,  and  we  believe  there  are  such  evasions — while  the 
American  roads  are  within  reach  of  process  at  all  times. 

The  Chairman.  Your  remedy  is  a  license! 

Mr.  Pond.  Yes,  sir;  a  license  is  my  remedy. 

The  Chairman.  How  would  it  do  to  apply  licenses  to  all  roads,  Amer- 
ican as  well  as  Canadian  t 

Mr.  Pond.  I  see  no  objection  to  it.  These  Canadian  roads  should 
obtain  licenses  through  the  Interstate  Commerce  Commission. 

The  Chairman.  That  subject  was  discussed  by  the  committee  before 
the  law  was  formulated,  and  it  was  a  question  in  our  minds  then 
whether  that  was  not  one  of  the  means  of  securing  a  proper  observance 
of  the  law ;  but  it  seemed  to  be  thought  at  that  time  that  it  might  be  a 
little  troublesome  and  cumbersome  to  require  licenses  to  be  given  to 
every  road  in  the  country,  so  we  did  not  adopt  it. 

Mr.  Pond.  There  is  a  provision  now  that  traffic  going  through  Can- 
ada, if  it  is  not  carried  in  compliance  with  the  law,  shall  be  made  subject 
to  duty,  but  it  is  impossible  to  detect  its  not  being  carried  so  in  time  to 
enforce  the  payment  of  the  duty. 

There  is  another  provision  in  the  sixth  section  authorizing  an  injunc- 
tion restraining  the  company  from  taking  traffic,  but  it  is  very  difficult 
to  enforce  that.    So  far  as  I  can  see  it  is  not  practicable  to  enforce  it. 

PIPFICULTIES  IN  SECURING  JURISDICTION. 

I  said  it  was  very  difficult  to  get  jurisdiction  over  the  parties.  I 
handed  to  the  Interstate  Commerce  Commisftiow  ^X»  ^\Cvi»i%j^  %wsx<^ 
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papers  i\  month  or  six  weeks  ago  with  the  saggestion  that  they  seemed 
to  call  for  investigation.  They  were  papers  that  L  supposed  proved 
that  the  Grand  Trunk  was  violating  the  act.  T  was  notified  a  few  days 
since  that  these  papers  had  been  sent  by  the  Oommission  to  the  Cnited 
States  district  attorney  of  this  district.  Thcdistrict  attorney  advised  me 
that  he  had  been  notified,  and  asked  me  to  call  and  see  bim.  We  looked 
over  the  ground  and  we  found  that  there  was  no  one  against  whom  a 
complaint  could  be  made  for  the  violation  in  that  case  and  against  whom 
there  would  be  process  except  the  local  agent  at  Port  Huron,  who  was 
doubtless  an  innocent  party.  Of  course  when  the  grand  jury  is  in  ses- 
sion indictments  may  be  found  and  the  parties  .may  be  reached,  per- 
haps may  be  caught  within  the  jurisdiction,  or  perhaps  brought  into 
oar  jurisdiction. 

THE  GRAND  TRUNK  GOAL  CASE. 

Senator  Hisgook.  I  want  to  ask  you  a  question  on  the  subject  yon 
touched  a  while  ago,  and  that  was  this  decision  in  reference  to  the  coal 
traffic.  I  understand  what  you  claimed  was  this,  that  the  Canadian 
roads  take  tolls  over  their  United  States  roads— over  the  roads  which 
they  own  and  control  in  the  United  States? 

Mr.  Pond.  In  this  particular  case  they  did  not  own  or  control  the 
road,  but  they  joined  in  a  tarifi.  They  published  a  general  tariff  under 
the  sixth  section  of  the  act. 

Senator  Hisgogk.  They  did  not  control  the  road,  but  published  a 
joint  tariff,  and  then  they  gave  a  rebate  to  the  shipper. 

Mr.  Pond.  Gave  a  rebate  to  the  shipper. 

Senator  Hisgogk.  To  the  consignee  or  to  the  consignor  t 

Mr.  Pond.  I  supposed  the  consignee  and  the  consignor  were  the  samet 

Senator  Hisgogk.  That  makes  no  difference,  but  what  you  complain 
about  is  this:  that  where  they  do  that  with  reference  to  international 
trade  the>'  are  able  to  discriminate  in  favor  of  one  United  States  road 
as  against  another  United  States  roadf    That  is  what  you  claim. 

Mr.  Pond.  No  ;  I  do  not  claim  that. 

Senator  Hisgogk.  That  is  the  only  thing  you  cau  complain  of,  is  it 
not! 

Mr.  Pond.  Not  at  all.  It  is  not  the  discrimination  in  favor  of  one 
road  in  the  United  States  as  against  another. 

Senator  Hisgogk.  But  if  the  United  States  roads  have  an  even  com- 
petition, or  just  competition,  in  carrying  coal,  or  any  other  fteight,  to 
the  Canadian  line,  why  should  the  United  States  roads  find  rault  with 
what  is  done  on  the  other  side  ? 

Mr.  Pond.  For  various  reasons.  In  the  first  place,  there  might  be  a 
discrimination  in  favor  of  certain  purchasers  in  the  Uqited  States  if  not 
in  favor  of  certain  roads  transporting  in  Canada. 

Senator  Uisgogk.  That  does  not  affect  the  roads  unless  it  has  the 
effect  of  discriminating  in  favor  of  certain  routes. 

The  Chairman.  Is  not  this  true  in  the  coal  case ;  that  the  published 
rate  between  a  point  in  the  United  States  and  a  point  in  Canada  for 
the  shipment  of  coal  was  so  and  so  and  that  road  pretended  to  be  car- 
rying coal  at  that  rate  between  it  and  another  road  that  published  the 
same  rate  for  the  carriage  between  those  points  t  Now,  that  road  paid 
a  secret  rebate  which  made  the  rate  actually  paid  less  than  the  pub- 
lished rate,  and  the  Grand  Trunk  claimed  that  it  had  a  right  to  do  that 

Senator  Hisgogk.  I  can  understand  this,  that  there  ought  not  to  be 
such  an  arrangement  and  such  rules  and  regulations  as  would  prevent 


THE  tmiTfiD  STATES  AND  CANADA.  586 

ati  ot)eti  ^nd  au  even  coiupetitiou  between  American  routes  to  the  Cana- 
dian  line ;  but  I  can  not  see  what  we  have  to  do  with,  or  what  reason 
we  have  for  interfering  with,  the  traffic  when  it  crosses  the  Canadian 
litie,  becanse  then  it  is  a  question  as  between  the  Canadian  road. 

Mr.  Pond.  If  the  Canadian  roads  can  take  business  that  comes  from 
the  United  States  out  of  this  country  and  pay  rebates  on  it  in  Canada, 
it  can  turn  the  great  volume  of  export  business  through  Canada.  It 
can  take  the  export  business  to  Montreal. 

Senator  ETiscocK.  No. 

Mr.  Pond.  Why  not  f 

Senator  Uisgogk.    Because  it  does  not  touch  export  business. 

Mr.  Pond.  Oh,  yes.    I  only  gave  the  coal  case  as  an  illustration. 

Senator  HiSGOCK.  I  can  see  au  injustice  in  permitting  them  to  allow 
rebates  on  Canadian  business — on  Canadian  freights — where  it  is  export 
trade ;  but  I  can  not  see  any  injustice  in  their  allowing  a  rebate  on  goods 
consumed  in  Canada,  unless  their  American  connection  gets  some  bene- 
fit from  it,  can  you! 

Mr.  Pond.  I  think  I  can. 

Senator  Hisoogk.  1  would  like  to  have  you  point  it  out.  Now,  I 
never  could  see  any  injustice  in  that  Buffalo  case. 

Mr.  Pond.  I  do  not  undertake  to  say  that  in  the  Buffalo  case  there 
was  any  injustice,  and  I  will  not  undertake  to  say  Whether  or  not  the 
principle  involved  was  one  that  applied  in  other  cases. 

Senator  iliscoGK.  That  principle  would  only  extend  to  trade  between 
here  and  Canada,  and  not  the  export  trade. 

Mr.  Pond.  Why  not  f 

Senator  BisoooK.  The  principle  would  not. 

Mr.  Pond.  Oh,  yes. 

Senator  Hisgogk.  The  Commission  was  not  called  upon  to  decide  in 
reference  to  export  trade. 

Mr.  Pond.  They  could  possibly  have  decided  that  question  without 
.doing  that. 

Senator  Hisoogk.  Certainly.  Now,  we  will  go  back  to  the  other 
question.    Can  you,  yourself,  see  any  injustice  in  that  mattert 

Mr.  Pond.  I  see  this  injustice.  How  much  of  the  business  and  traffic 
from  the  United  States  into  Canada  is  traffic  that  originates  with  Amer- 
ican shippers  in  which  they  are  interested  in  the  shipment  to  the  Cana- 
dian point  t  The  traffic  is  to  Canadian  points  from  American  points, 
and  unless  the  law  applies  in  such  cases  there  may  be  discrimination 
as  between  American  shippers,  and  in  the  giving  of  rebates  to  the 
larger  shippers  that  are  not  given  to  the  small  shippers.  The  Orand 
Trunk  admitted  in  that  case  that  it  paid  this  rebate  to  large  shippers. 

Senator  Hisgogk.  So  that  would  be  a  question  as  between  our  pro- 
ducers and  not  as  between  oar  railroa<ls  t 

Mr.  Pond.  That  would  be  a  question  as  between  our  producers  and 
not  a  question  as  between  our  railroads ;  but  this  interstate  commerce 
law  was  primarily  for  the  benefit  of  producers. 

Senator  Hisgogk.  Therefore  you  say  this,  that  where  the  Canadian 
road  is'permitted  to  allow  rebates  to  the  producers,  giving  them  rates 
below  the  published  rates,  and  to  discriminate  in  favor  of  one  Ameri- 
can producer  as  against  another,  that  that  works  injury  to  the  small 
American  producers,  and  it  ought  not  to  be  tolerated  ? 

Mr.  Pond.  Yes,  and  again  the  same  principle  works  the  other  way. 
We  purchase  in  Canada  for  consumers  in  the  United  States.  Large 
purchases  are  made  there.  !N^ow,  can  it  be  that  under  this  act  the  Cana< 
dian  railroads  may  discriminate  up  to  the  line  in  the  United  States  be* 
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tweeu  shippers  in  Canada  to  points  in  the  United  States  f  If  that  be  so, 
would  not  there  be  some  injustice  t 

Senator  HisoocK.  The  effect  there  wouUl  be  as  a  matter  of  course  to 
give  an  undue  advantage  to  large  purphasers  on  this  side,  because  this 
discrimination  in  rates  makes  a  lower  price  for  the  ^oods. 

Mr.  Pond.  In  the  coal  case  I  said  that  the  tariff  was  a  joint  tariff 
with  American  railroads,  but  the  same  thing  might  be  done  by  the 
Grand  Trunk  among  the  roads  it  controls  in  the  United  States,  and  that 
would  affect  the  other  roads  in  the  United  States.  It  might  be  done  in 
connection  with  the  Chicago  and  Grand  Trunk,  and  the  Ghicago  and 
Milwaukee,  and  thus  reach  the  entire  traffic  of  the  Northwest.  If  the 
law  permits  such  a  transaction  as  the  one  involved  in  the  coal  case  it 
would  admit  of  similar  transactions  in  other  tmf&c,  and  we  assume  that 
such  transactions  are  taking  place  all  the  time. 

Senator  Hiscock.  And  you  say  if  that  be  tolerated  the  effect  would 
be  to  divert  the  export  trade  from  the  United  States! 

Mr.  Pond.  Yes,  sir;  to  the  eirteut  of  the  capacity  of  the  steamers  that 
could  be  obtained  to  run  from  Montreal  abroad,  and  in  the  same  way 
to  divert  the  import  trade. 

The  Chairman.  You  have  a  line  of  steamers  of  your  own,  have  you 
not  f 

Mr.  Pond.  We  have  no  steamers. 

The  Chairman.  You  know  nothing  about  the  water  shipment,  there- 
fore! 

Mr.  Pond.  I  know  something  about  the  water  shipment. 

The  Chairman.  Do  you  know  anything  about  discrimiuations  in  the 
matter  of  transportation  through  the  Canadian  canalst 

Mr.  Pond.  No,  sir^  I  do  not,  except  what  I  have  seen  iu  the  public 
prints. 


STATEMENT  OF  WHUAH  0.  BROWNIES. 

Mr.  William  G.  Brownlee,  a  lumber  manufacturer  of  Di'troit, 
appeared. 

The  Chairman.  Do  you  reside  here,  Mr.  Brownlee  ! 

Mr.  Brownlee.  Yes,  sir. 

The  Chairman.  What  is  your  business  f 

Mr.  Brownlee.  Manufacturing  lumber  principally  and  exporting  it. 

The  Chairman.  You  heard  the  reading  of  the  resolution  under 
which  we  are  acting,  and  have  an  idea  of  what  we  are  endeavoring  to 
ascertain,  I  suppose  f 

Mr.  Brownlee.  I  was  not  in  when  the  resolution  was  read,  but  I 
have  a  general  idea  of  the  line  of  inquiry. 

The  Chairman.  If  you  have  any  facts  to  submit  or  any  opinion  to 
express  on  the  general  subject,  you  may  proceed  to  do  so. 

the  question  of  rebates  from  the  grand  trunk. 

Mr.  Brownlee.  I  have  listened  to  Mr.  Pond's  statement  in  regard 
to  discriminations  on  the  part  of  the  Grand  Trunk.  I  have  been  a 
shipper  over  the  Grand  Trunk  and  other  roads  for  a  great  many  years, 
certainly  for  twenty  years,  and  I  have  never  received  a  cent  from  the 
Grand  Trunk  Railroad  in  the  wny  of  rebates,  and  quite  recently  we  have 
been  exporting  by  the  Grand  ^JVnnk  Kailroad. 
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The  Chairman.  Prom  where  f 

Mr.  Beownlee.  From  Detroit 

The  Chairman.  To  where  f 

Mr.  Beownlee.  Via  New  York  to  Glasgow. 

The  Michigan  Central  was  very  much  troubled  because  our  mill  was 
on  their  line  and  we  shipped  by  the  Grand  Trunk.  I  frequently  as- 
sured the  Michigan  Central  people,  who  used  us  nicely,  that  I  would 
always  give  them  the  preference  at  the  same  price,  and  they  did  not 
understand  why  we  shipped  by  the  Grand  Trunk.  Our  reason  for  so 
doing  was  because  we  got  a  better  rate  by  the  Grand  Trunk  Eailroad.  A 
few  years  ago  the  New  York  Central  had  an  export  agent,  Mr.  McTl- 
henney,  who  quoted  high  rates,  and  I  warned  the  people  here  that  he 
was  dishonest  and  he  was  dividing  up.  He  was  the  agent  here  for  all 
these  export  lines  from  New  York.  After  they  had  lost  money  they  be- 
lieved what  I  said  of  him,  and  I  believe  today  the  reason  the  Michigan 
Central  has  not  got  its  proportion  of  the  export  trade  is  because  their 
agents  are  inefficient  or  dishonest.  I  believe  I  am  the  largest  exporter 
from  this  city.  The  Michigan  Central  charges  $0  to  shift  a  car  a  tew 
yards  on  to  the  Grand  Trunk  line.  If  they  had  as  honest  agents  as  the 
agents  of  the  Grand  Trunk  I  would  give  them  all  my  export  business. 
That  is  the  only  way  they  can  get  it.  It  seems  strange  that  since  the 
passage  of  the  interstate  commerce  act  they  fail  toshow  a  single  instance 
where  the  Grand  Trunk  paid  an  American  shipper  a  single  cent  of  re- 
bate. 

The  Chaieman.  You  say  you  ship  over  the  Grand  Trunk  altogether  T 

Mr.  Beownlee.  I  have,  this  summer,  simply  because  we  are  given  a 
better  ocean  rate.  The  freight  goes  from  Detroit  over  what  is  called  the 
Great  Western,  which  is  a  division  of  the  Grand  Trunk,  and  then  by 
the  Erie  and  West  Shore  to  New  York  and  thence  by  the  steam-ship  line 
with  which  they  can  make  the  best  rate.  We  ask  them  for  a  rate  on  so 
m^uj  cars  right  through.  The  rate  to  New  York  is  19^  ceutson  our  lum- 
ber, and  the  only  difference  is  in  the  ocean  rate.  The  inland  rate  is  pre- 
cisely the  same  by  alt  the  roads. 

Senator  Hiscogk.  That  is  just  what  is  complained  of,  that  there  is 
some  arrangement  between  the  Grand  Trunk  and  the  steam<ship  line 
by  which  the  Grand  Trunk  gets  a  rebate  on  ocean  rates. 

Mr,  Beownlee.  They  warn  us  and  write  us.  We  can  give  you  the 
wottten  rates. 

Senator  HiscoCK.  That  is  one  of  the  very  grounds  of  complaint,  and 
yon  are  the  first  witness  who  has  expressed  himself  on  the  question. 
The  manager  of  the  Grand  Trunk  denied  it.  He  said  he  knew  of  noth- 
ing of  the  kind,  and  yet  the  allegation  was  made  to  us  that  it  was  sup- 
posed that  some  arrangement  was  in  force  between  the  Grand  Trunk 
and  the  foreign  steam-ship  lines  by  which  the  latter  made  some  rebate 
to  them,  or  else  that  some  proportion  of  the  land  rate  was  given,  so  that 
they  could  make  lower  rates  to  you  to  ports  across  the  ocean,  and  that 
is  where  it  was  claimed  the  cheat  was. 

Mr.  Beownlee.  That  may  be.  W^hy  I  speak  of  the  agent  in  New 
York  is  because  in  one  instance  I  proved  that  he  quoted  us  a  higher 
rate  than  the  steamer  received.    He  pocketed  the  steal  himself. 

The  Chaieman.  That  individual  steal  t 

Mr.  Beownlee.  Yes;  but  the  railroad  ought  to  have  discharged  him. 
I  called  their  attention  to  his  dishonesty  years  before.  I  have  no  means 
of  knowing  whether  the  steam-ship  companies  deal  more  liberally  with 
the  Grand  Trunk  than  with  other  roads. 

Senator  Hisgook.  The  American  roads  do  not  claim  that  tlie^  ^^^^ 
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more  liberally  with  them,  but  what  they  assumed  was  this,  that  the 
Orand  Trauk  line  gave  to  the  eteam-ship  line  a  certaiti  proportion  of 
the  rate.  In  other  words,  that  there  was  some  arrangement  between 
the  steam-ship  company  and  the  Canadian  trunk  lines  by  which  the 
steamship  company  could  niford  to  give  the  freight  over  the  Canadian 
line  a  lower  rate  than  they  could  freight  coming  over  the  American 
through  line. 

Mr.  Brownlee.  The  American  lines  and  the  Grand  Trunk  ship  by 
the  same  steam-ship  lines.  We  have  shipped  by  the  way  of  Montreal 
sometimes,  but  not  this  season.  The  ocean  rate  from  Montreal  is  about 
the  same  as  from  New  York,  and  the  inland  rate  a  little  less  to  Montreal 
than  to  New  York,  and  I  think  that  the  Michigan  Central  and  the  Lake 
Shore,  and  all  these  roads  ought  to  get  just  as  good  ocean  rates  as  any- 
body else. 

Senator  HiscooK.  They  can  unless  there  is  an  allowance  made  by 
one  trunk  line  to  the  steam-ship  line,  which  would  be  cheating,  of  course, 
enabling  them  to  make  you  lower  rates  than  the  other  railroads. 

Mr.  Brownlee.  It  seems  improbable,  inasmuch  as  they  send  me 
these  letters  without  any  secrecy,  which  1  should  not  think  they  would 
do  if  anything  of  that  kind  was  being  done. 

Senator  HiscocK.  But  is  it  not  remarkable  that  the  steam-ship  line 
can  give  you  a  lower  ocean  rate  for  your  freight  going  over  the  Grand 
Trunk  than  they  can  for  your  freight  going  over  the  Vanderbilt  system! 

Mr.  Brownlee.  I  do  not  know  that  it  is.  I  have  no  means  of  know- 
ing what  is  done  in  New  York,  but  I  frequently  fix  my  ocean  rate  with 
a  broker  in  New  York.  1  can  generally  get  the  ocean  rate  in  New 
York  for  less  money  than  I  can  get  from  any  of  the  railroads. 

The  Chairman.  Make  your  own  terms  f 

Mr.  Brownlee.  Yes,  sir;  it  makes  a  good  deal  of  difference  who 
a])plies  for  the  rates  and  to  whom  he  applies.  I  think  it  is  all  in  the 
efllcieney  of  the  agent.  I  know  that  these  Grand  Trunk  people  make 
a  bigger  ettbrt  for  the  export  trade  than  any  of  the  other  roads.  They 
send  their  men  to  our  office  and  do  everything  they  can  to  drum  up  the 
trade  and  inquire  if  we.  have  anything  going,  and  ask  an  opportunity 
to  bid  on  it,  and  so  on.  I  do  not  think  the  Canadian  roads  are  discrimi- 
nating, as  far  as  I  know.  They  are  no.t  giving  any  rebates  to  the  ship- 
per. 

The  Chairman.  You  say  you  never  received  any  rebates  in  all  your 
business  transactions  f 

Mr.  Brownlee.  No,  sir. 

The  Chairman.  Never  had  any  secret  rates  f 

Mr.  Brownlee.  No,  sir;  nor  any  false  billing. 

The  Chairman.  Have  you  ever  hail  any  drawbacks! 

Mr.  Brownlee.  No,  sir. 

The  Chairman.  You  spoke  of  the  Grand  Trunk  agents  coming  to  you 
and  asking  you  to  let  them  bid  on  your  freights ;  how  is  that  T 

Mr.  Brownlee.  All  roads  do  that.  It  is  the  ocean  rate  that  they 
bid  on.    The  sea-board  rate  is  fixed. 

The  Chairman.  And  the  ocean  rate  varies! 

Mr.  Brownlee.  Yes;  varies  from  15  shillings  sterling  a  ton  np  to  22 
shillings  and  6  pence. 

The  Chairman.  Depending  on  what! 

Mr.  Brownlee.  On  the  amount  of  freight  and  the  tonnage.  When 
freight  is  dull  they  carry  it  for  less,  and  when  there  is  plenty  of  fnsight 
offering  the  rates  are  stiff. 

The  Chairman.  Is  there  no  understanding  between  the  steam-ship 
hues  as  to  the  rates  at  wbicVi  tb^y  tarry  t 
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Mr.  BttoWNLEE.  Not  that  I  know  of.  We  ship  by  the  Anchor  Line 
because  they  laud  on  the  right  side  of  the  river  iu  QLasgow,  on  the  side 
our  goods  go. 

EXPORT  BATES  OVEB  THE   GRAND  TRUNK  AND  AJklERICAN   LINES. 

The  Chairman.  About  how  mnch  do  you  fiud  is  the  difference  be- 
tween shipping  over  the  Grand  Trunk  and  the  American  roads? 

Mr.  Brownlee.  I  oncesaved  $1.25  per  thoii»aud  feet,  board  ineasuie, 
on  the  rate  abroad.  The  Grand  Trank  made  that  rate  for  me.  The 
Wabash  makes  a  rate  for  me  sometimes.  They  make  rates  in  the  same 
way.  The  agent  of  the  Wabash  and  the  West  Shore  line  makes  it  from 
Wabash  open  and  then  the  ocean  rate  is  added,  showing  how  much  the 
through  rate  is. 

The  Chairman.  In  your  shipments  there  is  a  specific  rate  fixed  for 
the  inland  transportation,  is  there  T 

Mr.  Brownlee.  Yes,  sir. 

The  Chairman.  And  that  is  pn'blished  T 

Mr.  Brownlee.  Yes,  sir. 

The  Chairman.  Is  the  inland  rate  on  all  the  roads  alike  ? 

Mr.  Brownlee.  Yes,  sir;  the  only  variation  is  in  the  ocean  rate. 

The  Chairman.  And  you  get  an  advantage  of  $1.25  per  1,000  feet  by 
shipping  over  the  Grand  Trunk  T 

Mr.  Brownlee.  Sometimes  we  get  that  much;  sometimes  consider- 
ably less. 

The  Chairman.  Do  you  ever  get  any  advantage  by  shipping  over  the 
other  lines  I 

Mr.  Brownlee.  Yes,  sir ;  we  have  had  lower  rates  over  the  Mich- 
igan Central  and  we  then  gave  our  freight  to  that  line.  I  gave  them 
some  freight  some  time  ago  whore  the  rates  were  exactly  the  same. 
We  prefer  to  ship  by  the  Michigan  Central  because  we  are  located  on 
the  Michigan  Central  road  and  we  are  on  very  friendly  teri|p6  with  them 
and  we  want  to  patronize  them.  The  trouble  is  that  thc^^  want  a  new 
man  in  Now  York. 

Senator  Hisgogk.  You  think  it  is  due  more  to  the  energy  and  ac- 
tivity and  interest  on  the  part  of  the  agents  in  New  York  of  these  dif- 
ferent lines  that  procure  ocean  rates  than  anything  else  f 

Mr.  Brownlee.  I  am  satisfied  that  that  is  the  only  difference. .  When 
yon  have  a  man  who  stands  up  at  Forty-second  street  and  telephones 
down  to  the  wharf  to  know  what  the  steam-shix)  will  take  five  or  ten 
car- loads  for,  it  is  very  different  from  a  person  going  down  and  saying, 
"  You  can  get  this  freight  if  you  give  us  as  low  rate  as  anybody  else.'' 
In  a  case  like  that  where  several  lines  are  competing  for  it  the  result  is 
very  different. 

The  Chairman.  What  is  the  amount  of  your  business  f 

Mr.  Brownlee.  We  ship  probably,  for  export,  120  or  125  cars  a  year. 
Our  principal  business,  of  course,  is  in  the  United  States.  Wo  pay  the 
Michigan  Central  folks  more  than  anybody  else.  They  bring  us  all  our 
logs  and  all  that  sort  of  freight,  and  do  our  business  at  a  satisfactory 
rate.  They  accused  me  of  discriminating  in  favor  of  the  Grand  Trunk, 
but  I  have  stated  to  them  about  as  I  have  stated  to  you. 

I  think  these  Canadian  roads  are  of  the  first  importance  to  the  city  of 
Detroit  and  to  Michigan  and  the  Northwest.  They  have  the  shortest 
route.  The  Michigan  Central  has  one  of  the  levelest  and  shortest  roads 
probably  of  the  lot.  If  you  were  to  discriminate  against  these  Canadian 
roads  and  compel  our  freight  to  go  around  by  the  Lake  Shore  to  But- 
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falo,  which  in  100  miles  further,  it  wouUl  have  the  effect  of  i-aisiiig  the 
rates.  The  Canadian  roadH  are  not  only  8hortc\r  but  more  level  and  can 
haul  fi*eight  cheaper  than  the  roads  like  the  South  &hore.  I  should  be 
very  sorry  to  see  any  discrimination  against  the  Canadian  roads. 

The  Chairman.  Or  discrimination  in  their  favor  either! 

Mr.  Brownlee.  Or  discrimination  for  them  either.  I  want  perfectly 
fair  play. 

The  Chairman.  And  you  are  willing  to  have  them  placed  under  tbe 
same  regulations  as  the  American  roads,  if  it  can  be  done  f 

Mr.  Brownlee.  Most  assuredly,  if  it  can  be  done. 

STATEMENT  OF  DAVID  EDWABDS. 

< 

Mr.  David  Edwards,  assistant  general  manager  of  the  Flint  and 
Pere  Marquette  Railroad,  appeared. 

The  Chairman.  What  is  your  name,  sir? 

Mr.  Edwards.  David  Edwards. 

The  Chairman.  Where  do  you  reside  f 

^Ir.  Edwards.  East  Saginaw,  Mich.  I  am  assistant  general  man- 
ager of  the  Flint  and  Pere  Marquette  Railroad. 

The  Chairman.  Where  does  that  run  f 

Mr.  Edwards.  From  Monroe,  on  Lake  Erie,  to  Ludington  and  Man- 
istee, on  Lake  Michigan  5  to  Bay  City,  on  Lake  Huron,  to  Port  Huron ; 
on  the  St.  Clair  River,  and  up  to  Port  Austin,  on  Lake  Huron. 

The  Chairman.  Do  you  not  run  to  Toledo! 

Mr.  Edwards.  Yes,  sir ;  but  ^e  do  not  own  that  line.  We  operate 
there  on  a  traffic  arrangement. 

The  Chairman.  What  have  you  to  say  about  this  snbjectt 

Mr.  Edwards.  I  have  a  good  deal  more  to  say  than  I  will  say.  I  will 
confine  myself  more  particularly  to  the  relations  of  our  railroads. 

Canadian  transportation  lines  operating  in  the  United  States  affect 
the  commercial  interests  of  the  United  States  favorably,  in  my  judg- 
ment. 

Speaking  especially  of  the  railways  running  through  Canada,  so  far 
as  their  relations  with  the  railroads  in  Michigan  and  the  shippers  of 
Michigan  are  concerned,  it  would  be  most  disastrous  to  the  railways 
and  the  commercial  interests  of  the  State  of  Michigan,  especially  to  the 
northern  portion  of  the  State,  should  the  Congress  of  the  United  States 
enact  any  law  that  would  prevent  the  Michigan  Central  and  Grand 
Trunk  systems  from  doing  business  in  the  United  States  (bearing  in 
mind  that  when  I  speak  of  the  Michigan  Central  Railroad  £  have  re- 
ference  only  to  that  portion  of  their  line  owned  between  Detroit  and 
St.  Clair  Rivers  and  the  Niagara  frontier)  on  precisely  the  same  basis 
as  American  roads,  and  so  far  as  my  knowledge  goes,  the  Canadian 
systems  are  willing  to  bo  governed  by  the  same  laws  of  transportation 
as  are  prescribed  for  the  government  of  all  interstate  railroads. 

I  claim  that  traffic  originating  in  the  United  States  is  not  unnatu- 
rally diverted  from  the  American  lines  by  the  Canadian  lines.  The 
traffic  from  northern  Michigan  destined  to  the  Eastern  States  finds  a 
more  natuml  outlet  via  the  Canadian  lines  than  any  other.  The  purely 
American  lines  via  the  south  shore  of  Lake  Erie  secure  a  fair  share  of 
the  traffic,  and  it  would  be  a  great  hardship  upon  the  shippers  located 
on  the  lin(  s  of  the  railways  in  northern  Michigan  were  they  compelled 
to  forward  all  their  goods  and  products  via  plirely  American  lines.  Such 
a  proposition  would  inevitably  curtail  the  transportation  fodUties  by 
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the  loss  of  the  eqaipmeat  and  the  facilities  furnished  by  the  competi- 
tive Canadian  roads  or  lines. 

At  present  the  company  I  represent,  for  the  benefit  of.its  system,  and 
the  manufactarers  on  its  line,  and  the  manafacturers  of  the  great  North- 
west, whose  property  seeks  an  outlet  via  Milwaukee  and  Ludington 
over  our  railroad,  are  doing  a  very  satisfactory  interchange  of  trafSc 
with  all  the  Canadian  lines  leading  east  from  the  Detroit  and  St.  Clair 
rivers,  because  we  are  enabled  to  give  such  shippers  and  manufacturers 
the  benefit  and  choice  of  all  the  fast  freight  lines  running  east  via  the 
Michigan  Central  and  the  Grand  Trunk  systems,  as  well  as  via  all  the 
fast  freight  lines  running  east  over  the  purely  American  railroads. 

The  ]^lint  and  Pere  Marquette  Eailroad  Company,  the  company  I 
represent,  has  lately  acquired  a  railroad  system  of  21d  miles,  which  is 
a  natural  contributor  to  the  Canadian  lines  so  far  as  its  eastern  and 
sea-board  traffic  is  concerned,  its  eastern  terminus  being  Port  HuroD, 
on  the  Biver  St.  Clair.  It  not  only  is  a  natural  contributor  to  the 
Canadian  routes,  so  far  as  traffic  originatiug  on  its  line  proper  is  con- 
cerned, but  that  portion  of  the  acquired  railroad  (the  Port  iluron  and 
Northwestern  Eailway),  running  from  East  Saginaw  to  Port  lluron, 
Mich.,  forms  part  of  a  through  short  line  route  from  the  great  North- 
west. The  distance  from  Milwaukee  to  New  York  via  this  route  being 
but  928  miles — ^ 

The  Chairman.  From  what  point ! 

Mr.  Edwards.  Prom  Milwaukee.  We  consider  Milwaukee  our  west- 
ern terminus,  and  through  bills  are  issued  from  Milwaukee. 

The  Chairman.  Proceed  with  your  statement. 

Mr.  Edwards.  Tlie  distance  from  Milwaukee  to  New  York  via  this 
route  is  but  928  miles  (or  from  Minneapolis  to  New  York  1,273  miles),  and 
if  the  Flint  and  Pere  Marquette  Railroad  Company  should  adopt  Mani- 
towoc as  the  port  at  which  to  receive  the  northwestern  traffic^  the  dis- 
tance will  be  lessened  30  miles. 

.  Were  we  compelled  to  forward  our  traffic  viapurely  American  railroads 
to  the  sea-board,  our  shortest  distance  from  Milwaukee  to  New  York 
would  be  1,079  mil^s.  Much  of  our  east-bound  traffic  is  forwarded  via 
the  Lake  Shore  and  Michigan  Southern,  the  Pennsylvania  Company,  and 
Baltimore  and  Ohio  Railroad,  but  to  be  compelled  to  forward  all  via  the 
south  shore  lines,  would  be  very  unjust  to  the  company  I  represent,  as 
well  as  depriving  shippersof  the  choice  of  routes  at  equal  rates  for  trans- 
portation. I  say  unjust  to  the  Flint  and  Pere  Marquette  Uailroad  Com- 
pany, because  they  would  necessarily  have  to  haul  the  property  received 
at  Milwaukee,  coming  from  the  Northwest,  83  miles  further  for  the  same 
earnings  practically,  and  haul  property  originating  at  points  on  the 
line  of  its  Port  Huron  and  Northwestern  Bail  way  Division  from  100  to 
200  miles  greater  distance. 

Any  action  on  the  part  of  our  National  Congress  which  will  prohibit 
the  Canadian  system  of  railways  doing  business  in  the  United  States  on 
the  same  basis  as  our  American  lines  (having  special  reference  to  the 
railways  connecting  with  our  Michigan  railroads,  as  the  subject,  so  far 
as  it  relates  to  other  portions  of  the  United  States  has  been  very 
fully  discussed  by  those  immediately  interested,  and  need  not  be 
gone  over)  would  materially  affect  the  passenger  traffic  of  our  State. 
At  present  the  larger  percentage  of  the  passengers  transported  to  and 
from  the  east,  destined  to  and  starting  from  pointy  north  and  west  of 
the  line  of  the  Michigan  Central  Eailroad,  make  the  journeys  via  the 
railroads  passiug  through  Canada,  for  the  reason  that  they  are  the 
shortest  routes,  ^ind  furnish  good  facilities,  all  at  reasonable  rates. 
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I  intended  goiug  a  little  farther  into  statistics  as  far  as  nortlierD 
Michigan  is  coucerned,  but  I  do  not  think  it  is  e&sential  here.  A  good 
deal  more  could  be  said,  but  there  is  not  enough  time. 

The  Flint  and  Pere  Marquette  Company  i^re  doing  quite  an  extensive 
ea8t4)ound  business.    We  have  four  steamers  ou  Lake  Michigan. 

The  Chairman.  Do  you  own  the  steamers^ 

Mr.  Edwards.  Yes,  sir.    I  might  say  that  60  per  cent  of  our  east- 
bound  business  from  the  Northwest,  passing  over  our  road,  and  that ' 
originating  on  the  road,  passes  over  the  Canadian  lines,  that  is^  the 
Grand  Trunk  system  and  the  Michigan  Central. 

The  Chairman.  What  proportion  of  it  goes  by  those  steamers  from 
Milwaukee  Y 

Mr.  Edwards.  I  have  not  the  figures.  I  can  give  you  the  tonnage 
we  handle  across  the  lake  for  the  Canadian  lines.  It  amounts  to  be- 
tween 50,000  and  60,000  tons  a  year. 

The  Chairman.  Do  you  publish  your  rates  from  Milwaukee  to  what- 
ever eastern  point  the  goods  are  billed  f 

Mr.  Edwards.  Yes,  sir.  The  rates  from  Milwaukee  are  the  same  as 
from  Chicago. 

The  Chairman.  Do  you  regard  your  steam-ships  as  much  under  the 
interstate  commerce  act  as  the  railroad  f 

Mr.  Edwards.  Yes,  sir ;  all  our  tariffs  from  Milwaukee  are  filed  with 
the  Commission. 

The  Chairman.  Probably  a  little  more  than  half  of  your  business 
going  east  goes  over  the  Grand  Trunk,  I  suppose. 

Mr.  Edwards.  That  is.  goes  over  the  Canadian  lines,  the  Michigan 
Central  and  the  Grand  Trunk — by  fast  freight  lines  over  different  ro^s. 
More  than  50  per  cent  of  the  Northwestern  business  goes  over  the  Ca- 
nadian lines,  and  on  east-bound  business,  lumber,  and  everything  o! 
that  kind,  originating  on  the  road,  of  the  total  contribution  of  our  road 
to  the  Eastern  cities,  between  50  and  60  percent,  passes  over  the  Cana- 
dian lines. 

The  Chairman.  Do  you  have  any  export  business  t 

Mr.  ED\f  ARDS.  Yes,  sir. 

EXPORT  RATES  OVER  DIFFERENT  LINES. 

The  Chairman.  You  heard  the  statement  of  Mr.  Brownlee  a  short 
while  ago  as  to  the  advantage  that  he  seemed  to  get  by  shipping  over 
the  Grand  Trunk.    What  is  your  experience  on  that  score  f 

Mr.  Edwards.  Wo  have  no  advantages.  There  may  be  an  advan- 
tage by  shipping  over  that  line.  There  may  be  an  advantage  one  day 
by  one  line  and  another  day  by  another  line.  The  export  rates  are 
quoted  in  the  Northwest  by  the  agents  representing  the  £ast  lines. 
Through  shipments  from  the  Northwest,  taking  Milwaukee  as  the  start- 
ing point,  are  solicited  and  contracted  for  by  the  agents  of  the  fast  lines, 
and  they  have  their  correspondents  in  New  York,  and  get  rates  through 
the  manager  of  the  freight  lines.  The  export  traffic,  as  a  rule,  is  con- 
tracted for  by  these  fast  lines.  It  would  be  an  exceptional  thing  for 
our  agent  in  Milwaukee  to  quote  an  export  rate. 

An  agent  representing  the  Erie  Railroad  to-day  may  quote  a  lower 
rate  than  the  New  York  Central.  To-morrow  the  New  York  Central 
agent  may  be  able  to  quote  or  secure  a  lesser  rate  between  New  York 
and  the  foreign  port  for  good  reasons,  and  consequently  can  make  a 
lower  rate  than  the  Erie,  and  then  the  New  York  Central  will  take  the 
iveight.    That  is  not  e\  ideuce  that  the  mte  is  made  by  the  railroad 
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compaDieR ;  I  do  not  believe  tbat  is  so.  I  think  rates  are  in  a  very  good 
condition,  and  have  been  for  the  last  few  years. 

The  Chairman.  Yba  think  there  is  no  advantage  to  be  had  by  ship- 
ping over  the  Grand  Trunk  f 

Mr.  Edwabds.  I  do  not  think  there  is.  There  may  be  something  in 
what  Mr.  Brownlee  has  said  as  to  the  anxiety  of  the  agents  of  the  Orand 
Trunk  to  secure  freight  There  is  a  good  deal  in  that.  An  agent  who 
will  go  to  the  steamship  office  in  person  and  secure  the  rate  is  very 
likely  to  secure  a  better  rate  than  the  man  who  calls  the  steam-ship 
agent  up  on  the  telephone.  You  can  look  a  man  in  the  eye  and  get  a 
little  better  rate  than  you  can  through  the  telephone. 

BEOULATION  OF  CANADIAN  RAILROADS. 

The  Chairman.  As  a  railroad  man,  would  you  have  any  objection  to 
placing  the  Canadian  railroads  under  the  same  regulation  as  the  Ameri- 
can roads  are  undert 

Mr.  Edwards.  Ko,  sir;  not  the  slightest. 

The  Chairman.  Do  you  think  that  ought  to  be  douet 

Mr.  PjDWARDS.  Yes,  sir. 

The  Chairman.  Do  you  think  that  such  action  would  injure  any- 
body f 

Mr.  Edwards.  No,  sir  5  I  do  not. 

The  Chairman.  Do  you  think  it  would  injure  the  commerce  of  De- 
troit f 

Mr.  Edwards.  I  can  not  appreciate  why  it  should. 

The  Chairman.  You  do  not  see  why  it  should  injure  the  commerce 
of  Detroit  f 

Mr.  Edwards.  No,  sir. 

Senator  Hisoock.  You  have  a  good  deal  of  trade  with  Canada  ? 

Mr.  Edwards.  We  have  some ;  not  a  great  deal.  Some  of  our  ex- 
port business  goes  by  Portland. 

Senator  HiscooK.  I  mean  goods  exported  from  Canadian  ports,  or  of 
goods  that  are  consumed  in  Canada. 

Mr.  Edwards.  At  certain  seasons  we  carry  considerable  provisions 
into  Canada. 

Senator  Hiscock.  Now,  then,  do  you  know  whether  on  that  freight 
which  is  export  freight,  or  that  which  is  consumed  in  Canada,  there  is 
any  allowance  made  to  the  consignee  or  the  consignor  from  the  pub- 
lished rates  of  Canadian  freight) 

Mr.  Edwards.  I  do  not  know  of  a  single  instance. 

Senator  Hisoock.  If  that  were  done  you  would  regard  it  as  unjust, 
would  you  pot! 

Mr.  Edwards.  Certainly. 

Senator  Hiscock.  It  would  be  unjust  to  the  American  lines,  and  it 
would  also  be  unjust  to  the  American  producers. 

Mr.  Edwards.  Yes,  sir. 

Senator  Hiscock.  And,  on  the  other  hand,  if  on  freight  coming  from 
Canada  into  the  United  S.ates  there  was  that  diserimination  in  favor 
of  certain  parties,  it  would  be  just  as  unjust  as  to  have  that  discrimina- 
tion between  the  producers  and  consumers  in  theditl'erent  States! 

Mr.  Edwards.  Yes,  sir. 

Senator  Hiscock.  If  that  could  bo  regulated,  do  you  think  it  ought 
to  be! 

Mr.  Edwards.  Yes,  sir. 

Seuator  Hiscock,  I  think  you  and  I  agree  pretty  welU 
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THS  PATH£NT  OF  REBATES. 

The  Chairman.  Is  there  any  ammgement  by  which  a  Canadian— a 
man  living  across  the  line — can  get  a  rebate,  and  by  which  he  can  avoid 
being  detected  in  so  doing  where  Americans  woald  be  detected  if  they 
did  the  same  thing  t  Can  any  of  you  go  on  and  disregard  the  law,  pay 
rebates,  or  make  secret  rebates  without  being  caaght  at  itf 

Mr.  Edwards,  l^ot  on  this  side  of  the  frontier. 

The  Chairman..  Bow  about  the  other  sidef 

Mr.  Edwards.  That  depends.  If  the  .man  in  Canada  can  be  put 
on  his  honor  I  have  no  doubt  it  could  be  done.  It  is  the  same  way 
here.  It  is  a  question  of  honor.  If  you  say  to  him,  <*  Here,  I  will  pay 
you  5  cents  rebate,  and  you  say  nothing  about  it,"  you  have  to  dei)eud 
on  his  honesty.  I  would  not  dare,  and  I  do  not  think  the  railroad  com- 
panies and  their  representatives  to-day  would  dare,  to  make  such  a 
proposition.  I  think  they  are  afraid  to  do  anything  of  that  kind.  They 
are  getting  out  of  the  habit  of  doing  it. 

The  Chairman.  It  is  getting  to  be  a  pretty  serious  tiling  to  violate 
the  law  in  that  way  f 

Mr.  Edwards.  Yes,  pir ;  it  is. 

The  Chairman.  You  did  a  good  deal  of  it  before  the  law  wa^  passed, 
I  suppose. 

Mr.  Edwards.  Yes,  sir,  a  good  deal ;  and  possibly  I  did  my  share 
of  it. 

^  The  Chairman.  I  do  not  care  to  put  you  on  the  stand  as  to  that 
matter. 

Mr.  Edwards.  I  am  willing  to  admit  my  share.  We  all  had  our 
hands  in  it. 

The  Chairman.  Is  it  not  true  that  the  manner  of  doing  business  by 
railroad  men,  consequent  upon  the  passage  and  enforcement  of  the  in- 
terstate commerce  act,  has  been  largely  improved! 

Mr.  Edwards.  I  tbiuk  so;  at  least  in  respect  to  maintaining  rates. 

The  Chairman.  And  as  to  honest,  open-handed  dealing  t 

Mr.  Edwards.  I  think  so.  The  act  has  also  had  a  good  effect  on  the 
shippers.  If  a  shipper  comes  into  my  office  now  and  asks  for  a  rebate 
or  something  of  that  kind,  I  say  to  him,  <'  You  do  not  want  to  go  to 
jail  with  met'' 

The  Chairman.  So  you  both  conclude  to  leave  it  alone  9 

Mr.  Edwards.  Yes,  sir. 


STATEMENT  OF  WILLIAM  J.  SPICEB. 

Mr.  William  John  Spicer,  general  manager  of  the  Detroit^  Grand 
Haven  and  Milwaukee  Eailroad  Company,  appeared. 

The  Chairman.  Where  do  you  reside,  Mr.  Spicerf 

Mr.  Spicbr.  In  Detroit. 

The  Chairman.  What  is  your  business! 

Mr.  Spicer.  I  am  general  manager  of  the  Detroit,  Grand  Haven  and 
Milwaukee  Company,  general  manager  ofthe  Chicago  and  Grand  Trunk 
Kailroad  Company,  and  vice-president  and  general  manager  of  the  Mus- 
kegon, Saginaw  and  Toledo  line. 

The  Chairman.  I  would  thank  you  to  proceed  to  state  what  you  have 
to  say  on  the  subject  matter  of  this  inquiry. 

Mr.  Spicer.  I  do  not  know  that  I  have  very  much  to  say.    1  thought 
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when  I  came  here  this  morning  that  the  trouble  was  with  reference  to 
stopping  the  trabsportatiou  of  traffic  throagh  Canada,  bat  I  am  happy 
to  8ay  that  is  not  the  case. 

DENIAL  OF  CHARaES  AGAINST  THE  GRAND  TRUNK. 

What  I  would  like  to  do,  though,  is  to  deny  some  of  the  statements 
made  by  my  friend,  Mr.  Pond.  I  was  not  here  when  he  commenced  his 
statement,  but  I  give  an  nnqualilied  denial  of  what  I  heard  him  state 
towards  the  close  of  his  remarks. 

The  Chairman.  As  to  what! 

Mr.  Spiger.  As  to  charges  against  the  Grand  Trunk.  He  makes 
general  statements  which  I  am  satisfied  he  can  not  prove.  I  refer  to 
his  charges  to  the  efiect  that  the  Chicago  and  Grand  Trunk  and  the 
Grand  Trunk  proper  have  been  parties  to  paying  rebates  on  through 
shipments. 

Senator  Hisgook.  He  did  not  charge  that. 

Mr.  Spiger.  He  charged  general  crookedness. 

Senator  Hisgook.  No,  what  he  did  was  this,  he  charged  that  you 
made  Irebates  on  goods  taken  in  Canada.    Do  you  deny  that  t 

Mr.  Spiger.  So  far  as  concerns  the  shipment  of  the  coal  to  which 
he  referred  that  matter  has  been  tried  before  the  Interstate  Commerce 
Commission  and  a  decision  has  been  reached.  There  is  no  doubt  that 
a  concession  was  made  to  a  shipper  on  coal  to  some  place  in  Canada  on 
the  ground  that  he  was  a  large  shipper  and  provided  a  special  coal-yard 
and  gave  particular  dispatch  to  the  unloading  of  the  cars.  That  is  why 
the  concession  was  made,  and  it  was  not  considered  at  the  time  to  be  a 
violation  of  law. 

Senator  Hisgogk.  Has  there  been  any  such  concession  as  that  since? 

Mr.  Spiger.  No,  sir;  I  think  it  was  stopped  as  soon  as  the  decision 
of  the  Commission  was  made  known. 

The  Chairman.  Then  what  you  say  is,  that,  so  far  as  you  know,  you 
do  not  believe  these  violations  of  the  act  and  these  discriminations  have 
been  going  on? 

Mr.  Spiger.  I  do  not. 

The  Chairman.  You  could  not  say  positively  whether  this  is  true  or 
not  in  some  other  locality  ? 

Mr.  Spiger.  I  do  not  believe  it  is.  I  think  that  has  been  prohibited 
by  Mr.  Hickson,  the  general  manager  of  the  road. 

Senator  Harris.  Is  your  position  such  that  if  discfiminations  were 
going  on  you  would  be  likely  to  know  it! 

Mr.  Spiger.  Yes,  sir. 

The  Chairman.  Have  you  anything  to  do  with  the  rates  over  your 
road! 

Mr.  Spiger.  The  rates  are  brought  to  my  notice.  We  have  a  traffic 
manager  in  Chicago  who  regulates  the  rates  under  the  Central  Traffic 
Association. 

The  Chairman.  What  is  the  amount  of  tonnage  that  comes  over 
your  road  from  Chicago! 

Mr.  Spiger.  Those  statistics  I  expect  to  have  ready  for  you  when 
yon  reach  Chicago.    I  could  not  give  you  the  data  here. 

The  Chairman.  You  will  furnish  them  hereafter  ! 

Mr.  Spiger.  I  will  furnish  them  when  you  reach  Chicago. 

The  Chairman.  What  proportion  of  the  business,  of  this  city  and 
locality  does  your  road  transact!  • 

Mr.  Spi(^p:r.  Do  you  speak  of  the  Grand  Trunk  t 
65i3 35 
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The  Chairman.  Yes. 

Mr.  Spiger.  I  am  not  prepared  to  answer  that. 

The  Chaiuman.  Yon  heard  a  gentleman  state  here  that  there  vaa 
no  objection  to  the  roads  on  both  sides  of  the  line  being  placed  on  an 
exact  equality.    Have  yon  any  objection  to  that! 

THE  ORAMD  TRUNK  AND  THE  INTERSTATE  LAW. 

Mr.  Spioer.  I  am  quite  sure  that  our  desire  is  to  observe  the  inter- 
state  commerce  law  in  every  particular.  We  have  no  desire  to  evade 
it 

The  Chairman.  How  far  do  you  regard  thd  interstate  commerce  act 
as  extending  with  reference  to  business  going  into  and  coming  out  of 
Oanada! 

Mr.  Spiger.  I  understand  that  it  extends  to  all  business  going 
through  Canada  from  oue  United  States  point  to  another. 

The  Chairman.  And  not  on  traffic  from  the  United  States  to  Can;ida 
or  from  Canada  into  the  United  States  ? 

Mr.  Spicer.  I  think  it  applies  to  that  business.  I  should  so  inter- 
pret it  and  I  believe  it  is  so  interpreted  by  our  people  of  the  Gniud 
Trunk. 

The  Chairman.  Does  that  in  any  way  operate  in  favor  of  your  nxAds 
or  against  them  ! 

Mr.  Spiger.  I  do  not  think  it  is  ngainst  the  road.  I  think  it  letids 
to  a  maintenance  of  rates,  a  steadiness  of  rales,  which  is  very  desirable. 
The  tariffs  are  published,  and  I  think  generally  observed. 

The  Chairman.  Do  you  know  whether  the  rates  through  to  Boston 
are  less  or  greater  now  tlian  before  the  interstate  commerce  act  took 
effect? 

Mr.  Spiger.  I  think  the  through  rates  are  steadier  now  than  before 
the  law  was  enacted. 

The  Chairman.  How  about  the  local  rates  ! 

Mr.  Spiger.  Our  local  rates  in  Michigan  are  very  low. 

The  Chairman.  Why! 

Mr.  Spiger.  Because  of  the  long  and  short  haul  clause. 

The  Chairman.  If  the  interstate  commerce  act  has  had  any  effect  at 
all  it  has  been  to  leave  the  through  rates  about  as  they  were  befoi*e  and 
to  lower  the  local  rates  f 

Mr.  Spiger.  Undoubtedly,  sir. 

The  (Chairman.  So  that  tiie  u)asses  of  the  people  in  the  country  com- 
munities get  the  advantage  of  it? 

Mr.  Spiger.  Yes. 

THE  grand  trunk  TRAFFIG  OUT  OF  GHIGAGO. 

The  Chairman.  What  is  the  percentage  of  traffic  out  of  Chicsigo 
that  the  Grand  trunk  takes! 

Mr.  Spiger.  The  last  few  weeks  it  has  averaged  from  18  to  23  or  2i 
per  cent. 

The  Chairman.  What  was  it  before  that ! 

Mr.  Spiger.  It  has  fluctuated  a  good  deal.  Sometimes  it  has  mn  as 
high  as  30  or  40  per  cent.  At  one  time  I  think  we  ran  up  to  about  60 
per  cent.  That  was,  I  may  say,  owing  to  a  strike  in  Chicago  when  we 
controlled  our  men  and  were  able  to  carry  the  freight,  and  consequently 
got  it. 

The  Chairman.  At  that  time  the  percentage  went  up  very  high  t 
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Mr.  Spioeb.  res,  sir ;  went  up  pretty  higb.  But  we  have  facilitien 
in  Ohicago  that  perhaps  other  roads  have  not,  and  that  may  be  the  rea- 
son why  we  secure  a  large  proportion  of  the  grain,  for  instance.  Wo 
have  our  hopper  scale  weighing,  which  is  very  satisfactory  to  the  ship- 
pers, and  which  some  other  roa^s  have  not 

Senator  Harbis.  How  do  you  acconnt  for  that  increase  in  the  ton- 
nage eastbound  that  lasted  a  month  or  so,  running  up  to  39  or  40  per 
cent,  of  the  whole  ? 

Mr.  Spioeb.  I  do  not  know,  unless  our  shipments  went  to  l^exv 
England  points,  and  we  reach  those  points  more  readily  than  others. 
We  have  our  friends  in  Chicago  who  give  us  business,  perhaps,  that 
other  roads  will  not  get.  Our  agents  are  pretty  active  in  soliciting 
freight,  and  go  around  and  make  friends  among  the  shippers.  Tlie 
shippers  like  to  be  waited  upon.  We  like  to  serve  the  public,  and  our 
agents  are  energetic  in  looking  after  business. 

Senator  Harbis.  Are  the  local  rates  lower  than  the  special  rates 
that  were  given  to  large  shippers  before  the  law  took  efitect? 

Mr.  Spioeb.  They  are  much  lower  than  they  ever  were. 

Senator  Habbis.  Your  road  does  a  large  share'  of  the  dressed-beef 
business,  does  it  not! 

Mr.  Spioeb.  Ton  are  speaking  of  the  Chicago  and  Grand  Trunk  out 
of  Chicago! 

Senator  Habbis.  Yes.    Do  you  do  the  larger  share  of  it ! 

Mr.  Spioeb.  Ko,  I  do  not  think  we  do.  I  think  we  do  about  24  per 
cent,  of  it. 

Senator  Habbis.  You  pay  no  drawbacks  ! 

Mr.  Spioeb.  None  whatever,  sir. 

Senator  Habbis.  Are  you  doing  it  under  special  contracts  made 
some  years  ago  ! 

Mr.  Spioeb.  No,  sir ;  we  do  it  according  to  the  tariffs  established  by 
t  he  Chicago  com  mi ttee  of  the  Cen  tral  Traffic  Association.  The^''  regulate 
rates. 

Senator  Habbis.  I  suppose  you  can  furnish  this  information  that 
has  been  called  for  ! 

Mr.  Spioeb.  Yes,  sir;  that  will  be  ready  when  you  go  to  Chicago. 

THROUGH  AND  LOOAL  BATES. 

Mr.  Edwabds.  Mr.  Chairman,  if  I  may  be  permitted  to  do  so,  I 
would  like  to  ask  Mr.  Spicer  a  few  questions. 

The  Chaibman.  You  can  do  so. 

Mr.  Edwabds.  You  testified  that  the  through  rates  had  not  changed  i  n 
the  period  since  the  operation  of  the  interstate  commerce  law,  but  that 
the  local  rates  have  been  reduced  very  materially. 

Mr.  Spioeb.  Yes. 

Mr.  Edwabds.  Will  you  please  state  why  the  local  rates  have  been 
redncedl  Is  it  owing  to  the  fact  that  they  were  too  high  prior  to 
the  application  of  the  interstate  commerce  act,  or  owing  to  the  long  and 
short  haul  clause  ! 

Mr.  Spioeb.  I  have  said  that  it  was  owing  to  the  long  and  short 
haul  clause.  The  rates  were  never  too  high  and  are  much  too  low 
now— ruinously  low. 

Mr.  Edwabds.  You  must  scale  your  rates  down. 

Mr.  Spioeb.  Yes,  sirj  in  conformity  with  the  short  and  long  haul 
clause, 


^^\ 
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The  Chairman.  On  the  average,  your  road  is  doing  about  as  well 
now  as  before  the  law  was  enacted  ! 

Mr.  Spioer.  No,  sir;  not  locally;  we  are  doing  much  worse. 

The  Chairman.  I  mean  with  respect  to  gross  earnings. 

Mr.  Spicer.  No,  sir ;  very  much  lower.  The  Detroit  and  Milwaukee 
earnings  have  been  very  much  lower  on  account  of  the.local  business 
having  to  be  done  at  such  reduced  rates. 

At  4  o'clock  p.  m.  the  committee  adjourned  until  to- morrow  at  10 
o'clock  a.  m. 


Detroit,  Mich.,  July  12, 1889. 
The  committee  met  at  10  o'clock  a.  m.,  pursuant  to  adjournment. 

STATEMENT  OF  HENRT  W.  SETMOUB. 

Mr.  Henry  W.  Seymour,  a  representative  of  the  Chamber  of  Com- 
merce of  SauLt  Ste.  Marie,  appeared. 

The  Chairman.  What  is  your  name! 

Mr.  Seymour.  Henry  W.  Seymour. 

The  Chairman.  Where  do  you  reside  ? 

Mr.  Seymour.  Sault  Ste.  Marie. 

The  Chairman.  What  is  your  business  ! 

Mr.  Seymour.  I  am  not  in  any  special  business.  I  have  business 
interests.    I  have  been  in  the  lumber  business. 

The  Chairman.  You  have  been  listening  somewhat  to  the  statements 
of  the  different  gentlemen  who  have  appeared  before  the  committee, 
and  know  the  purport  of  the  resolution  under  which  the  committee  is 
acting.  Will  you  please  give  us  any  facts  you  may  possess  and  any 
views  you  may  desire  to  express  on  the  subject! 

Mr.  Seymour.  Mr.  Chairman  and  gentlemen  of  the  committee,  I  am 
here  to-day  in  connection  with  two  other  gentlemen  as  representatives 
of  the  Chamber  of  Commerce  of  Sault  Ste.  Marie.  Resolutions  in  regard 
to  this  matter  have  been  forwarded  to  your  committee,  and  I  will  read 
them  at  this  point: 

Whereas,  it  is  believed  by  this  chamber  that  it  is  unjust  to  that  portion  of  tho 
United  States  known  as  the  *^  Great  Northwest/'  that  any  legislation  tending  to  re> 
strict  transportation  between  the  seaboard  and  the  Northwest,  or  between  the  North- 
west and  the  seaboard ;  therefore  be  it 

Resolved^  That  the  Chamber  of  Commerce  of  the  city  of  Sanlt  Bte.  Marie,  Mich., 
most  earnestly  protest  against  any  legislation  on  the  part  of  the  United  States  that 
t^hall  tend  in  any  niauner  to  discriminate  in  favor  of  any  line  of  transportation,  or  to 
deprive  any  citizen  of  free,  unrestricted  transportation  of  western  products  over  the 
great  central  line  of  transportation  from  the  Northwest  to  tho  East  or  from  the  East 
to  the  Northwest,  over  any  and  all  lines  of  transportation,  be  the  same  Canadian  or 
American  lines,  and  that  a  copy  of  this  resolution  be  transmitted  to  Senator  Cullom 
for  presentation  to  the  committee  now  engaged  in  considering  the  transportation 
qnestii'ii. 

J,  C.  D.  Dowliug,  secretary  of  the  Chamber  of  Commerce  of  Satdt  Ste.  Marie,  Mich., 
hereby  certify  that  the  above  is  a  true  copy  of  the  resolution  adopted  by  the  cham- 
ber May  -2, 1889. 

[seal.]  C.  D.  Dowlixg, 

6A.ULT  STE.  MAHIE'S  BAILBOAD  CONNEOTIONS. 

We  are  specially  interested  in  this  question.    Within  twelve  or  eight- 

p^D  woaths  ^t  tb©  moat  two  lii^es  of  railway  h^ve  bew  bailt  from  ^o 
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West,  one  from  Minneapolis  and  the  other  from  Dnluth,  converging  at 
Sault  St.  Marie  and  crossing  the  international  bridge  into  Canada. 

The  Chairman.  Give  the  length  of  each  of  those  lines. 

Mr.  Seymour.  From  Dulnth  to  Sault  St.  Marie  is  about  400  miles, 
and  from  Minneapolis  about  500  miles.  Those  lines  connect  with  the 
Northern  Pacific  and  with  the  great  West.  Connecting  with  the  inter- 
national bridge  on  the  Canadian  side,  has  recently  been  constructed  a 
branch  of  the  Canadian  Pacific,  connecting  with  the  main  line  at  Sud- 
bury Junction. 

The  Chairman.  How  long  is  that  branch  road  f 

Mr.  Seymour.  The  length  of  that  line  to  the  main  line  must  be  in  the 
neighborhood  of  200  miles.  At  Sudbary  Junction  it  connects  with  the 
main  line,  which  runs  around  Lake  Superior.  About  July  1,  that  road 
commenced  running  through  passenger  trains  between  Boston  and  the 
West 

Senator  Eeagan.  The  1st  of  July  of  this  year! 

Mr.  Seymour.  Yes,  sir ;  there  are  no  statistics  showing  the  volume 
of  business  upon  the  railway,  but  being,  as  might  be  said,  an  air-line 
with  Pnget  Sound,  Tacoma,  Portland,  etc.,  it  is  easy  to  believe  that  it 
would  naturally  receive  a  large  portion  of  the  business  from  its  being  a 
shorter  line  to  the  East.  There  are  connected  with  that  road  some  ob- 
stacles— the  cold  climate  in  winter,  and  the  greater  cost  of  running  trains 
through  that  colder  climate ;  and  it  seems  to  as  that  any  restriction  put 
upon  transportation  between  Canada  and  the  States  would  operate 
very  strongly  not  only  against  us  locally,  but  against  the  entire  North- 
west. 

I  would  say  that  our  city  has  grown  very  rapidly  recently  on  account 
ol  the  rail  connections  made  there. 

The  Chairman.  What  is  the  population  of  your  city  now  ? 

Mr.  Seymour.  About  12,000, 1  think.  We  are  now  building  a  water- 
power  canal  of  about  300  feet  width  to  utilize  the  water  of  Lake  Supe- 
rior for  milling  and  manufacturing  purposes,  under  the  impression  that 
the  rail  transportation  interests,  would  not  be  disturbed.  We  expect  to 
be  able  to  mill  flour  there  and  send  it  through  the  Canadian  connec- 
tions to  the  New  England  States  and  distribute  it  through  the  Eastern 
Sttites,  and  also  send  some  to  Europe.  We  have  regarded  this  ques- 
tion of  the  transportation  interests  with  foreign  countries,  or  with  Can- 
ada rather,  as  international,  and  therefore  we  have  considered  tiiat  no 
legislation  should  be  had,  but  if  any  injnry  in  any  way  is  inflicted  upon 
any  class  of  our  people  that  it  should  be  remedied  rather  by  treaty  reg- 
ulation or  by  treaty  between  the  two  powers,  by  which  both  would  have 
a  hearing,  and  a  mutual  adjustment  of  all  things  could  be  had  and  no 
injury  done.  That  has  been  the  view  which  we  have  taken  of  this  ques- 
tion, and  in  taking  that  view  we  formulated  the  resolutions  which  I 
have  read,  opposing  restrictions  upon  transportation  interests  between 
this  country  and  Canada. 

A  NEW  CANADIAN  OANAL. 

If  restrictions  were  placed  upon  the  Canadian  roads  it  wonld  perhaps 
drive  the  Canadians  to  increase  the  facilities  of  the  Welland  Canal  and 
the  canal  through  the  St.  Lawrence,  and  tend  to  drive  business  largely 
in  that  direction.  Since  the  talk  of  retaliation  commenced  I  think  the 
Canadians  have  begun  the  construction  of  a  canal  on  the  oth»^r  side  of 
the  river  opposite  the  United  States,  the  St.  Mary's  Falls  Canal,  so  as  to 
have  their  own  means  of  transit  between  Lake  Superior  and  Georgian 
Bay  and  Lake  Huron,    The  contract  for  that  canal  ha^  U^^w.  \ficdi\!6^ 
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The  CHAttiMAN.  Where  is  that  canal  to  be  located  f 
Mr.  Seymour.  At  Sanlt  Ste.  Marie,  on  the  other  side  of  the  river, 
running  through  Canadian  territory.    It  is  a  short  canal. 

As  no  rail  statistics  can  now  be  had«  on  acconnt  of  tbe  bat  recent 
construction  of  the  road,  I  will  refer  to  the  canal  statistics,  showing  the 
growth  of  the  Northwest  and  the  increase  of  bnsiness. 

TONNAGE  PASSING  THROUGH  ST.  MARY'S  FAJLLS  OANAU 

In  1855  the  St.  Mary's  Falls  Canal  was  opened  to  business,  and  the 
registered  tonnage  passing  throngh  that  canal  dnring  tbe  year  from 
tbe  northwest  and  the  e^ist  was  106,2DG. 

Senator  Harris.  When  was  that? 

Mr.  Seymour.  In  1855,  the  first  year  of  the  opening  of  the  St.  Mary's 
Falls  Canal.  In  1881  a  new  lock,  which  was  constructed  by  the  United 
States,  was  completed,  but  it  was  not  opened  until  September  of  that 
year.  I  will  therefore  give  the  amount  of  tonnage  passing  throogU 
in  1882,  after  the  new  lock  was  constructed. 

In  1882  the  registered  tonnage  passing  throngh  that  canal  was 
2,468,088.  The  actual  freio:ht  was  2,020,521  tons— the  actual  freight  as 
distinguished  from  the  registered  freight. 

A  new  lock  is  now  being  constructed  to  meet  the  greater  wants  of  navi- 
gation. Freight  was  clieapened  through  that  route  by  the  constmction 
of  the  new  lock,  because  it  admitted  vessels  drawing  16  feet  of  water, 
while  the  first  cnnal  allowed  vessels  drawing  only  abont  12  feet*  Now, 
owing  to  the  increase  of  business  the  carriers  are  made  so  large  that 
they  are  dragging  upon  the  miter-sills  of  the  locks,  and  a  regulation  as 
to  tbe  loading  of  vessels  is  made,  so  that  they  will  not  be  loaded  too 
deeply  and  thus  catch  upon  the  miter-sills  of  the  lock,  delaying  the 
passage  of  the  vessels. 

I  have  not,  nor  has  it  yet  been  given,  the  actaal  registered  tonnage 
for  the  calendar  year  1888.  I  have  thus  far  given  the  freight  and  reg- 
istered tonnage  for  the  calendar  years.  I  have  the  freight  and  regis- 
tered tonnage  for  the  fiscal  year  ending  June  30, 1889. 

The  registered  tonnage  for  that  period  was  6,213.494;  the  actaal 
freight  passing  through  was  6,932,203— nearly  seven  millions  of  tons- 
showing  that  the  i)ercentage  of  growth  is  upon  each  year's  business, 
not  upon  a  previous  year;  but  I  think  the  lowest  increase  since  1882 
was  13  per  cent.,  and  it  has  run  up  as  high  as  40  per  cent.,  and  still  the 
business  of  the  succeeding  year  increases  over  that.  That  shows  the 
business  interests  of  the  Northwest.  I  think  Dulnth  is  now  the  largest 
wheat  shipper  of  any  port  in  the  United  States. 

The  Chairman.  The  business  interests  as  indicated  by  commerce 
upon  the  water! 

Mr.  Seymour.  Yes,  sir;  which  then  was  the  only  method  of  trans- 
portation to  the  East.  I  think  this  should  have  some  bearing  upon  the 
question  of  the  increase  and  the  possible  growth  of  railway  transporta- 
tion throngh  that  section,  as  it  is  the  shorter  line,  and  as  the  Bastem 
States  can  be  readily  reached  by  it. 

REGULATION  OF  THE  CANADIAN  ROADS. 

Any  restrictions  which  the  Congress  of  the  Unite<l  States  might  pat 
upon  this  business  without  consulting  the  interests,  and  wishes  perhaps, 
of  the  Canadian  people,  and  fixing  some  equitable  rule,  would  perhaps 
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tesntt  in  retaliatory  measures,  ot  in  such  a  feeling  of  hostility  as  would 
iujuretlie  interests  of  the  consumers  and  producers  ol  this  country. 

I  suppose  tbe  interstate  commerce  law  was  formulated  for  the  benefit 
of  the  consumers  and  producers,  and  while  under  any*  law  perhaps 
some  injury  might  be  inflicted  upon  certain  classes  of  people,  as  there 
are  always  exceptions  to  the  rule,  yet  the  greater  interests  shouldgov- 
ern,  and  the  large  interests  of  the  consumers  and  pr<»ducers  of  the 
Northwest  should  not  be  affected  injuriously  by  any  legislative  regula- 
tion or  by  any  laws  which  would  simply  benefit  some  railroad  or  some 
interior  interests.  I  have  therefore  thought  that  the  proper  method 
to  reguiate  these  transportation  interests  was  by  treaty,  by  some  con- 
ference between  the  two  countries. 

It  would  be  very  disastrous  to  the  Nofthwest  and  to  the  men  going 
into  that  newer  portion  of  the  country,  which  is  the  wheat-producing 
section  of  the  United  States,  the  grain-producing  section  largely,  who 
have  the  advantages  of  low  rates  and  natural  routes,  and  as  much  com- 
petition as  possible,  if  any  restrictions  were  placed  upon  the  Canadian 
roads,  and  great  care  should  be  taken  to  avoid  placing  any  restrictions 
upon  them  which  would  tend  to  injure  the  people  of  the  N^ortbwest. 

This  question,  therefore,  becomes  a  national  one;  it  affects  the  north- 
ern portion  of  this  country  more  than  the  southern  part,  because  tbe 
carriers  come  into  the  northern  section  from  Buffalo,  or  a  little  below, 
and  then  take  the  grain  to  the  sea- board. 

The  Chairman.  How  far  is  Sault  Ste.  Marie  from  Minneapolis  ! 

Mr.  Seymour,  About  500  miles. 

The  Chairman.  What  means  of  outlet  to  the  east  have  you  aside 
from  the  Canadian  Pacific  and  its  connections  there! 

Mr.  Seymour.  We  have  only  water  communication,  except  sis  we 
could  go  across  the  Straits  of  Mackinaw,  which  connects  Lake  Michi- 
gan and  Lake  Huron,  and  is  about  7  miles  wide  at  the  narrowest  point, 
I  think — 6  or  7  miles  wide.  On  account  of  this  crossing  cheap  freights 
can  not  be  had  to  the  eastward. 

The  Chairman.  What  is  the  length  of  the  canal  yon  have  referred 
to! 

Mr,  Seymour.  I  think  it  is  1  mile. 

The  Chairman.  What  progress  has  been  made  on  the  Canadian  ship- 
canal  north  of  you  ! 

Mr.  Seymour.  The  work  was  commenced  this  spring,  and  it  is  now 
being  dredged  out. 

The  Chairman.  What  will  be  its  length  ! 

Mr.  Seymour.  I  suppose  about  the  same  distance  as  our  canal — a 
mile. 

The  Chairman,  What  is  the  purpose  of  the  building  of  the  Canadian 
canal!  • 

Mr.  Seymour.  To  allow  the  passage  of  Canadian  vessels  from  Cana- 
dian ports  or  any  ports  around  the  rapids  of  St,  Mary. 

The  Chairivian.  For  the  pur[)Ose,  mainly,  of  having  a  canal  of  their 
own  on  Canadian  soil  and  within  their  jurisdiction  ! 

Mr.  Seymour.  Yes,  sir.  To  show  you  one  effect,  I  think  some  Brit- 
ish or  Canadian  soldiers  were  sent  to  Manitoba  at  one  time,  and  per- 
mission was  refused  for  their  passage  through  tbe  canal,  as  I  under- 
stood, and  so  they  were  landed  at  the  Canadian  Sault  and  sent  around 
above  the  rapids  on  Canadian  vessels  again  and  taken  to  Manitoba. 

The  Chairman.  Does  it  not  seem  apparent  to  your  mind  that  the 
Rritish  Government  or  the  Canadian  Government  is  determined  upon  a 
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policy  that  will  make  its  transportation  interests  entirely  free  of  any 
United  States  interference t 

Mr.  Seymour.  1  suppose  that  they  would  like  to  be  independent  in 
case  of  any  controversy  between  the  two  countries. 

The  Chairman.  Are  they  not  determined  upon  building  up  Canada, 
and  doing  it  without  reference  to  the  United  Stajjes,  except  to  make 
themselves  entirely  independent  as  a  separate  government? 

Mr.  Seymour.  I  suppose  each  country  is  endeavoring  to  advance  its 
own  interests  and  give  its  citizens  all  possible  transportation  within  its 
own  borders. 

The  Chairman.  How  long  have  yon  lived  at  Sault  Ste.  Marie t 

Mr.  Seymour.  Since  1872. 

The  Chairman.  In  your  judgment,  was  not  the  construction  of  the 
Canadian  Pacific  entered  upon  largely  with  reference  to  tying  the  Cana- 
dian Government  together  and  for  military  purposes,  more  than  for  any- 
thing else,  in  the  beginning? 

Mr.  Seymour.  I  suppose  it  was  built  with  the  idea  of  connecting  the 
interests  of  the  Dominion,  so  that  Manitoba  should  not  feel  that  she  was 
isolated  from  the  other  portion  of  the  Dominion. 

Perhaps  it  does  not  affect  the  question  very  materially,  but  I  desire 
to  say  that  I  think  it  was  about  ninety  years  ago  when  the  Northwestern 
Fur  Company,  the  predecessor  of  the  Hudson.  Bay  Company,  built  a 
canal  on  the  Canadian  side,  with  a  lock  39  feet  long  and  8  feet  wide,  and 
an  8- foot  lift. 

The  Chairman.  How  far  was  that  canal  built  above  where  the  Cana- 
dian Government  intends  to  build  the  canal  we  have  spoken  of? 

Mr.  Seymour.  About  the  same  place.  I  simply  mentioned  the  fact 
of  that  canal  being  built  by  the  Northwestern  Fur  Company  as  a  his- 
torical fact. 

The  Chairman.  The  traffic  of  the  Canadian  Pacific  at  present,  so  far 
as  it  comes  from  below  Detroit,  has  to  come  through  our  canal? 

Mr.  Seymour.  Yes,  sir.  In  relation  to  that  I  would  say  that  I  think 
by  a  treaty  arrangement  the  United  States  and  Canada  allowed  the 
same  privileges  to  the  citizens  of  the  other  country  as  they  gave  to 
their  own  citizens.  When  this  canal  was  transferred  to  the  United 
States  by  the  State  of  Michigan,  it  was  upon  the  condition  that  it  should 
be  freeand  open  to  all,  and  of  course  Canadian  vessels  went  through  free. 

The  Canadian  laws,  so  far  as  Canadian  canals  are  concerned,  are  dif- 
ferent. There  is  a  freight  charge  for  passing  through  the  Wetland 
Canal,  and  I  think  an  injustice  was  done  American  vessels  in  that  re- 
spect. 

The  Chairman.  How  was  an  injustice  done  American  vessels? 

Mr.  Seymour.  By  giving  a  rebate  of  90  per  cent,  to  those  vessels  un- 
loading at  Canadian  ports.  I  understand,  however,  that  has  been  taken 
oft^  and  Canadian  vessels  have  to  pay  the  full  amount. 

The  Chairman.  Are  you  familiar  with  the  shipping  interests? 

Mr.  Seymour.  No,  sir;  not  largely. 

The  Chairman.  Do  you  understand  that  there  is  any  discrimination 
against  American  shipping  which  does  not  go  down  their  canals  to 
Montreal  ? 

Mr.  Seymour.  I  could  state  positively  as  to  that.  I  understood  that 
the  discrimination  was  done  away  with,  and  that  they  charge  the  ves- 
sels of  both  countries  the  same  rate,  and  that  no  rebate  is  given. 

The  Chairman.  No  rebate  given  to  the  vessels  of  either  country  ? 

Mr.  Seymour.  No,  sir. 

The  Chairman.  Do  you  think  that  Canada  would  have  any  right  to 
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fiud  fault  with  the  American  Government  if  the  latter  saw  proper  to 
exact  such  regulations  of  the  carriers  of  American  products  in  Canada 
as  it  exacts  of  the  American  railroads  f 

Mr.  Setmour.  Well,  I  think  first  we  should  consider  its  effect  upon 
the  American  producer  and  consumer. 

The  Chairman.  Of  course. 

Mr.  Seymour.  If  the  present  condition  of  affairs  operates  to  favor  us, 
we  should  be  careful  as  to  what  restrictions  we  place  upon  the  Canadian 
roads.  However,  I  think  we  ought  to  do  that  which  is  to  the  interest 
of  our  own  people. 

The  Chairman.  You  believe  in  our  taking  care  of  our  own  people  t 

Mr.  Seymour.  Yes,  sir. 

The  Chairman.  But  do  you  think  that  Canada  would  have  any  rea- 
son to  complain  if  we  insisted  upon  the  same  restrictions  and  regula- 
tions being  placed  upon  their  roads,  if  they  do  business  in  the  United 
States,  as  we  place  upon  our  own  roads,  in  order  that  the  American 
roads  may  be  at  no  disadvantage  in  competition  with  the  Canadian 
roads  ? 

Mr.  Seymour.  I  -suppose  we  should  consider  the  interests  of  the  pro- 
ducer and  consumer  first. 

The  Chairman.  We  are  considering  that;  but  I  ask  you  the  ques- 
tion whether  there  is  any  reason  why  the  ^ame  conditions  should  not 
be  placed  upon  the  roads  of  both  countries  if  Canadian  roads  are  al- 
lowed to  do  business  in  this  country  ! 

'Mr.  Seymour.  I  did  not  know  that  any  particular  restrictions  had 
been  placed  upon  the  American  roads. 

The  Chairman.  They  are  regulated  under  the  interstate  commerce 
act.    You  know  that,  I  suppose. 

Mr.  Seymour.  Yes,  sir.  But  that,  I  suppose,  was  intended  to  regu- 
late commerce  as  between  the  States. 

The  Chairman.  You  understand,  1  take  it<^  that  Congress  has  tlie 
.  right  to  regulate  commerce  between  the  States  and  between  this  countr}' 
and  foreign  nations. 

Mr.  Seymour.  Yes,  sir. 

The  Ch^lIRMAN.  !Now,  if  the  American  Government  sees  proper  to 
regulate  its  own  roads,  and  the  Canadian  roads  are  not  regulated  with 
respect  to  American  business,  the  American  roads  may  thereby  be  put 
to  a  disadvantage  in  competition  with  the  Canadian  roads.  Do  you 
see  any  reason,  therefore,  why  the  Canadian  Government  should  com- 
plain if  their  roads  should  be,  placed  upon  exactly  the  same  level  as  the 
American  roads  with  respect  to  the  business  they  do  in  the  United 
States  f 

Mr.  Seymour.  To  go  back  a  little,  I  think  that  the  American  roads 
are  in  a  measure  in  the  hands  of  foreigners.  The  bonds  are  largely 
held  by  foreigners,  as  is  also  a  large  portion  of  the  stock.  So  our  inter- 
ests are  to  a  certain  extent,  as  I  said  before,  the  same.  I  think  that 
Congress  should  not  pass  upon  this  international  question,  but  that  it 
should  be  regulated  by  treaty ;  that  Congress  should  be  loath  to  touch 
any  question  that  affects  the  interests  of  the  one  nation  and  the  other. 
If  anything  is  to  be  done  it  should  be  brought  about  by  treaty,  so  that 
both  interests  would  be  protected. 

The  Chairman.  You  are  not  concerned  specially  about  anything  ex- 
cept what  affects  your  own  people,  are  you  !  If  anything  were  done  by 
the  American  Congress  that  should  protect  the  American  people  and  at 
the  same  time  place  the  Canadian  roads  on  the  same  level  as  the  Amer* 
ican  roads,  you  would  not  object  to  that,  would  you  t 
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Mr,  Seymour.  No,  sir;  but  I  have  always  taken  the  view  that  Con- 
gress should  not  legislate  ou  that  subject.  I  have  always  been  under 
tbe  impression  that  it  should  be  remedied  by  treaty. 

The  Chairman.  What  does  it  matter  whether  it  be  d(»ne  by  Con- 
gress or  by  treaty,  so  loug  as  the  American  people  are  taken  cAre  oft 

Mr.  Seymour.  1  think  it  would  be  better  if  it  were  done  by  confer- 
ence, and  then  there  would  be  a  better  feeling  manifested  when  both  par- 
ties were  heard  in  conference. 

Senator  EsAaAN.  If  States  grant  charters'to  aid  Canadian  corpora- 
tions and  allow  them  the  bench t  of  our  commerce  and  at  the  same  time 
give  them  advantages  that  are  destructive  of  the  interests  of  American 
roads,  do  you  think  that  Congress  could  apply  a  remedy  f 

Mr.  Seymour.  I  do  not  know  of  any  State  in  the  Union  which  baa 
granted  a  charter  particularly  to  foreigners  as  foreigners;  but  simply 
granted  tLe  charter  for  the  benefit  of  our  own  people.  Particular  roads 
were  organized  under  state  laws  and  under  general  laws  and  a  portioa 
of  the  stock  was  taken  by  foreigners,  and  our  people  have  been  very 
anxious  to  build  railroads  with  the  aid  of  English  capital.  When  the 
construction  of  an  American  road  has  been  proposed  the  promoters 
have  generally  gone  to  England  to  see  if  they  conld  not  get  the  money 
to  build  it. 

Senator  Beagan.  Are  you  able  to  state  whether  the  Canadian  people 
or  the  people  of  the  United  States  own  the  larger  portion  of  the  stock 
of  the  roads  from  St.  Paul  to  Sault  Ste.  Marie  and  from  Duinth  to  SaoU 
Ste.  Marie! 

Mr.  SEYitfoUR.  I  am  not  able  to  state  from  actual  knowledge  how 
that  is. 

Senator  Keagan.  The  two  roads  which  run  betiveen  the  ))oints  men- 
tioned belong  practically  to  the  Canadian  Pacific,  do  they  nott 

Mr.  Seymour.  I  understand  the  Canadian  Pacific  has  an  interest  in 
them,  and  perhaps  controls  them,  although  I  think  Hon.  James  McMil- 
lan, a  United  States  Senator,  is  president  of  the  Duluth  and  Sooth 
Shore  Bailroad  Company.  A  portion  of  the  road  wa«  built  into  Mar- 
quette as  an  American  road  and  received  a  grant  of  swamp  lauds,  bnt 
I  have  no  doubt  they  got  capital  from  abrpad  for  continuing  the  build- 
ing of  the  road.  I  understand  that  Mr.  Washburn,  also  a  United  States 
Senator,  is  president  of  the  other  road  running  into  Duluth,  showing 
that  the  road  is  under  the  management  of  Americans  while  the  capitid 
in  it  may  be  largely  foreign. 

The  Chai&man.  I  think  Mr.  Van  Home  stated  that  the  same  con- 
trol obtains  over  those  two  roads  as  over  the  Canadian  Pacific. 

Mr.  Seymour.  Yes,  sir. 

Senator  Harris.  When  the  chairman  asked  you  awhile  ago  whether 
you  did  not  think  it  would  be  proper  to  subject  the  Canadian  roads 
which  do  businesa  in  this  CQuntry  in  competition  with  the  American 
roads  to  the  same  regulations  to  which  the  American  roads  are  sub- 
jected, your  answer,  if  I  understood  you,  was,  that  you  did  not  think 
it  would  be  proper  for  Congress  to  take  any  action  upon  that  subject, 
and  that  if  it  were  touched  at  all  it  should  be  regulated  by  treaty. 
Now,  suppose  we  assume  your  attitude, and  thisGovernment  were  nego- 
tiating with  the  Canadian  authorities  on  this  question,  do  you  not  think 
every  consideration  of  justice  and  equity  would  require  this  Govern- 
ment to  insist  upon  subjecting  these  Canadian  roads  which  do  business 
in  competition  with  the  American  roads  to  precisely  the  same  reguUv- 
tions  as  the  American  roads  are  subject  to? 

Mr.  Seymour.  All  roads  operating  in  the  United  States  in  which 
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Oauadians  are  interested  or  which  are  under  Canadian  control  were 
bailt^and  constiucted,  I  suppose,  under  State  cbarters,  and  are  liable 
to  the  interstate  commerce  law,  so  far  as  they  exist  or  have  been  con- 
structed or  are  ruu  within  the  United  States.  When  you  leave  the 
border,  then,  of  course,  they  are  built  under  Canadian  charters,  and 
when  you  leave  the  border  the  question  ceases  to  a  certain  extent  to  be 
an  interstate  question,  and  becomes  an  internatioilal  question.  So  that 
f  would  make  a  distinction  between  the  interstate  and  international 
traffic  or  carriers.  Of  course  all  roads  within  the  United  States  are 
subject  to  the  interstate  commerce  law,  but  when  you  get  into  Canada 
then  they  are  Canadian  roads  and  subject  to  Canadian  laws,  and  the 
question  would  be  more  easily  and  better  reached  by  treaty,  1  should 
think. 

Senator  Habbis.  But  suppose  yon  are  to-day  the  agent  of  the  United 
States  to  treat  with  Canada  upon,  this  precise  question,  would  yon  in- 
sist upon  subjecting  the  Canadian  roads  doing  business  in  competition 
with  our  roads  to  the  same  regulations  as  our  roads  are  subject  to,  or 
would  you  insist  upon  giving  Canadian  roads  advantages  over  our  own 
roads  f 

Mr.  Sbymotte.  If  the  question  came  to  me  in  that  way,  then  I  would 
endeavor  to  see  to  it  that  American  interests  did  not  suffer,  because 
tbere  would  be  a  place  where  all  these  questions  would  come  up  and 
l>e  remedied.  Certainly  as  Canada  has  interests  connected  with  us  in 
this  country  it  is  to  her  interest  to  have  this  question  settled  amicably 
between  the  two  countries,  and  I  think  in  a  proper  tribunal  American 
interests  would  not  suffer,  while  the  subject  would  be  better  reached. 

Senator  Habbis.  But  if  by  treaty  or  otherwise  you  give  advantages 
to  the  Canadian  roads  operating  in  competition  with  our  roads,  which 
put  our  roads  at  a  disadvantage  in  that  competition,  would  you  not  de- 
cide that  American  interests  should  not  suffer  by  any  such  condition 
of  affairs  f 

Mr.  Seymoxtb.  That  is  what  I  say ;  I  should  see  that  American  in- 
terests were  protected. 

Senator  Habbis.  If  that  be  true,  then,  as  the  representative  of  this 
Government  in  negotiating  upon  that  question,  you  would  insist  on  the 
Canadian  roads  doing  business  in  competition  with  our  roads  being 
subject  to  precisely  the  same  regulations  a^  our  roads  are  subject  to. 

Mr.  Seymoub.  1  should  endeavor  certainly  to  see  that  justice  wa« 
done  to  our  people,  but  I  should  not  want  to  settle  that  question  there. 

Senator  Hisgoce:.  Let  us  meet  the  question  fairly  and  not  have  any 
dodging  in  any  way  by  general  remarks.  I  will  ask  you  this  question, 
are  you  in  favor  of  le^slation  by  Congress  which  discriminates  against 
American ^roads  and  in  favor  of  Canadian  roads! 

Mr.  Seymoub.  I  am  not  in  favor  of  any  additional  legislation. 

Senator  HiscocK.  I  am  not  asking  you  that  question.  Whether  the 
present  legislation  has  that  effect  or  not,  are.  you  in  favor  of  any  Con- 
gressional laws  that  discriminate  in  favor  of  Canadian  roads  as  against 
American  roads  ?    That  is  a  very  easy  question  to  answer. 

Mr.  SEYMOUB.  I  snppose  you  me:in  ailditional  legislation  1 

Senator  Hisgogk.  I  do  not  limit  it  to  additional  legislation.  I  take 
the  law  as  it  stands,  or  as  it  may  be  made.  I  ask  the  question  squarely, 
not  in  reference  to  legislation  to  be  had,  but  in  reference  to  the  law.  Are 
you  in  favor  of  a  Federal  law  which  discriminates  in  favor  of  Canadian 
roads  and  against  our  own  roads!  As  an  abstract  question,  I  ask  you 
if  yon  are  in  favor  of  a  Federal  law  that  discriminates  in  favor  of  Caua- 
iian  roads  as  against  American  roads  ! 
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Mr.  Seyhoub.  I -am  not  iu  favor  of  a  Federal  law  that  discriminates 
in  favor  of  any  natiotiality  or  people  as  against  our  own ;  but  I  should 
not  be  in  favor  of  any  legislation  by  our  own  people  as  a  body  which 
would  not  benefit  the  producer  and  consumer. 

Senator  Hisgogk.  I  do  not  suppose  any  one  is ;  but  if  it  is  tme  that 
there  is  today  Congressional  or  national  legislation  the  effect  of  which 
in  to  discriminate  against  the  American  trunk  lines  and  to  be  absolutely 
in  favor  of  the  Canadian  trunk  lines,  are  you  in  favor  of  that  condition 
continuing  f 

Mr.  Setmoub.  I  did  not  know  .that  any  large  class  had  made  any 
complaint  against  the  interstate  commerce  law. 

Senator  Hisgoge.  I  am  not  asking  you  whether  they  complain  or 
not.  I  am  not  discussing  that  question,  bat  I  simply  ask  you  whether 
this  unfavorable  condition  should  remain  ? 

Mr.  Seymour.  I  should  not  want  to  do  a  greaterevil  for  the  purpose 
of  accomplishing  a  lesser  good. 

Senator  Hisgogk.  I  ask  whether,  if  there  is  Federal  legislation  which 
in  effect  discriminates  against  our  roads — I  am  not  saying  there  is ;  I  do 
not  allege  there  is;  that  is  another  question — but  I  say,  assuming  there 
is  a  Federal  law  which  discriminates  against  our  own  roads  and  in  favor 
of  Canadian  roads,  are  you  in  favor  of  its  remaining  unrepealed  f  That 
is  a  very  plain  proposition. 

Mr.  Seymoue.  It  is  a  very  broad  question. 

Senator  Hisgogk.  I  beg  your  pardon  ;  it  is  not  a  broad  question. 

Mr.  Seymoub.  I  do  not  know  that  any  law  could  be  pae»ed.  I  can 
say  this,  that  I  should  not  favor  any  legislation  which  would 

Senator  Uisgogk.  That  is  not  answering  my  question.  I  am  not  dis- 
cussing the  question  of  the  conditions.  I  would  simply  like  to  have 
your  opinion  as  an  American  citizen. 

Mr.  Seymoub.  I  simply  desire  to  state  this,  that  I  do  not  think  the 
interstate  commerce  law  ought  to  be  amended  so  as  to  afiect  that  ques- 
tion. 

Senator  Hisgogk.  I  would  like  you  to  give  me  simply  your  opinion 
on  the  question  I  have  asked  you,  and  if  you  do  not  wish  to  do  so  you 
need  not, 

Mr.  Seymoub.  I  am  not  in  favor  of  amending  the  law  or  changing  it 

Senator  Hisgogk.  That  is  not  the  point  I  am  after. 

Mr.  Seymoub.  I  am  looking  at  the  roads  as  they  affect  the  people 
to-day. 

Senator  Hisgogk.  Why  not  let  me  have  your  opinion  as  a  statesman 
upon  the  question  I  put  to  yout 

Mr.  Seymoub.  I  would  not  want  to  jeopardize  a  million  interests. 
If  it  would  cause  greater  evil  than  good,  then  I  would  not  legislate. 

Senator  Hisgogk.  I  want  your  opinion  on  the  one  question  I  asked 
you. 

Mr.  Seymoub.  I  think  that  so  far  as  concerns  the  people  of  the  North- 
west and  the  people  I  represent  they  do  not  desire  any  change  of  legis- 
lation. 

Senator  Hisgogk.  Will  you  answer  my  question  directly  1  If  not,  I 
am  content  to  leave  the  matter  as  it  is. 

Mr.  Seymoub.  I  thought  I  had  answered  your  question.  Senator,  by 
stating  that  I  did  not  think  the  present  law  needed  any  amendment,  but  if 
there  be  any  evils  they  should  be  amended  by  conference  between  the 
two  Governments. 

Mr.  Hisgogk.  There  is  a  more  summary  way  of  treating  the  subject 
If  our  railroads  are  laboring  under  an  oppressive  law  and  a  law  which 
operates  in  favor  of  Oanadlaix  loa^  m  c/^^m^txtlow  with  themi  they  can 
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{\^  relieved  of  it  in  two  ways  and  promptly.  Our  roads  may  be  relieved 
either  by  patting  the  Canadian  roads  on  the  same  basis  as  our  own 
roads  or  by  repealing  the  law.  Now  the  question  I  ask  you  is  whether 
you  are  in  favor  of  absolute  equality  between  the  two  systems,  so  far  as 
the  law  is  concerned,  oj^  if  yon  are  in  favor  of  discrimination  in  favor 
of  Canada f 

Mr.  Seymoub.  I  am  not  in  favor  of  any  discrimination  in  the  inter- 
est of  Canada ;  and  I  am  not  in  favor  of  amending  the  law. 

Senator  Hisgogk.  If  it  is  true  in  point  of  fact,  I  am  not  going  to 
discuss  whether  it  is  or  not — that  is  another  question — that  the  Ameri- 
can roads  are  laboring  under  a  heavy  burden  and  an  onerous  restriction 
and  the  Canadian  roads  are  not — and  bear  in  mind  I  am  not  discussing 
the  question  whether  that  is  true  or  not,  but  assuming  it — do  you  tell 
me  you  are  not  in  favor  of  changing  it ! 

Mr.  Setmottb.  I  do  not  like  to  answer  any  supposititious  question, 
but  only  confine  myself,  as  your  questions  confine  me,  to  the  law  as  it 
exists.  In  regard  to  the  present  law,  I  say  our  people  are  not  in  favor 
of  amending  it  in  any  way,  and  if  any  remedy  be  necessary  that  the 
change  be  made  by  treaty  or  conference. 

Senator  Hisgogk.  That  is  another  question  to  be  proved  by  facts.  I 
do  not  know  whether  it  has  been  proved  or  will  be  proved,  but  if  it  be 
true  the  question  I  would  like  you  to  pass  upon  is  whether,  if  the  Con- 
gress of  the  United  States  should  find  as  a  fact  that  there  were  dis- 
criminations  in  favor  of  the  one  system  of  roads  as  against  the  other, 
you  are  in  favor  of  equalizing  it  or  not. 

Mr.  Setmoub.  I  would  rather  not  answer  as  to  supposititious  ques- 
tions. 

Senator  Hisgogk.  You  have  no  answer  to  make  to  the  questions 
put! 

Mr.  Seymoub.  I  thought  I  had  answered  the^m. 

The  Chaibman.  As  you  do  not  seem  disposed  to  answer  these  ques- 
tions I  suppose  we  hail  better  touch  upon  another  point. 

Mr.  Seymoub.  I  thought  I  had  answered  as  far  as  I  could. 

The  Chaibman.  I  will  ask  you  about  the  bridge  at  the  Sault  Who 
owns  it  f 

Mr.  Seymoub.  It  is  ownedby  a  bridge  company,  I  think.  I  do  not  now 
know  who  is  the  president.  1  think  Mr.  MgMillan  has  an  interest  in 
it.  As  I  understand,  it  is  owned  by  different  interests  connected  with 
different  roads. 

The  Chaibnan.  What  road  or  combination  controls  it  ? 

Mr.  Seymoub.  I  could  not  say,  but  I  should  think  Mr.  Newberry, 
^who  was  instrumental  in  pushing  the  law  through  Congress,  would  have 
some  interest  in  it,  and  I  think  Detroit  interests  are  behind  it. 

The  Chaibman.  Does  the  Canadian  Pacific,  in  conjunction  with  these 
two  lines,  one  running  to  Minneapolis  and  the  other  to  Duluth,  control 
the  bridge  ! 

Mr.  Seymoub.  Of  course  it  is  a  United  States  bridge,  and  the  law 
itself  provides  that  the  charges  shall  be  reasonable  and  so  forth. 

The  Chaibman.  Are  there  any  further  suggestions  you  would  like  to 
make  f 

Mr.  Seymoub.  I  do  not  want  to  be  put  on  the  record  as  stating  thnt 
I  am  opposed  to  American  interests,  for  I  think  thait  American  inter- 
ests should  be  protected.  I  do  not  think,  however,  that  American  in- 
terests are  injured  in  the  present  situation,  and  I  think  that  the  inter- 
ests of  the  producer  and  consumer  should  be  at  the  bottom  of  all 
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STATEMENT  OF  BANDALL  0.  BTJTLER. 

Mr.  BA.NDALL  G.  Butler^  division  freight  agent  of  the  Wabasb 
Western  Bailway,  ax>peared. 

The  Chairman.  Where  do  you  reside,  Mr.  Butler  t 

Mr.  Butler.  In  Detroit. 

The  Chairman.  What  are  your  busiuess  engagements  f 

Mr.  Butler.  I  am  division  freight  agent  of  the  Wabash  Western 
Baili^ay. 

The  Chairman.  As  a  railroad  man  representing  the  Wabash,  or,  for 
that  matter,  any  other  interests  that  you  niay  represent,  what  have  you 
to  say  in  reference  to  the  question  under  discussion  t 

Mr.  Butler.  I  do  not  know  that  I  have  any  special  opinions  beyond 
the  fact  that  I  should  dislike  very  much  to  see  any  restrictions  piticed 
upon  commerce  through  Canada  that  would  prove  an  injury  to  the  lines 
in  Michigan  or  the  lines  working  through  Michigan.  I  am  heartily  in 
favor  of  such  restrictions  being  put  on  the  Canadian  lines  as  will  place 
them  on  a  plane  of  absolute  equality  with  their  American  competitors, 
if  that  regulation  does  not  already  exist. 

The  Chairman.  If  it  does  not  exist  you  are  in  &vor.  of  whatever  may 
bring  about  that  condition! 

Mr.  Butler.  Yes. 

The  Chairman.  What  is  your  judgment  as  to  whether  there  is  any 
disadvantage  to  American  roads  under  the  existing  law  and  eouditiuiin 
in  competition  with  Canadian  lines  f 

Mr.  Butler.  The  Canadian  lines  have  not,  to  my  knowledge,  takcji 
advantage  of  any  restrictions  which  have  been  placed  upon  the  Amer- 
ican lines.  I  am  very  frank  to  say  that,  in  my  judgment,  if  I  were  in 
charge  of  Canadian  lines  doing  ousiuess  wholly  across  the  Dominion 
territory,  and  I  so  desired,  I  could  find  a  way,  perhaps,  to  deprive  tbe 
American  lines,  owing  to  the  restriction  under  which  they  are  placed, 
of  a  very  large  amount  of  traffic  without  fear  of  the  same  punishment 
that  would  be  inflicted  on  Auierican  lines  if  they  did  the  same  thing. 

Senator  HisoocK.  You  say  you  could  And  a  way  to  do  certain  things, 
but  as  a  matter  of  fact  you  would  not  do  that,  would  you  ! 

Mr.  Butler.  I  do  not  know.  I  have  never  viewed  it  from  a  Cana- 
dian stand  point. 

The  Chairman.  What  are  your  Wabash  connections  at  Detroit  t 

•Mr.  Butler.  The  Grand  Trunk  almost  exclusively. 

The  Chairman.  Connecting  where! 

Mr.  Butler.  At  Detroit  through  river  ferry. 

The  Chairman.  You  carry  goods  from  here  and  from  Chicago 
through  to  Eastern  ports? 

Mr.  Butler.  Yes,  sir,  very  largely'  from  Chicago. 

The  Chairman.  For  export  f 

Mr.  Butler.  Yes,  sir,  very  largely. 

The  Chairman.  Is  thereanyditf'erenceinyourtransportation charges 
between  goods  shipped  for  consumption  in  the  United  States  and  gooils 
shipped  for  export  f 

Mr.  Butler.  Not  that  I  am  aware  of. 

The  Chairman.  Who  owns  the  line  from  Port  Huron  to  Chicago! 

Mr.  Butler.  The  corporation,  I  think,  is  known  as  the  Chicago  and 
Grand  Trunk. 

The  Chairman.  But  it  really  belongs  to  the  Grand  Trunk  proper, 
does  it  not  f 


THE  UNITED  STATES  AND  CANADA.  559 

Mr.  BUTLEB.  I  have  no  positive  knowledge  that  it  does,  bat  1  so 
understand  it. 
The  Chairman.  Yon  arc  not  traffic  agent  on  that  particnlar  line  T 
Mr.  Butler.  No,  sir. 

THE  GRAND  TRUNK  AND  THE  INTERSTATE  LAW. 

The  Chairman.  Have  you  ever  observed  any  conditions  in  dealing 
with  the  traffic  of  the  country  that  indicated  to  your  mind  that  the 
Canadian  roads — the  Grand  Trunk  from  here,  for  instance — violated  the 
interstate  commerce  act  1 

Mr.  BUTI.ER,  I  have  not. 

The  Chairman.  Do  they  i)rofes8  to  observe  the  act  with  respect  to 
shipments  from  all  points  in  tlie  United  States? 

Mr.  Butler.  They  have  always  professed,  in  all  the  negotiations  I 
have  had  with  them,  to  observe  strictly  the  provisions  of  the  interstate 
commerce  law. 

The  Chairman.  The  substance,  then,  of  what  you  desire  to  say  is, 
that  if  the  American  lines  arei  now  at  a  disadvantage  owing  to  Ameri- 
can regulations  as  between  themselves  and  the  Canadian  lines,  the 
Canadian  lines  ought  to  be  put  upon  the  ^ame  level. 

Mr.  Butler.  Decidedly  so. 

The  Chairman.  The  same  restrictions  and  regulaiions  should  be 
placed  upon  them  as  exists  with  reference  to  the  American  lines,  you 
think  ) 

Mr.  Butler.  I  think  so. 

THE   INTERSTATE-COMMERCE  LAW. 

The  Chairman.  Do  you  find  any  embarrassment  in  operating  the 
Wabash  line  on  account  of  the  interstsite  commerce  act  1 

Mr.  Butler.  I  do  not. 

The  Chairman.  Do  you  think  what  is  commonly  known  as  the  long 
and  short  haul  clause  operates  to  the  disadvantage  of  the  railroad  ? 

Mr.  Butler.  Well,  I  am  not  exactly  in  a  position  to  speak  of  that, 
because  I  am  not  as  thoroughly  familiar  with  the  result  which  may  be 
experienced  in  our  earniugs  as  the  management  would  be. 

The  Chairman.  Who  is  the  maunging  power  of  the  road  now  1 

Mr.  Butler.  You  mean  who  holds  the  title  of  general  manager  f 

The  Chajrman.  Who  controls  and  owns  the  roadf  It  has  just  gone 
out  of  the  hands  of  the  receiver,  has  it  not) 

Mr.  Butler.  It  is  rather  a  mixed  up  affair.  The  purchasing  commit- 
tee are  controlling  the  lines  east  of  the  Mississippi  River  at  the  present 
time,  and  they  have  appointed  the  Wabash  Western  Railway  Compan^^ 
which  is  a  corporation  west  of  the  Mississippi,  as  their  agent  to  operate 
the  line  west  of  the  river. 

The  Chairman.  8o  that  it  is  being  operated  now  as  one  line. 

Mr.  Butler.  Yes,  sir. 

Senator  Harris.  How  long  have  you  been  engaged  in  the  railroad 
business  1 

Mr.  Butler.  About  eighteen  years. 

Senator  Harris.  Have  the  through  rates  increased  or  diminished 
since  the  interstate  commerce  act  went  into  operation? 

Mr.  Butler.  I  think  they  are  practically  about  the  same  as  they 
werOt 
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Seoator  Harris.  What  effect  has  it  had  npon  rates  on  the  short 
haul — the  local  freight  f 

Mr.  Butler.  Tliey  bave  heen  diminished. 

Senator  Harris.  Largely  or  to  a  small  extent  t 

Mr.  Butler.  Id  some  r*ases  largely. 

Senator  Reagan.  Are  you  advised  as  to  whether  there  has  been  any 
considerable  increase  in  tonnage  over  the  Canadian  roads  within  the 
last  twelve  months  ! 

Mr.  Butler.  Yes,  sir.  Judging  from  the  tonnage  reports  published 
or  furnished  by  the  Central  Traffic  Association  I  should  say  there  had 
been. 

Senator  Reagan.  Will  you  please  state  your  opinion  as  to  the  in- 
crease of  tonnage  over  the  Canadian  roads  since  the  passage  of  the 
interstate  commerce  law  as  compared  with  the  increase  of  tonnage  on 
the  roads  south  of  the  Inkes  ? 

Mr.  Butler.  My  recollection  is  that  ))rior  to  the  time  the  law  be- 
came effective  the  percentage  of  the  Canadian  roads  of  east-bound  busi- 
ness tonnage  from  Chicago  ])robably  ran  in  the  neighborhood  of  20  i^er 
cent.,  and  lately  there  have  been  several  instances  where  it  has  beeu 
very  much  larger  than  that. 

Senator  Reagan.  Can  you  state  how  large  t 

Mr.  Butler.  I  have  noticed  in  the  papers  of  its  having  reached  over 
36  per  cent. ;  perhaps  40  per  cent- 
Senator  Reagan.  To  what  do  you  attribute  that  gain  t 

Mr.  Butler.  I  would  not  like  to  make  any  guess  as  to  it. 

Senator  Reagan.  I  did  not  know  but  that  your  knowledge  of  the 
business  as  a  railroadman  might  give  you  some  reasonable  basis  of  ex- 
planation of  that  increase. 

Bdr.  Butler.  If  I  had  an  opinion  I  could  not  probably  substantiate 
it  to  the  satisfaction  of  this  committee  or  any  one  else. 

Senator  Hiscock.  I  really  wish  you  would  give  us  your  opinion, 

Mr.  Butler.  I  have  no  opinion,  as  a  matter  of  fact. 

Senator  Harris.  It  would  seem  to  me  you  would  have  some  opinion. 
As  you  say,  you  may  not  be  able  to  satisfy  the  committee,  but  the  com- 
mittee would  be  glad  to  have  such  an  opinion  as  you  have  formed  from 
your  stand-point. 

Mr.  Butler.  I  will  qualify  that  answer  a  little,  Senator,  by  saying 
that  I  have  not  a  definite  opinion  as  to  the  methods  which  have  been 
employed  to  increase  the  east-bound  tonnage  on  the  Grand  Trunk.  I 
have  heard  various  theories  advanced  by  railroad  people,  and  have  also 
heard  the  officials  of  the  Grand  Trunk  assign  some  reasons  for  it.  As 
I  said  before,  they  are  complying  absolutely  with  the  provisions  of  the 
interstate  commerce  act. 

Senator  Harris.  I  will  not  press  the  question.  I  would  simply  like 
to  have  the  opinion  of  gentlemen  whose  experience  and  connection 
with  the  matter  familiarize  them  with  it. 

The  Chairman.  Your  business  from  Detroit  is  nearly  altogether  on 
the  Grand  Trunk! 

Mr.  Butler.  The  relations  of  our  Detroit  line  have  been  almost  ex- 
clusively with  the  Grand  Trunk. 

The  Chairman.  How  many  miles  has  the  Wabash  in  Michigan  t 

Mr.  Butler.  About  86  miles. 

The  Chairman.  You  have  a  Toledo  connection,  have  you  not! 

Mr.  Butler.  Yes,  sir. 

The  Chairman.  Have  you  a  Toledo  connection  direct  from  Detroit! 

Mr.  Butler.  Jfo,  sir ;  we  have  no  Toledo  connection  from  Detroitt 
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ADDItlOlirAL  STATEMEHT  OF  W.  H.  SEYMOUR. 

Mr.  Seymour.  I  should  like  to  say  a  word  in  relation  to  a  question 
asked  me.  If  a  definite  statement  i§  desired — 1  thought  I  had  stated 
my  views  fully,  but  you  do  not  seem  to  so  consider  it — in  answer  to 
the  question  asked,  whether  I  favored  any  legislation  which  aids  the 
Canadian  roads  in  competition  with  the  American  roads,  I  should  an- 
swer no,  but  then  I  should  state  ray  views  as  before  given. 

Senator  Harris.  If  existing  laws  give  the  Canadian  roads  an  ad- 
vantage over  the  American  competing  roads,  would  you  fator  modify- 
ing the  law  80  as  to  ])ut  them  on  a  platform  of  equality  ? 

Mr.  Seymour.  I  do  not  think  there  should  be  any  change  in  the 
American  law.  If  there  is  any  injury  to  American  interests — the 
American  roads — then  I  think  it  should  be  remedied  in  some  way,  but 
so  as  not  to  injure  in  a  greater  way  and  to  a  larger  extent  American 
interests. 

I  simply  desire  to  answer  the  question  squarely. 

STATEMEHT  OF  S.  0.  COOK 

Mr.  S.  G.  Cook,  a  lumber  dealer,  of  Minneapolis,  appeared. 

The  Chairman.  Where  do  you  reside,  Mr.  Cook  t 

Mr.  Cook.  In  Minneapolis. 

The  Chairman.  What  is  your  business t 

Mr.  Cook.  I  am  in  the  lumber  business. 

The  Chairman.  You  have  been  listening  to  this  discussion  and  the 
hearing.  What  have  you  to  say  touching  the  subject  u,nder  investiga- 
tion) 

Mr.  Cook.  I  came  here  with  no  expectation  of  giving  any  testimony 
on  this  subject,  but  Mr.  Bowen  asked  me  to  say  something  in  regard  to 
the  influence  of  the  '*  Soo"  route  in  our  section. 

The  Chairman.  Proceed  with  any  statement  you  desire  to  make. 

Mr.  Cook.  The  "Soo"  route  is  only  a  recent  thing. 

The  Chairman.  You  are  not  dependent  upon  the  "  Soo  ^  road  1 

Mr.  Cook.  No,  sir ;  we  have  six  or  seven  roads. 

The  Chairman.  What  proportion  of  the  business  of  your  city  eastr 
bound  is  done  over  the  *'  Soo  "  road  1 

Mr.  Cook.  I  should  presume  that  of  the  flour  business  it  might  be 
15  or  20  per  cent,  i  am  not  fully  informed  as  to  the  statistics  and 
would  not  like  to  say  exactly.  From  looking  over  the  papers  from 
week  to  week  I  should  think  that  would  be  a  fair  estimate. 

The  Chairman.  From  15  to  20  per  cent.,  did  you  say  t 

Mr.  Cook.  Yes,  sir. 

The  Chairman,  Would  you  have  sufficient  means  of  transportation 
east  without  the  ''  Soo  "  road  t 

Mr.  Cook.  I  think  we  would.  I  think,  however,  that  it  is  an  advan- 
tage to  us  to  have  it. 

The  Chairman.  How  is  it  an  advantage!  It  is  simply  another  road 
to  be  kept  up,  is  it  not  ? 

Mr.  Cook.  By  the  usc^  of  it  we  strike  a  different  territory,  especially 
on  foreign  shipments. 

The  Chairman.  What  do  you  mean  by  " strike  a  different  territory"  t 

Mr.  Cook.  We  strike  a  shorter  loute  to  Montreal.  Our  people  de- 
sire that  the  line  should  be  maintained. 
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The  Chairman.  Do  3  oa  get  a  cheaper  rate  to  New  York  on  the 
"Soo"  road  than  you  do  on  the  Northwestern,  or  the  Milwaukee  and 
St.  Paul,  or  the  Burlington  f 

Mr.  OooK.  I  think  tlie  ^  Soo'^  Hue  has  been  the  meaus  of  reducing 
rates  in  mnny  instances. 

The  Chairman.  How  1 

Mtw  Cook.  By  making  lower  rates. 

The  Chairman.  Do  they  publish  lower  rates  t 

Mr.  Cook.  Yes,  sir. 

The  Chairman.  Does  the  '<  Soo  "  road  publish  its  rates  from  Minne- 
apolis or  St.  Paul  to  New  York  or  Boston  f 

Mr.  Cook.  I  understand  they  do. 

The  Chairman.  And  when  they  are  published  they  are  sometimes 
lower  than  the  rates  on  the  American  lines;  is  that  sot 

Mr.  Cook.  I  think  it  is. 

The  Chairman.  Yon  do  not  know  that  they  secretly  carry  out »  dif- 
•lerent  rate  from  that  published  t 

Mr.  Cook.  I  never  heard  that  they  did. 

The  Chairman.  You  are  engaged  in  the  lumber  business,  1  bi-lievet 

Mr.  Cook.  Yes,  sir. 
.    The  Chairman.  Are  you  in  the  habit  of  shipping:  much  lumber  over 
the  *'  Soo  "  road  t 

Mr.  Cook.  Very  little.  We  are  located  on  the  Northwestern  road, 
and  when  we  sbip  east  we  ship  over  the  Northwestern  to  Chicago. 

The  Chairman.  So  that  the  ''  Soo  "  road  is  practically  of  no  personal 
ben<»fit  to  you. 

Mr.  Cook.  Very  little.  Sometimes  we  ship  a  little  out  on  that  road 
fro'jj  Minneapolis. 

The  Chairman.  Is  it  not  a  fact  that  Minneapolis  and  St.  Paul  are 
I'uriiished  with  rather  more  roads  now  than  they  needt 

Mr.  Cook.  I  think  it  is. 

The  Chairman.  Where  half  a  dozen  roads  are  built  and  have  to  be 
kept  up  and  two  roads  will  do  the  business,  it  results  in  higher  churges 
than  if  there  were  fewer  roads,  or  just  the  number  required  to  do  the 
business,  does  it  not? 

Mr.  Cook.  I  think  half  the  roads  could  do  the  business,  probably. 

The  Chairman.  So  that  there  was  no  necessity  for  building  that 
road  except  to  get  a  shorter  line! 

Mr.  Cook.  There  are  some  who  think  the  road  is  not  an  advantage  to 
us,  but  the  majority  of  the  people  think  it  is. 

The  Chairman.  1  believe  the  distance  from  Minneapolis  to  the  ^au(t 
has  been  given. 

Mr.  Cook.  Yes,  sir;  Mr.  Seymour  stated  it.  It  is  between  480  and 
500  miles. 

The  Chairman.  How  far  is  it  from  your  city  to  Duluth  f 

Mr.  CoOK.  Somewhere  in  the  neighborhood  of  150  miles. 

The  Chairman.  Is  there  a  road  between  Minneapolis  and  Duluth f 

Mr.  Cook.  Yes,  sir.  There  are  two  or  three  roads  running  between 
Minneapolis  and  Duluth. 

The  Chairman.  Wbat  are  they  t 

Mi.  Cook.  The  St.  Paul  and  Duluth  and  the  Omaha  have  lines  to 
Duluth. 

The  Chairman.  "The  Omaha" — is  that  the  propername  of  the  road! 

Mr.  Cook.  No,  sir  5  its  proper  name  is  the  Chicago,  St.  Paul,  Min- 
neapolis and  Omaha.  That  was  built  by  St.  Paul  people  and  origi- 
nally was  the  Duluth  road,  1  think.  There  is  also  the  Eastern  Minne- 
»otAy  which  is  a  branch.  o£  Oi^  &.\VV  xq^« 
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The  Ohaibman.  Does  that  touch  MiDoeapolis  f 

Mr.  Cook.  Yes,  sir. 

The  Chairman.  And  runs  to  Duluth  f 

Mr.  Cook.  Yes,  sir. 

The  Chairman.  So  that  there  are  three  or  four  roads  to  Duluth  from 
your  town  t 

Mr.  Cook.  Yes,  sir. 

The  Chairman.  I  suppose  a  large  amount  of  your  flour  and  grain 
and  lumber  coming  east  goes  to  Duluth  first  and  then  by  steamers  ? 

Mr.  Cook.  A  large  amount  of  flour  goes  that  wsky. 

The  Chairman.  What  do  you  know  about  the  8hit)ment  of  flour  from 
St.  Paul  and  Minneapolis — Minneapolis  especially,  as  most  of  the  flour 
is  manufactured  there  Y 

Mr.  Cook.  I  am  not  an  authority  on  that. 

•  Senator  Ueagan.  Do  you  know  the  distance  from  St.  Paul  to  New 
York  by  the  shoVtest  line  south  of  the  lakes  t 

Mr.  Cook.  That  is  this  way.     [Indicating  on  map.] 

Senator  Keaoan.  Not  this  way  [indicating],  but  south  of  the  lakes. 

Mr.  Cook.  From  St  Paul  to  New  York  by  the  ^'Soo"  route  is  a  little 
longer  line,  I  think.  I  do  not  know  the  exact  distance,  but  I  think  it 
is  a  little  longer  than  by  the  American  lines. 

Senator  Eeaoan.  And  how  to  Boston? 

Mr.  Cook.  From  St.  Paul  to  Boston  by  the  "Soo''  route  is  about  160 
miles  shorter  than  by  the  American  roads. 

Mr.  Edwards.  Mr.  Chairman,. if  I  may  be  permitted  to  do  so,  I  would 
like  to  ask  Mr.  Cook  a  few  questions  in  regard  to  distances. 

The  Chairman.  You  can  do  so. 

Mr.  Edwards.  Mr.  Cook  stated  that  the  advantage  to  the  Minne- 
apolis people  in  having  the  Soo  line  in  connection  with  the  Canadian 
Pacific  to  the  sea-port  was  in  its  being  the  shorter  line.  I  would  like 
to  ask  him  what  the  distance  is  from  Minneapolis  to  Montreal,  New 
York,  and  Boston. 

Mr.  Cook.  I  could  not  give  you  the  distance,  but  via  the  "  Soo'*  line 
it  is  shorter  to  Montreal. 

Mr.  Edwards.  Do  you  know  that  it  is  shorter  to  New  York  ! 

Mr.  Cook,  I  do  not  know  that  it  is. 

Mr.  Edwards.  You  stated  that  the  "  Soo**  line  was  shorter  than  the 
American  lines  to  Boston  ;  can  yon  state  how  much  shorter? 
.  Mr.  Cook,  About  160  miles. 

Mr.  Edwards.  Can  you  give  the  mileage  of  the  "Soo''  line  from  Mln- 
neapolis  to  Montreal,  New  York,  and  Boston  1 

Mr.  Cook.  No,  I  can  not. 

The  Chairman.  Can  you  give  the  distances,  Mr.  Edwards,  so  that  they 
can  go  into  the  record? 

Mr.  Edwards.  Yes,  sir.  From  Minneapolis  to  Montreal  is  1,118 
miles;  to  New  York  1,436  miles;  to  Boston  1,423. 

The  Chairman.  By  what  road  t 

Mr.  Edwards.  The  distances  I  have  given  are  via  the  "  Soo  "  line  and 
the  Canadian  Paci&c,  and  were  obtained  from  information  published 
hy  Minneapolis  interests  at  the  time  the  road  was  being  constructed. 

Now,  the  distance  by  the  all-rail  shortest  route  from  Minneapolis  to 
New  York,  via  Cliicago  and  the  Pennsylvania  Railroad,  is  1,332  miles. 

The  Chairman.  Can  you  give  the  distance  to  Boston  f 

Mr.  Edwards.  No,  sir. 

The  Chairman.  Can  you  give  the  distance  from  Milwaukee  to  Mon- 
treal t 
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Mr.  Edwards.  The  distance  from  Milwaukee  to  Montreal,  crossing 
the  lake,  is  1,171  miles;  to  Boston  l,36i>;  to  New  York  1,272,  or  over 
160  miles  further  to  New  York  by  the  '*8oo''  line  than  by  other  lines. 

Mr.  Cook.  Not  further  to  Boston,  though*- 

Mr.  Edwards.  It  is  further  to  Boston  by  the  "  Soo^line  than  by  any 
other  line,  even  by  purely  all  American  lines. 

The  Chairman.  Is  there  any  other  gentleman  who  would  like  to  be 
heard  f    I  ask  this  because  there  will  be  no  afternoon  session  to  day. 


ADDITIONAL  STATEMENT  OF  ASHLEY  FOHrD. 

Mr.  Pond.  Mr.  Chairman,  maj^  I  be  permitted  to  say  a  word  f 
The  Chairman.  Certainly  j  we  will  be  glad  to  hear  you. 

m 

THE  QUESTION  OF  REQUIRING  LICENSES. 

Mr.  Pond.  I  was  asked  yesterday  if  there  was  any  4)bjection  to  re- 
quiring the  American  lines  to  obtain  licenses  from  the  Interstate  Com- 
merce Commission.  I  stated  that  I  could  see  no  objection  to  it.  The- 
oretically there  is  no  objection  5  but  practically  it  seems  to  me  that  snch 
a  system  would  be  very  cumbersome,  and  there  would  be  no  remedy  even 
under  a  license  system  except  through  the  courts. 

Now,  the  American  hues  are  within  reach  of  the  courts  at  all  times; 
the  Canadian  lines  are  not.  The  only  effectual  remedy  as  to  the  Cana- 
dian roads,  it  seems  to  me,  must  be  by  the  action  of  the  Commission  aud 
not  by  the  courts.  Under  the  license  system  the  Commission  could  af- 
ford an  immediate  remedy.  To  go  into  the  courts  would  be  a  long  pro- 
cess. If  you  proceed  criminally  you  must  satisfy  the  jury  beyond  a 
reasonable  doubt  by  evidence  of  a  violation  of  the  law  before  you  can 
convict.  The  only  other  way  is  by  an  injunction.  That  is  net  an  ef- 
fectual remedy  because,  as  I  stated  yesterday,  of  the  difiicult^^  in  getting 
jurisdiction.  But  if  the  power  is  lodged  with  the  Interstate  Commerce 
Commission  it  can  investigate  the  matter,  and  if  it  is  satisfied  that  the 
law  has  been  violated  it  can  revoke  the  license  and  stop  the  inter- 
change of  cars,  stop  the  passage  of  through  cars  by  the  actiou  of  the 
customs  department. 

Senator  Hiscock.  What  you  mean  is  this :  That  all  the  American 
roads  are  subject  to  the  same  prosecution  under  the  law  without  a 
license  that  they  would  be  with  a  license. 

Mr.  Pond.  Yes,  sir. 

Senator  Hiscock.  Do  you  mean  that  the  American  roads  and  the 
officers  of  the  American  roads  are  under  the  jurisdiction  of  the  courts 
at  all  times  and  can  be  punished  by  the  criminal  courts,  but  as  to  the 
Canadian  roads  there  is  no  jurisdiction  for  any  offense  against  the  in 
terstate  commerce  law? 

Mr.  Pond.  The  American  roads  .can  be  reached  very  effectually  by 
bills  in  equity  and  by  injunctions. 

The  Chairman.  Would  you  give  the  Interstate  Commerce  Com- 
iuission  absolute  i)ower  to  revoke  the  license  without  any  sort  of  appeal 
or  right  to  the  railroad  to  go  into  court  and  determine  whether  it  was  a 
just  act  on  the  part  of  the  Commission  ? 

Mr,  Pond.  I  think  it  would  be  safe  to  give  the  Commission  that  power. 
I  do  not  know  why  the  Commission  could  not  act  as  justly  as  the  court 
in  that  respect.  To  that  extent  it  would  be  a  court  of  equity.  There 
is  no  reason  why  an  appeal  should  lie,  unless  to  the  Supreme  Court  of 
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the  United  States;  certainly  not  to  any  circuit  court.  As  the  law  now 
stands  tbo  Commission  has  no  power.  When  a  complaint  is  brought  be- 
fore it  the  Commission  can  simply  say  that  the  complaint  is  well  founded, 
but  it  can  do  nothing.  ^ 

The  Chairman.  It  can  turn  over  the  proceedings  or  whatever  evi- 
dence it  has  to  the  district  attorneys. 

Mr.  Pond.  Yes,  sir.  The  act  provides  that  the  finding  of  fact  by  the 
Oommission  shall  be  prima  facie  evidence,  but  it  would  not  be  prima 
facie  evidence  in  a  criminal  prosecution. 

Senator  HiscocK.  Would  it  not  be  rather  summary  to  trust  any 
commission  compovsed  of  gentlemen  who  need  not  necessarily  be  law- 
yers or  judges,  and  who  are  selected,  of  course,  with  reference  to  their 
looking  after  the  interests  of  different  sections  of  the  country  f  Do 
you  not  think  it  would  be  rather  a  summary  proceeding  to  give  such  a 
commission  power  to  close  all  the  international  trade  between  this 
country  and  Canada  without  a  review  by  the  court^i  f 

Mr.  Pond.  I  said  that  there  was  no  objection  to  a  review. 

Senator  HiscocK.  The  question  is,  if  we  allow  any  live  men  to  sus- 
pend commercial  relations  between  this  country  and  a  foreign  nation, 
would  not  that  power  need^bo  very  carefully  guarded  I 

Mr.  Pond.  There  is  no  doubt  but  that  provision  should  be  made  for 
review,  but  the  proceeding  should  be  somewhat  summary.  Certainly 
there  ought  not  to  be  a  provision  for  review  and  then  for  an  appeal, 
so  that  a  proceeding  of  that  kind  should  be  suspended  indefinitely. 

Senator  HiscooK.  Now,  let  me  ask  you  this  question  which  occurs 
to  me  just  at  this  moment,  and  which  I  submit  to  you  as  a  lawyer:  Of 
course  Congress  has  the  power  to  regulate  foreign  commerce  and  do- 
mestic commerce;  but  do  you  think  that  Congress  could  abdicate  the 
power  to  a  commission  to  practically  prohibit  the  commerce  between 
our  country  and  a  foreign  nation? 

Mr.  Pond.  No,  I  do  not;  but  I 'do  not  think  under  a  license  system 
l)roperly  adjusted  it  would  abdicate  tha^  power.  The  system  applies  to 
the  roads  severally,  and  yoi\  simply  give  power  to  the  Commission  to  say 
that  a  certain  carrier  shall  not  engage  in  that  business. 

Senator  HiscoCK.  In  other  words,  it  is  not  a  mattter  between  the 
two  nations,  but  between  the  nation  and  the  carrier. 

Mr.  Pond.  The  corporation  and  the  country.  I  do  not  see  that  there 
is  any  trouble  in  that  direction. 


ADDITIONAL  STATEMENT  OF  ALONZO  C.  RAYMOND. 

The  Chairman.  I  understand  that  Mr.  Eaymond  desires  to  submit 
some  r'emarks  supplemental  to  his  former  statement. 

Mr.  Raymond.  As  explanations  seem  to  bQ  in  order  1  woidd  like  to 
make  one.  Senator  Eiscock  aske<l  me  yesterday  if  I  knew  any  rail- 
road men  who  were  in  favor  of  cutting  off  any  Canadian  railroad  line, 
and  be  proceeded  upon  the  hypothesis  that  I  was  fighting  a  phantom. 
I  will  say  to  Senator  HiscoCK  that  I  will  agree  to  furnish  him  one  hun- 
dred editorials  of  leading  newspapers  in  the  United  States  advocating 
that,  thing. 

Senator  HisoocK.  That  might  be  true. 

Mr.  Raymond.  They  represent  public  sentiment. 

Mr.  Pond.  I  thought  they  were  all  working  the  other  way,  so  far  as 
my  observation  has  gone. 

Mr.  Raymond.   It  is  very  likely  that  all  railroad  interests  work: 
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quietly  to  accomplish  desired  ends.  If  Mr.  Depew  or  Mr.  fiobeits  in 
representing  any  leading  railroad  interest  wanted  to  do  the  very  thiag 
thi^t  Senator  HisooCK  said  was  a  phantom,  it  is  not  likely  that  tbey 
would  publicly  advertise  that  that  is  what  they  wanted.  They  woald 
be  just  as  likely  to  take  the  other  course,  and  the  influenceK  would  be 
working  to  accomplish  their  purpose  just  the  same. 

Senator  HiscocK.  The  difference  between  you  and  me  in  i-espectto 
your  last  remark  is  this:  that  I  have  always  been  accustomed  to  take 
people  as  they  talk  rather  than  to  infer  that  men  meant  the  contrary  of 
what  they  said.  I  believe  in  the  sincerity  of  people  and  I  have  always 
acted  upon  that  principle.  I  know  there  is  this  about  it,  that  there  is 
quite  a  non-intercourse  sentiment,  and  I  think  very  likely  yon  can  find  a 
hundred  newspapers  that  are  distributed  among  70,000,000  people,  and 
the  proprietors  of  and  writers  on  a  hundred  newspapers,  like  G^eneral 
Wilson,  of  Delaware,  who  squarely  insist  that  the  true  way  to  annex 
Canada  to  this  country  is  by  non- intercourse.  1  have  not,  however, 
even  heard  it  suggested  by  any  reasonable  railroad  manager  that  that 
thing  should  be  done. 

Mr.  Raymond.  I  am  very  glad  to  hear  that^  and  I  hope  it  is  not  in 
the  mind  of  any  railroad  manager. 

Senator  Hiscock.  You  said  something  yesterday  in  reference  to  why 
this  investigation  took  place,  or  something  of  that  kind. 

Mr.  Raymond.  I  think  not. 

Senator  Hiscock.  Some  one  did,  and  I  think  I  am  justified  in  saying 
that  there  certainly  was  not  the  slightest  railroad  influence  at  the  bot- 
tom of  it.  It  was  simply  prompted  by  a  desire  to  i)erfect  the  interstate 
commerce  law,  and  to  study  the  question.  The  purpose  is  to  perfect 
legislation  on  the  subject. 

Mr.  Raymond.  I  simply  rose  to  make  an  explanation.  Idonot  want 
to  have  it  inferred  that  in  making  my  explanation  I  charge  any  one  or 
any  American  railroad  interest  directly ;  but  I  have  been  studying  this 
subject  somewhat  through  the  newspapers,  and  1  know  that  there  are 
large  numbers  of  newspapers  in  this  country  that  are  harping  on  this 
proposition  day  after  day.  The  New  York  Sun  for  one  has  been  doing 
it  constantly  for  two  years. 

Senator  UiscocK.  I  think  Mr.  Dana  would  toll  you  that  he  favored 
the  course  you  allude  to  because  he  thinks  it  the  batter  method  of  an- 
nexing Canada. 

Mr.  Raymond.  This  influence  that  m  working  through  the  news- 
papers, advocating  the  cutting  off  of  Canadian  lines,  certainly  does  not 
come  from  the  masses  of  the  people  who  are  benefited  by  the  competition 
of  the  Canadian  roads,  and  must  necessarily  come  in  some  way  from  the 
com])eting  interests. 

Tbe  Chairman.  As  no  one  else  seems  desirous  of  being  heard,  the 
committee  will  a^ljourn  to  meet  in  Chicago  to  morrow. 

At  12  o'clock  m.  the  committee  adjourned  to  meet  in  Chicago  to-mor- 
row at  10  o'clock  a.  m. 


Chicago,  III.,  July  13, 1889. 

The  committee  met  at  10  o'clock  a.  m.,  pursuant  to  adjournment. 
The  Chairman.  The  resolution  under  which  we  are  conducting  this 
inquiry  will  be  read  by  the  clerk. 
The  resolution  was  read. 
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STATEMENT  OF  J.  M.   HANNAF0]E;D. 

Mr.  J.  M.  Hannafobd,  traffic  manager  of  t\xfi  Northern  Pacific  Rail- 
road Company,  appeared. 

The  Chairman.  I  suppose,  Mr.  Hannaford,  you  have  received  a  copy 
of  the  resolution  just  read. 

Mr.  Hannafobd.  YeSj  sir. 

The  Chairman.  Wlieie  do  you  reside! 

Mr.  Hannafoud.  St.  Paul,  Minnesota.     • 

The  Chairman.    What  is  your  business  engagement? 

Mr.  Hannafoud.  I  am  traffic  manager  of  the  Northern  Pacific. 

The  Chairman.  How  long  have  you  occupied  that  position) 

Mr.  Hamnaford.  Since  it  was  created. 

The  Chairman.  Several  years! 

Mr.  Hannaford.  Yes,  sir.  I  can  not  give  you  the  exact  date.  I 
nave  been  with  the  company,  in  the  traffic  department,  since  May,  1872. 

The  Chairman.  You  probably  have  some  definite  views  that  you 
desire  to  give  to  the  committee,  and,  if  so,  please  proceed  to  give  them 
in  your  own  way. 

Mr.  Hannaford.  I  have  made  no  preparation.  I  received  a  tele- 
gram from  Mr.  Oalges,  in  reply  to  orfe  that  you  sent  to  him  on  the  9th. 
He  was  in  the  East  and  stated  that  he  could  not  be  here  himself,  and 
asked  me  to  be  present.  1  received  a  circular  transmitted  by  mail  to 
me  only  yesterday  afternoon,  so  I  did  not  know  what  the  scope  of  the 
committee's  qu«  stions  would  be. 

The  Chairman.  What  is  the  volume  of  business  east  and  west  over 
the  Northern  Pacific  Railroad! 

Mr.  Hannaford.  The  tonnage! 

The  Chairman.  Yes. 

Mr.  Hannaford.  I  could  not  give  that.  It  is  on  file  with  the  Inter- 
state Commerce  Commission  for  last  year.  Our  annual  report  covered 
the  whole  of  it.  It  consists  of  general  merchandise  west-bound,  and 
hops,  wool,  grain,  and  salmon,  canned  fish  largely. 

The  Chairman.  Has  the  business  of  the  Northern  Pacific  been  in- 
creasing or  diminishing! 

Mr.  Hannaford.  It  has  been  increasing  for  the  last  two  or  three 
years. 

The  Chairman.  About  what  per  cent.,  from  year  to  year,  if  you  have 
any  definite  knowledge  on  the  subject! 

Mr«  Hannaford.  The  general  business  of  the  company  has  more 
than  doubled  within  the  last  two  or  three  years. 

The  Chairman.  Has  the  gross  amount  of  money  made  doubled  also! 

Mr.  Hannaford.  The  gross  amount  has.  I  made  the  statement 
from  the  earnings  rather  than  from  the  tonnage. 

The  Chairman.  Made  that  •statement  to  the  Commission,  you  mean! 

Mr.  Hannaford.  Yes,  sir. 

The  Chairman.  You  do  not  remember  what  that  statement  is  in  fig- 
ures, do  you! 

Mr.  Hannaford.  I  have  not  those  figures. 

The  Chairman.  Have  you  a  report  at  your  command  in  the  city  ! 

Mr.  Hannaford.  I  think  I  could  find  one  iu  our  office;  the  annual 
report  for  last  year. 

The  Chairman.  Do  you  know  anything  about  the  Canadian  Pacific 
Bailroad  ! 

Mr.  Hannaford.  Yes,  sir ;  a  great  deal* 
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The  Chairman.  Do  you  have  any  foreign  trade  f 

Mr.  Hannaford.  We  have  very  little  Asiatic  trade ;  what  we  have 
is  tea,  largely. 

The  Chairman.  You  say  very  little. 

Mr.  Hannaford.  1  will  give  you  the  history  of  it. 

Three  years  ago  we  went  into  the  Asiatic  business,  first  chaffering 
sailers,  and  made  very  little  success  of  it.  Last  year  we  had  tine  ssiit- 
ers  and  brought  about  12,000,000  pounds  of  tea  to  this  country.  This 
year  we  have  one  ship  afloat,  one  ship  loaded,  which  ought  to  snil  to- 
day or  to-inorrow,  and  one  under  charter  which  we  have  not  commenced 
to  load. 

The  Chairman.  Commenced  to  load  where  f 

Mr.  Hannaford.  Yokohama,  Japan. 

The  Chairman.  And  to  where  do  you  carry  the  tea  ? 

Mr.  Hannaford.  St.  Paul,  Minneapolis,  Chicago,  Xew  York,  Mon- 
treal, Toronto,  and  all  the  interior  cities. 

The  Chairman.  Is  it  consigned  to  anybody  t 

Mr.  Hannaford.  Largely  to  order.  I  think  all  the  tea  is  handled 
that  way. 

The  Chairman.  What  do  you  mean  by  that  t 

Mr.  Hannaford.  Bills  of  lading  are  issued  to  the  owners  of  the  tea, 
and  the  tea  is  not  sold  by  them  until  after  it  arrives*  and  the  bills  of  lad- 
ing are  drawn  upon.  It  is  a  cash  transaction  as  far  as  the  merchants 
are  concerned.  The  bills  are  drawn  on,  and  as  the  merchant  sells  the 
tea  he  indorses  over  the  bill  of  lading. 

The  Chairman.  That  is,  a  New  York  or  Boston  merchant,  or  wher- 
ever he  might  bet 

Mr.  Hannaford.  Wherever  he  might  be. 

The  Chairman.  Do  you  get  much  foreign  trade  that  does  not  come 
in  your  own  ships  t 

Mr.  Hannaford.  None  whatever. 

The  Chairman.  Why  not! 

Mr.  Hannaford.  There  are  no  ships  coming  to  our  western  termini 
except  those  we  bring  there  ourselves. 

The  Chairman.  Does  each  one  of  these  transcontinental  lines  have 
its  own  ship  linet  * 

Mr.  Hannaford.  Either  their  own  or  under  their  control. 

The  Chairman.  Does  either  of  them  get  anything  that  does  not  couio 
over  on  their  own  vessels  f 

Mr.  Hannaford.  I  think  not.  A  solitary  sailer  now  and  then  will 
make  a  charter,  but  we  have  never  had  one.  • 

The  Chairman.  Do  you  get  your  share  of  the  trade  that  comes  to 
Portland,  Oregon,  and  San  Francisco,  and  those  ])orts,  as  between  yours 
and  the  other  transcontinental  lines  ? 

Mr.  Hannaford.  I  should  say  no;  possibly  the  other  lines  would 
say  yes.  Our  arrangements  with  the  Canadian  I^acitic  are  such  that 
we  are  practically  shut  out  of  San  Francisco. 

The  Chairman.  Why  do  you  say  your  arrangenients  f 

THE   transcontinental  ASSOCIATION. 

Mr.  Hannaford.  I  suppose  you  are  familiar  with  the  Transconti- 
nental Association  f 

Tho  Chairman.  Yes. 

Mr.  Hannaford.  All  the  transcontinental  lines  are  members.  That 
association  was  formed  for  the  maintenance  oi'  rates.    The  lines  are  so 
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largely  separated,  there  being  the  Southern  Pacific  on  the  extren>e 
south  and  the  Canadian  Pacific  on  the  extreme  north,  that  it  18  neces- 
sary for  any  one  line  to  know  what  the  other  is  doing,  and  to  have  all 
those  lines  in  the  same  rate  association.  It  was  a  pool  before  the  pas- 
sage of  the  interstate  commerce  law,  but  afterward  was  reformed  into 
a  rate  association.  Before  it  was  formed  the  Canadian  Pacific,  who  were 
not  members  of  that  association,  made  such  rates  as  they  saw  fit,  and 
it  was  almost  im|K)ssible,  the  volume  of  traffic  being  very  small  from 
Paget  Sound  points,  for  us  to  get  anything  scarcely. 

THB  CANADIAN  PACIFIC  DIPFEBBNTIALS. 

When  this  association  was  formed  we  invited  the  Canadian  Pacific  to 
become  members  of  it,  so  that  we  could  know  what  rates  they  were 
making,  and  as  one  of  the  conditions  of  their  becoming  members  tUcy 
demanded  a  differential  rate;  in  other  words,  that  they  might  be  per- 
mitted to  make  rates  from  San  Francisco  that  were  less  than  tUose  made 
by  any  of  the  other  lines.  "^ 

The  Chaibhan.  On  what  ground  T 

Mr.  Hannaford.  Well,  on  the  ground  that  they  could  not  get  the 
business  at  even  figures,  I  suppose.  It  wa9  a  sort  of  stand-and-deli ver 
policy.  They  would  not  come  in  unless  we  allowed  them  those  dift'er- 
entials.  Finally  it  was  conceded  that  on  business  between  San  Frhn- 
Cisco  and  Chicago  the  Canadian  Pacific  might  make  a  differential  of  25 
cents  on  first  class  down  to  7  cents  on  class  £,  the  lowest  class.  De- 
I  troit,  Toledo,  and  common  points,  from  30  cents  down  to  7  cents :  Pitts- 
burgh, Buffalo,  and  common  points,  32  cents  down  to  7  cents ;  and  New 
York,  Boston,  Philadelphia,  Baltimore,  and  common  points,  40  cents 
down  to  7i  cents. 

As  to  the  fairness  of  these  differentials  you  can  form  your  own  concln- 
sions  when  I  say  we  have  to  submit  to  them  when  our  distance  i'roin  St. 
Paul  to  San  Francisco,  via  Tacoma  and  the  ocean,  is  15  miles  greater 
than  theirs,  via  the  same  route,  Victoria,  Vancouver,  and  the  ocean. 
Yet  we  have  to  allow  them  these  differentials  over  us,  atid  they  make 
the  same  rates  to  Puget  Sound  ports.  That  allows  us  a  fair  competition 
in  our  western  terminals,  and  in  San  Francisco  of  course  our  showing  is 
nothing,  comparatively  speaking.  Perhaps  we  may  get  1  per  cent,  of 
the  entire  east-bound  San  Francisco  business.  We  had  to  concede 
these  differentials  simply  for  peace. 

The  Chairman.  What  would  have  been  the  result  if  you  had  not  ? 

Mr.  Hannaford.  Well,  they  would  have  made  such  rates  as  they 
saw  fit.  We  would  have  been  compelled  to  make  tariffs  in  accordance 
with  the  law,  and  we  could  not  have  kept  up  with  them — could  not  have 
got  any  business.  Take  hops;  that  is  quite  a  large  article  in  our  east- 
bound  carrying  trade.  They  are  all  raised  within  60  miles  of  Seattle, 
and  for  the  shipment  of  a  thousand  bales  of  hops  there  we  had  to  make 
a  tariff.  We  had  to  issue  itand  file  it  in  Washington,  giving  ten  days 
notice  if  it  was  an  increase,  and  if  a  reduction  three  days  before  it  took 
effect  in  Seattle.  In  the  meantime,  being  free  from  anything  of  that 
kind,  the  Canadian  Pacific  would  step  in  and  change  the  rate.  The 
transmission  of  that  information  from  Washington  Territory  to  my  of- 
fice in  St.  Paul,  and  the  preparation  to  meet  it,  was  something  that  we 
could  not  handle.  Therefore,  we  concluded  that  we  had  better  buy  up 
the  Cana^lian  Pacific  to  maintain  the  rates,  and  to  know  where  they 
were  on  that  business,  which  is  worth  more  to  us  than  what  we  could 
rightfully  expect  to  get  from  San  Franfeis'co.'   It  Was'^mply  a'trade. 
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The  ChAlIRMAN.  You  felt  that  yon  were  in  their  handsf 

Mr.  Hannaford.  To  a  ceriaiu  extent;  yes,  sir.  Take  it  on  the  pas- 
penger  business.  As  you  know,  t!ie  large  volume  of  west  bound  traffic 
is  emigration,  seeking  homes  in  Washington  Territory.  At  the  present 
time  probably  the  largest  emigration  in  the  United  States  ia  to  Wash- 
ington Territory  and  Oregon.  One  of  the  conditions  of  this  agree- 
ment was  that  they  should  have  a  $5  differential  on  emigrant  tickets. 
Jn  other  words,  the  rate  from  St.  Paul  to  Seattle,  Wash.,  or  from 
St.  Paul  to  San  Francisco,  or  from  St.  Paul  to  any  point  on  the  Pacnfic 
coast,  is  $35  via  the  American  line.  That  is  the  rate  either  bj"  our  line, 
or  Sioux  City,  or  Union  Pacific,  or  down  over  the  Atchison,  bat  via  the 
Canadian  Pacific  it  is  $30.  Their  rate  is  $30;  yet  their  distance  from  SL 
Paul  to  Vancouver,  which  is  their  western  land  terminus,  Is  1,940  miles. 

The  Chairman.  From  where! 

Mr.  Hannafoed.  From  St.  Paul,  the  initial^point.  From  St.  Paal 
to  Tacoma,  v.m  our  own  line,  is  1,935  miles.  Tfiere  is  but  5  miles  dif- 
ference. To  go  to  any  point  on  Puget  Sound  they  have  to  go  by  steamer 
over  either  road.  From  Tacoma  by  steamer  to  PortTownsend  the  dis- 
tance is  practically  the  same;  yet  they  take  $5  less  rate  than  ve  do. 

The  Chairman.  They  get  these  passengers  in  the  United  States,  do 
they  nott 

^Ir.  Hannaford.  Very  largely  ;  yes,  sir. 

The  Chairman.  And  take  them  to  another  point  in  the  Uniteil  States! 

Mr.  Hannaford.  And  take  them  to  another  point  in  the  Unitwl 
States.  They  take  them  in  connection  with  the  St.  Paul,  Minneapolis 
and  Manitoba  Line,  running  from  St.  Paul  to  the  boundary  line,  thea 
by  the  Canadian  Pacific  from  the  boundary  line  to  Victoria,  to  Van- 
couver, and  then  by  steamer  from  Vancouver  down  to  Tacoma,  and 
tlien  passengers  going  to  Portland  go  from  Tacoma  to  Portland  by  our 
line.     VVe  had  to  make  them  a  concession  there. 

The  Chairman.  And  carry  them  over  your  own  road  part  of  the  way, 
too. 

Mr.  Hannaford.  Carry  them  140  miles  over  our  own  road.  They 
will  take  a  ])assenger  at  St.  Paul,  Minn  ,  and  lay  him  down  at  Portland, 
Oregon,  between  which  points  we  have  a  direct  all-rail  line  on  this 
roundabout  line  for  $5  less  than  we  can  take  him. 

Senator  Keagan.  What  is  the  difference  in  the  length  of  the  two 
lines  to  Portland  f 

Mr.  Hannaford.  Our  line  to  Portland  is  1,913  miles.  The  other  line 
to  Portland,  by  these  different  water  and  rail  routes,  is  2,28G  miles. 

Senator  Kbagan.  And  you  give  them  a  differential  of  $5! 

Mr.  Hannaford.  Yes,  sir. 

The  Chairman.  How  long  has  this  agreement  been  in  force! 

Mr.  Hannaford.  It  was  rewritten  on  February  1, 1888.  Tliat  is  the 
one  we  are  working  under  Apw,,  Some  modificiitions  were  made.  Prior 
to  that  we  had  rather  an  unsettled  state  of  affairs  among  the  American 
roads,  and  we  reorganized  at  that  time  and  took  in  the  Canadian  Pacific. 
The  agreement  is  on  file  at  Washington. 

The  Chairman.  Is  that  a  public  document? 

Mr.  Hannaford.  No,  sir;  not  really,  but  a  document  we  filed  with 
the  Interstate  Commerce  Commission. 

The  Chairman.  I  should  think  it  was  a  public  document,  if  you  were 
required  to  file  it. 

Mr.  Hannaford.  It  might  be  considered  a  public  document. 

The  Chairman.  You  say  that  before  that  agreement  was  made  there 
was  confusion  among  the  American  roads  f 
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Mr.  Hannapord.  Yes,  sir ;  that  was  owing  to  the  completion  of  the 
Canadian  Pacific  largely.  They  opened  up  the  line  there  and  wei-e  in 
no  association  with  any  of  ns,  and  we  had  no  association  of  our  own, 
and  each  line  started  out  to  get  what  business  it  could. 

The  Chairman.  Do  you  think  you  make  more  money  by  this  arrange- 
ment by  which  the  Canadian  Pacific  is  taken  into  the  ring  than  you 
wonld  without  it!      - 

Mr.  II ANNAFORD.  There  is  no  question  about  it,  unless  they  could  be 
controlled  some  way. 

The  Chairman.  How  controlled  t  Bequired  to  do  just  what  you  had 
to  do  under  the  law  1 

Mr.  B  ANNAFORD.  Yes,  sir ;  I  am  not  a  believer  myself  in  differential 
rates.  I  think  the  territory  should  be  divided,  where  differential  rates 
are  necessary,  to  let  any  one  in.  We  have  a  line  from  Canada  in  con- 
nection with  other  lines — the  Dnluth  and  Manitoba  extension  of  our 
road  10  Winnipeg.  We  are  a  roundabout  long  line  from  Montreal  to 
Winnipeg, for  instance,  and  yet  our  neighbors  will  not  allow  us  a  differ- 
ential. 

The  Chairman.  Can  you  not  cut  under  them  and  make  them  do  it 
like  they  did^with  yout 

Mr.  U  ANNAFORD.  Not  very  well.  We  have  had  too  much  regard  for 
the  construction  our  attorneys  put  on  the  interstate  commerce  act  to 
fool  around  it  very  much. 

The  Chaikman.  Well,  with  business  you  are  doing  outside  of  the 
United  States  ! 

Mr.  H ANNAFORD.  We  are  not  doing  business  outside  of  the  United 
States,  because  we  do  not  own  those  lines.  We  have  to  handle  it  by 
lines  coming  into  Chicago,  and  it  makes  a  combination  of  locals,  or  else 
an  entire  disregard  of  the  law.  That  is  the  only  ground  we  make  it  on, 
and  we  might  find  ourselves  in  a  position  to  make  the  less  rate  from 
Montreal  to  Winnipeg  than  from  Chicago  to  St.  Vincent,  both  stations 
being  in  the  United  States,  but  our  attorney  thought  it  was  not  advis- 
able to  do  that. 

The  Chairman,  I  spoke  of  it  bec^mse  I  thought  you  referred  to  busi- 
ness entirely  outside  of  the  United  States  in  competition  with  the  Cana- 
dan  roads. 

Mr.  H  ANNAFORD.  INo,  sir;  we  can  take  care  of  ourselves  under  the 
same  laws  that  they  are  under. 

OANADIAN  COMPETITION  AND  THE  INTERSTATE  LAW. 

The  Chairman.  You  think  that  in  obeying  the  interstate  commerce 
law  you  are  at  a  disadvantage  in  competition  with  the  Canadian  roads  f 

Mr.  B  ANNAFORD.  Yes,  sir  J  in  a  gi'cat  many  ways. 

The  Chairman.  In  just  what  way  t 

3Ir,  H  ANNAFORD.  Well,  particularly  in  the  fact  that  we  can  not  move 
nearly  as  quickly  as  they  can. 

Tlie  Chairman.  You  can  not  change  your  base  so  readily. 

Mr.  Hannaford.  We  can  not  send  an  agent  out  in  the  field  with  in- 
struction to  get  a  certain  amount  of  business  at  the  going  rate,  because 
ho  may  violate  several  clauses  of  the  interstate  commerce  act  in  tiying 
to  do  so,  while  his  neighbor  on  the  north,  the  Canadian  Pacific  man, 
will  not  be  bothered  with  them  at  all.  Now,  take  the  hop  business. 
Last  year  there  were  probably  15,000  bales  of  hops  from  Seattle  that 
went  to  London.  Nobody  could  tell  at  what  rate  they  went.  We  did  not 
carry  them.    They  could  local  them  by  those  little  outside  steamers  up 
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to  Vancouver,  aud  the  moment  they  reached  there  tliey  were  entirely 
within  the  British  domain  nntil  they  reached  destination. 

The  Chaibman.  Wherever  the  liops  would  be  gathered  in  Washing- 
ton Territory  would  they  be  billed  through  to  London  or  up  to  Van- 
couver t 

Mr.  Hannafobd.  They  siaiply  would  be  lightered  np  to  Vancouver. 

The  ChaiUman.  And  then  billed  to  London! 

Mr.  H  ANNAFOBD.  Aud  then  billed  to  London.  We  conld  not  find  them. 
We  could  not  tell  what  the  rates  were.  We  changed  our  tarilf  several 
times  during  the  season,  reduced  rates,  but  never  had  them  low  enough 
to  get  that  business. 

The  Chairman.  Perhaps  you  did  not  make  your  tariff  low  enough  in 
at)y  respect  to  compete  with  the  Canadian  line. 

Mr.  Hannafobd.  Possibly.  We  made  the  rate  as  low  as  $1.25  from 
the  Pacific  coast  to  the  Atlantic  seaboard,  and  put  all  our  intermediate 
business  on  the  same  basis. 

The  Chaibman.  One  dollar  and  twenty-five  cents  a  hundred. 

Mr.  Hannafobd.  Yes;  it  seemed  like  quoting  a  pretty  low  rate. 

The  Chaibman.  You  say  that  you  put  all  your  intermediate  points 
on  the  same  basis.    Did  that  embarrass  you  in  any  way  ? 

Mr.  Hannafobd.  Well,  we  could  have  got  more.  It  embarrassed 
us  to  the  extent  that  we  put  interior  points  in  Wisconsin  in  direct  com- 
petition with  the  Canadian  Pacific  road — points  ,that  the^'  could  not 
reach.  We  had  to  make  that  rat«  to  the  Atlantic  seaboard,  and  we  did 
not  make  it  against  the  ocean  because  hops  never  have  gone  around 
the  Horn.  I  do  not  think  they  would  stand  the  trip.  We  made  it 
against  the  all-rail  route  and  we  put  our  intermediate  business  on  the 
same  basis. 

The  Chaibman.  Has  not  the  Commission  been  holding  that,  in  com- 
petition with  other  routes  at  the  water  points,  the  long  aud  short  haul 
clause,  as  it  is  called,  should  be  disregarded) 

Mr.  Hannafobd.  They  have  been  very  liberal  in  their  construction, 
but  1  think  they  have  lately  reassumed  that  in  making  an  agreement 
with  the  Canadian  Pacific — taking  them  into  the  Transcontinental  As- 
sociation— we  were  controlling  them  to  a  certain  extent,  although  it 
was  at  our  expense. 

The  Chaibman.  Controlling  what! 

Mr.  Hannafobd.  The  Canadian  Pacific  competition. 

BATES  ON  the  NOBTHEBN  PACIFIC. 

The  Chaibman.  Well,  as  it  is,  your  road  has  been  making  twice  as 
much  for  the  last  two  or  three  years  as  it  did  before. 

Mr.  Hannafobd.  Uur  country  is  a  growing  country.  Our  increased 
earnings  in  Montana  alone  probably  have  trebled,  and  the  ])opulation 
of  Puget  Sound  has  doubled  a  number  of  times  since  the  road  was  com- 
pleted. 

The  Chaibman.  What  is  the  fact  as  to  your  charges ;  have  they 
trebled  or  doubled  or  been  reduced  ? 

Mr.  Hannafobd.  They  have  been  reduced  from  the  start. 

The  Chaibman.  Gradually  going  down  all  the  timet 

Mr.  Hannafobd.  Yes,  sir ;  all  the  time. 

The  Chaibman.  Have  your  through  rates  been  the  same  or  less  on 
your  transcontinental  trade  since  the  passage  of  the  interstate  commerce 
ajt  than  before  it  went  into  operation  t 

Mr.  Hannafobd.  Well,  that  is  rather  a  pointed  question  to  answer. 
On  certain  goods  the  rates  have  been  raised.    The  largest  commodities 
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have  been  very  much  lowered.  We  eudeavored  to  construct  our  tariffs 
on  tbe  ba8i8  of  observing  tbc  long  and  short  hanl  clause  on  all  local 
business  and  on  all  business  that  could  not  be  called  competitive  with 
the  ocean.  Before  the  passage  of  the  act  we  made  those  tariffs  and  put 
everything  in  competition  with  the  ocean.  We  made  what  is  called  the 
old  California  contract  system,  by  which  we  gave  certain  parties  certain 
rates,  provided  they  gave  us  all  their  business ;  and  after  tbe  passage 
of  the  law  we  eliminated  lix)m  that  tariff  all  goods  that  were  not  com- 
petitive with  the  ocean  as  fast  as  we  could  find  them  and  raised  the  rate 
to  the  coast  on  those  goods,  so  that  they  should  bear  tbe  maximum 
rate.  On  the  entire  business  we  absolutely  x)bserved  the  long  and  short 
haul  clause.  Then  on  goods  that  were  strictly  competitive  with  the 
ocean  we  had  to  lower  the  rate. 

The  Chairman.  I  do  not  know  whether  I  quite  understand  you.  On 
goods  that  you  ship  from  the  ocean  eastward  tbe  rate  that  you  charge 
has  been  as  low  or  lower  since  the  passage  of  the  act  than  it  was  be- 
fore f 

Mr.  Hannafobd.  On  part  of  the  goods.  We  have  separated  tbe 
goods  into  two  classes.  There  is  a  good  deal  of  merchandise  shipped 
from  the  Atlantic  coast  to  the  Pacific  Ocean  that  .is  not  competitive 
with  the  ocean. 

The  Chairman.  How  is  that? 

Mr.  Ha^naford.  It  is  goods  that  would  not  under  ordinary  circum- 
stances be  taken  by  sailing  vessels  on  account  of  damage,  pel'i^bable 
goods  or  millinery  goods,  or  the  highest  grades  of  dry  goods,  which 
might  go  out  of  style  in  making  the  trip  of  four  or  five  or  six  months. 
Such  goods  as  the  ocean  would  not  naturally  compete  for  we  have  put 
on  a  tariff  called  non-competitive  tariff,  which  makes  the  rate-  from  ISew 
York  to  the  Pacific  coast  the  maximum  rate;  no  interior  point  is  charged 
any  more. 

On  tbe  other  class  of  goods  that  are  directly  competitive  with  the 
ocean,  we  have  not  observed  tbe  long  and  short  haul  clause,  but  have 
made  the  rate  to  tbe  coast  which  was  necessary  in  order  to  compete, 
and  a  like  rate  was  made  to  the  interior. 

Senator  Harris.  You  have  increased  througU  rates  upon  some 
classes  of  goods,  and  diminished  them  upon  others. 

Mr.  Hannaford.  Yes,  sir. 

OPERATION  OF  THE  INTERSTATE  OOMMEROE  LAW. 

Senator  Harris.  Now,  take  your  whole  freight,  are  your  through 
rates  higher  or  lower  than  before  the  passage  of  the  interstate  commerce 
bill! 

Mr.  Hannaford.  I  should  say  they  were  lower.  We  had  a  leverage 
which  we  could  use  before  under  the  contract  system  which  we  can  not 
do  now.  We  can  not  say  to  the  merchant  as  we  could  then,  "Give  us 
your  low-class  freight  and  we  will  make  a  special  contract  on  your  higb- 
class  freight.'^  Now  be  has  tbe  steamers  or  tbe  sailing  vessel  b;'  the 
Horn,  or  the  all-rait  route,  and  be  can  use  whichever  is  the  cheapest 
for  certain  classes  of  goods. 

Tbe  Chairman.  How  about  your  local  business;  are  your  rates  on 
local  traffic  higher  or  lower  than  before  the  act  was  passed! 

Mr.  Hannaford.  Our  local  business  is  very  much  lower. 

Tbe  Chairman.  According  to  your  statement,  then,  tbe  resultof  tbe 
interstate  commerce  acton  the  average  has  been  to  lower  both  your 
through  rates  and  local  rates 
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Mr.  Hannaford.  Yes,  sir.  However,  I  would  not  give  tbe  credit  of 
lowering  tbe  intermediate  rates  to  tbe  interstate  commerce  law  entirely, 
as  the  volume  of  business  has  increased,  and  rates  have  been  lowered 
in  that  way.    Both  circumstances  have  combined  to  reduce  the  rates. 

The  Chairman.  Are  you  finding  much  inconvenience  in  doing  an 
honest  and  legitimate  business  under  the  interstate  commerce  act  be- 
cause of  its  being  enforced  t 

Mr.  Hannaford.  Not  a  great  deal ;  no,  sir. 

The  Chairman.  You  do  not  think  you  aire  losing  any  thing  partica- 
larly  by  it! 

Mr.  Hannaford.  No,  sir. 

The  Chairman.  In  competition  with  the  Canadian  Pacific  are  yoo 
losing  anything  on  account  of  the  law  being  enforced  against  yon  and 
not  against  them  t 

Mr.  Hannaford.  I  should  think  we  were.  If  their  rates  were  the 
same  as  ours  we  would  lose  little  or  no  business  to  that  company,  bnt 
by  these  differentials  which  they  are  allowed  we  are  losing  a  certain 
percentage. 

The  Chairman.  Can  you  give  the  percentage! 

Mr.  Hannaford.  No,  sir;  I  have  no  knowledge  of  what  the  Cana- 
dian Pacific  is  doing,  except  as  our  transcontinental  statements  show. 
Those  statements  give  their  own  business  as  well  as  oars,  Canadian 
business  not  separated  from  the  American  business. 

THE  CANADIAN  PACIFIO  TRANSCONTINENTAI-  TBAFFIO. 

The  Chairman.  Can  you  give  us  the  volume  of  business  which  your 
road  does — I  do  not  ask  for  the  exact  figures — and  also  that  done  oo 
the  Canadian  Pacific! 

Mr.  Hannaford.  I  think  they  are  doing  over  50_per  cent,  of  the 
Seattle  business.    Seattle  is  one  of  the  largest  towns  on  the  Sound. 

The  Chairman.  How  near  is  their  terminus  to  Seattle! 

Mr.  Hannaford.  About  160  miles. 

The  Chairman.  And  you  run  to  Seattle! 

Mr.  Hannaford.  Yes,  sir. 

The  Chairman.  Still  they  get  more  than  half  the  Seattle  basiness! 

Mr.  Hannaford.  Yes,  sir. 

The  Chairman.  How  do  they  manage  to  do  that !  Why  can  not  you 
get  all  the  Seattle  business,  practically  ! 

Mr.  Hannaford.  I  can  not  tell  you,  sir. 

The  Chairman.  You  only  know  the  fact  that  the  Canadian  Pacific 
gets  60  per  cent,  of  it! 

Mr,  Hannaford.  Yes,  sir. 

Senator  Harris,  is  it  not  securing  this  large  amount  of  traffic  on 
account  of  the  differential  which  it  is  allowed!  What  is  the  differen- 
tial allowed  the  Canadian  Pacific! 

Mr.  Hannaford.  Ten  dollars  on  first-class  passengers  and  $5  on 
sec^ond. 

Senator  Harris.  Have  they  a  differential  east-bound! 

Mr.  Hannaford.  They  have  some  differential  east-bound.  I  in- 
cluded both  east  and  west  bound  when  I  made  the  statement. 

The  Chairman.  When  you  say  50  per  cent,  of  the  Seattle  business 
is  carried  by  the  Canadian  Pacibc,  doey  that  statement  include  both 
passengers  and  freight! 

Mr.  Hannaford.  No,  sir ;  wc  would  not  be^  willing  to  concede  them 
quite  50  per  cent  of  the  freight  business. 
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The  Chairman.  Do  you  know  what  per  cent,  of  the  trafQc  of  the 
Pacilic  coast,  iDcludiDg  the  local  trade  in  Oregon  and  other  Pacific 
coast  States  and  the  San  Francisco  business,  and  all  along  the  line,  is 
caiTied  by  the  Canadian  Pacific  ? 

Mr.  Hanna^obd.  No,  sir.  During  one  month  this  spring  I  figured 
it  out  that  the  Canadian  Pacific  got  43  per  cent,  of  the  North  Pacific 
coast  passenger  business. 

The  Chaibkan.  What  do  you  rnpan  by  "the  North  Pacific  coast  t'^ 

Mr.  Hannafoed.  North  of  the  Oregon  and  Calfornia  State  line; 
that  is,  taking  out  San  Francisco  and  the  State  of  California. 

The  Chairman.  Does  the  Canadian  Pacific  carry  a  very  large  amount 
of  goods  from  Winnipeg,  Manitoba,  down  into  the  United  States? 

Mr.  HanIjapord.  No,  sir. 

The  Chairman.  Who  does? 

Mr.  Oannaford.  We  carry  nearly  all  that  is  brought.  They  bring* 
some  passengers.    It  is  not  to  their  interest  to  get  that  trade. 

The  Chairman.  Recurring  to  the  main  question,  what  do  you  think 
ought  to  be  done  if  yon  are  at  a  disadvantnge  in  competition  with  the 
Canadian  Pacific?  Would  you  suggest  that  the  two  systems  of  roads 
be  put  on  the  same  level  ?  What  changes,  in  your  opinion,  ought  to  be 
made  in  the  law  ? 

Mr.  Hannaford.  I  do  not  know  what  can  be  done.  I  know  very 
well  that  if  they  could  be  surrounded  with  the  same  restrictions  that  we 
are,  or  we  could  have  the  same  freedom  that  they  have,  we  could  take 
care  of  ourselves. 

The  Chairman.  Do  you  think  there  is  enough  disadvantage  exist- 
ing now  to  justify  any  legislation  or  action  by  the  Government  of  the 
United  States  ? 

Mr.  Hannaford.  Oh,  I  do  not  know.  We  are  not  complaining  very 
much. 

The  Chairman.  You  are  not  making  very  much  fuss  about  it. 

Mr.  Hannaford.  No,  sir;  we  came  here  by  your  invitation,  not  be- 
cause we  had  any  wrongs  we  wanted  righted. 

The  Chairman.  You  understand,  of  course,  tha^ this  committee  has 
been  directed  by  the  Senate  to  make  these  inquiries  for  the  purpose  of 
getting  information. 

DIFFERENTIALS  TOO  LARGE. 

Mr.  Hannaford.  I  think  we  are  handicapped  almost  too  much  by 
the  difi'erentials  which  are  now  allowed.  I  can  not  help  thinking  that 
when  we  are  the  longer  road  by  15  miles  from  St.  Paul  to  San  Francisco 
we  should  not  be  compelled  to  allow  a  difi'erential  of  15  cents  a  hundred 
on  first  class  freight. 

The  Chairman.  Fifteen  cents  a  hundred  on  first-class  freight  to  the 
Canadian  Pacific? 

Mr.  Hannaford.  Yes,  sir. 

The  Chairman.  You  give  them  16  cents  a  hundred  on  first-class 
freight  ? 

Mr.  Hannaford.  We  simply  give  them  the  San  Francisco  business 
for  peace  and  harmony. 

Senator  Harris.  If  they  were  subjected  to  the  regulations  of  the  in- 
terstate commerce  act,  having  the  authority,  as  you  have,  under  the 
act  to  make  your  own  rates,  would  you  not  be  at  the  same  disadvan- 
tage? Could  the  Canadian  Pacific  not  demand,  and  would  you  not  be 
^compelled  to  give  them,  a  differential  to  prevent  their  publishing  lower 
taritts  f 
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Mr.  Hannafobd.  I  liave  thought  of  that  qaestioQ,  but  thcj  \?oo1d 
then  have  to  submit  their  interior  business  to  the  same  rates  proiKjr- 
tiouately  as  they  did  their  through  business,  and  then  possibly  we  could 
make  a  better  trade  with  them  than  we  can  now.  The^^  know  now  that 
we  simply  have  to  accept  their  terms,  practically. 

The  Chairman.  How  much  does  the  Canadian  Pacific  get  on  freight 
from  San  Francisco? 

Mr.  Hannafobd.  By  steamer,  the  same  as  we  get. 

The  Chairman.  Who  owns  the  steamers  which  they  use  in  that  traf- 
flc! 

Mr.  Hannafobd.  The  Pacific  Coast  Steam-ship  Company. 

The  Chairman.  And  the  steam-ship  company  is  not  connected  witii 
either  you  or  the  Canadian  Pacific? 

Mr.  Hannafobd.  No,  sir. 

The  Chaibman.  Each  of  you  make  your  own  bargains  with  it  f 

Mr.  Hannafobd.  Yes,  sir ;  they  are  coastwise  lines. 

Senator  Beagan.  Does  the  Canadian  Pacific  publish  its  rates  of 
freight  from  San  Francisco  east? 

Mr.  Hannafobd.  No,  sir;  not  as  an  individual  line.  The  rates  are 
published  only  by  the  Transcontinental  Association,  both  ea«t  and 
west  bound. 

Senator  Beaoan.  So  that  the  Canadian  Pacific  does  not  have  a  sep- 
arate rate  ? 

Mr.  Hannafobd.  No,  sir. 

Senator  Beagan.  Is  the  tariff  agreed  upon  and  published  by  the 
Transcontinental  Association  furnished  to  the  Commission  at  Wash- 
ington ? 

TBANSCONTINENTAIi  ASSOCIATION  TABIFF   SHEET. 

Mr.  Hannafobd.  Yes,  sir;  I  can  show  you  a  copy  of  the  tariff  sheet. 
Here  it  is  [exhibiting].  The  rates  are  on  the  second  page,  and  the  differ- 
•dntial  of  tlie  Canadian  Pacific  is  given  on  the  first  page. 

Senator  Beagan.  Those  are  the  rates  of  all  the  Pacific  lines? 

Mr.  Hannafobd.  Yes,  sir. 

The  Chaibman.  You  can  put  the  tariff  sheet  in  the  record. 

Mr.  Hannafobd.  I  will  do  so. 

The  tariff'  sheet  is  as  follows : 

[KoTK.^Thethroufsh  rated  named  herein,  via  rail  and  lake  route«,  are  thooame  as  published  tI* 
otnerrontea,  and  In  no  case  will  the  proportiona  allowed  east  of  laJce  terminala  be  greater  4han  the 
pablished  taritf  rates  thereto :  th<>  remQinder  of  the  through  rates  to  be  absorbed  by  the  roads  west 
thereof.  If  less  than  the  published  tariff  rates  are  charged  to  lake  termixialSi  tho  roads  west  thereof 
will  absorb  the  remainder  of  the  through  lates.J 

No.  20.— Transcontinental  Association. 

Atchison,  Topeka  &.  Santa  F6  Denrer  &  Rio  Grande  Western  Oregon  Short  Line, 

K.  B  ,  B'y,  Southern  Paolflo  Company,  Atl'c 

Atlantic  ^k  Paoiilo  Railroad,  Denver,  Texas   Sc  Fort  Worth     System, 

Burlington    Sl   Missouri    River     R.R.,  Southern  Paciflo  Company,  Pac 

R.  H..  Missouri  Paciflo  Railway,  System, 

California  Central  Railway,  Montana  Central  Railway,  St  Louis  &  San  Francisco  H*y, 

California  Southern  Railroad,        Northern  Paciflc  RailnMUl,  St.  Paul,  Minneapolis    St.  Mani- 

Canadian  Pacific  Railway,  Oregon  &  California  Railroad,  toba  R'y, 

Chicago,    Kansas    &    Nebraska  Oregon   Railway  &  Navigation  Texas  &,  Paciflc  Railway, 

Railway,  Co.,  Union  Pacific  Railway. 

Denver  &  Rio  Grande  Railroad, 

In  connection  with  Eastern  rail  and  lake  linas. 
Through  freight  tariff,  weat-hound,  via  rail  and  lake,  taking  effect  May  S7,  1889. 

From  Boston,  Now  York,  Philadelphia,  Baltimore,  and  common  points ;  Pittsburgh, 
Buffalo,  and  common  points;  Cincinnati,  Detroit,  and  common  points;  Chicago,, 
Milwaakeo,  and  common  |>oint8,  to  San  Francisco,  Sacramento,  liarysvUle,  Stock-' 
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ton,  San  Jos^,  Oakland  (16th  street),  Los  Angeles,  and  San  Diego,  California;  Port- 
land and  Astoria,  Oregon ;  Tacoma,  Seattle,  and  Port  Townsend,  Washington  Terri- 
tory ;  Victoria,  VancouTer,  and  New  Westminster,  British  Columbia,  and  intermedi- 
ate Paoific  coast  common  points,  as  provided  herein. 

Exceptiom. — Isfc.  Rates  provided  herein  applyfrom  Tacoma,  Seattle,  and  Port  Town- 
send,  W.  T.,  Victoria,  Vancouver,  and  New  Westminster,  B.  C,  when  routed  via 
Canadian  Pacific  Railway  or  Northern  Pacific  Railroad  only. 

2d.  Rates  provided  iierein  will  not  apply  to  points  south  of  Lathrop,  Cal.,  when 
routed  via  Portland,  Oregon,  nor  to  Portland,  Oregon,  when  routed  via  San  Bernar- 
dino or  Mojave^  Cal. 


W.  F.  White,  traffic  manager,  A.  T.  &  S.  F.  R  R., 
A.  d&  P.  R  R.  and  C.  &  d&  C«  C.  R'ya,  Chicago, 
lU. 


C.^J*arker,  eeneral  flight  agent,  A.T.  &  S.  F. 

Topeka, 
W.  A.  Bisaell,  general  firelght  agent,  A.&P.B. 


R  B. ,  Topeka,  Kans. 


B.,  San  Francisco,  CaL 
Thomas  Miller,  general   freight  agent,  Bar.  & 

Mo.  Biv.  B.  B.,  Omaha,  Nebr. 
S.B.H;ne0,  general  freight  agent,  CaL  Ceo.  By. 

and  CaL  So.  B.  B.,  Los  Angeles,  Cal. 
Wm.M.  Sage,  trafflo  manager,  C,  K,&  K.[B'y. 

Chicago,  111. 
J>,  Atwood,  general  flreigbt  agent,  C,  K.  ^  N. 

B*y,  Tnpeka,  Kans.  * 

C^rge  Olds,  general  traffic  manager,  Can.Pao. 

By.,  Montreal,  Quebec  * 
A.&llaghcs.  traffic  manager,  D.  &  B.  G.B.  B., 

Denver,  Colo. 
J.  H.  Bennett  general  fVcight  agent,  D.  &  B.  O. 

W.  By.,  Salt  Lake  City,  Utah. 
H.  J.  Lawdcr,  acting  gen'i   freight  agent,  D.  T. 

&  Ft.  W.  B.  B.,  Denver,  Colo. 
W.  H.  Newman,  8d  vice-president,  Mo.  Pao.  By., 

St.  Louis,  Mo. 
P.  p.  Shelby,  general  manager.  Mont  Cent.  ,B'y, 

Helena,  Montana. 


J.  M.  Hannaford,  traffic  manager,  Nor.  Pac  B.  B., 

St  Paul.  Minn. 
S.L.  Moore,  general  freight  agent  X.  P.  B.B., 

St  Paul,  Minn. 
Bichard  iiray,  general  freight  agent  Oregon  A, 

CaL  B.  B..  San  Francisco,  ual. 
B.  Campbell,  general  freight  agent,  Oregon  By.  Sc 
Nav.  Co.,  Portland.  Oregon. 
J.  C.  Stubbs,  general  traffic  manager,  So.  Pac.  Co., 

San  Francisco,  Cal. 
J.  O.  Schriovn',  traffic  manager,  So.  Pac.  Co.  (At* 

lantic  System),  New  Orleans,  La. 
E.  6.  Bleker,  general  freight  agent,  So.  Pac  Co. 

(Atlantic  System),  Houston,  Tex. 
Bichard  Gray,  general  freight  agent  So.  Pab.  Co. 

(Pacific  System),  San  Francisco,  Cal. 
G.  W.  Cale,  general  fteight  agent  St.  L.  &  8.  F. 

By.,  St  LouiSf  Mo. 
W.  S.  Alexander,  general  traffic  manager,  St.  P., 

M.  Sc  M.  B'y,  St  Paul,  Minn. 
J.  M.  Sawyer,  general  freight  agent,  St  P.,  M.  &. 

M.B'y,StPanl,Minn. 
E.  H.  Hinton,  ass't  general  freight  agent,  Tex.  & 

Pac  Bailway,  Dallas,  Tex. 
J.  A.  Munroe,  general  freight  agent.  Union  Pac. 

Bailway,  Omaha,  Nebr. 


J.  K.  Faithom,  chairman,  W.  A  N.  W.  Div.  Western  Freight  Ass*n,  Chicago,  111. 
James  Smith,  general  agent  Transcontinental  Ass'n,  room  154  Stewart  Bld*g,  Now  York. 
J.  W.  Midglev,  chairman,  S.  W.  Div.  Western  Freight  Ass'n,  Chicago,  IlL 
J.  S.  Leeds,  obairman,  Transcontinental  Ass'n,  816  Olive  st,  St  Louis,  Mo. 

St  Louis,  Mo.,  May  15th,  1889. 

Through  freight  rates  via  rail  and  lake, 

[Subject  to  the  Western  classlflcation.l 


To— 

San  Francisco,  Sacramento.  Marys* 
viUe,  Stockton,  BosevUle  Junction, 
San  Joa6,  Oakland  ( 16th  street).  Mo- 
Java,  Los  Angeles,  San  Bernardino, 
and  San  Diego,  Cal. ;  Portland  and 
Astoria,  Oregon  (via  Canadian  Pa- 
cific B'y,  Northern  Pacific  B.  B.  or 
Oregon  Short  Line) ;  Tacoma,  Seat- 
tle, and  Port  Townsend,  Wash.  Ter. ; 

-  Victoria,  Vancouver,  and  New  West- 
minster, British  Columbia  (via  Can- 
adian Pacific  B*y  or  Northern  Pa- 
cific B.  R),  and  to  intermediate  Pa- 
cific coast  common  points,  as  de- 
scribed on  page  6  of  West-bound 
Tariff  No.  18,  effective  January  1, 
1880, 

Ftom— 


Chicago^  Milwaukee,-  and  common 
points 

Cincinnati,  Detroit  and  common 
points , 

Pittsburgh,    Bnffido,   and    common 

*  points 

New  York,<Boston,  Philadelphia,  Bal- 
timore, and  common  points 

6543- 37 


In  cents  per  100  pounds. 


Merchandise. 


8.90 
3.05 
4.00 
4.20 


a 

•3 


3.70 
3.45 
3.50 
3.70 


J 

1 


2.70 
2.75 
2.80 
2.05 


I 
I 


2.10 
2.15 
2.20 
2.30 


I 

o 

s 


1.86 
1.S0 
1.95 
2.00 


Car-loads. 


m 

3 


1.00 
1.95 
1.95 
2.00 


Pi 


1.70 
L75 
1.76 
L80 


I 


1.35 
1.40 
1.40 
L45 


■ 

I 


1.20 
1.25 
1.25 
1.30 


I 


1.10 
1.16 
Llf^ 
1.20 
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Rates  to  San  Francisco  from  points  named  below,  via  the  Canadian  Pacific  Railway, 
will  be  the  following  dififerentials,  in  cents  per  100  pounds,  less  than  rates  shown 
above : 


From— 


ChicafTO,  Kilwaafcee,  and  common 
points 

Detroit^  Toledo,  and  common  pointH  . 

Pittftburgh,  Buffalo,  and  common 
pointfl 

New  York,  Boston.  Philadelphia,  Bal- 
timore, and  common  points 


L 

2. 

8. 

4. 

5. 

A. 

R 

C. 

D. 

25 

21 

17 

14 

14 

11 

'  11 

9 

7 

30 

25 

21 

17 

17 

13 

13 

10 

8 

32 

27 

23 

18 

18 

14 

14 

11 

0 

40 

85 

25 

20 

ro 

15 

15 

12 

10 

7 
7 

7 
7| 


Commodity  rates. — The  commodity  rates  pablished  on  pages  7  and  8  and  pages  10  to 
47,  both  inclusive,  oC  Transcontinental  Association  West-bonnd  Tariff  No.  18,  effective 
January  1st,  1889,  and  current  supplements  thereto,  will  also  apply  via  rail  and  lake 
routes  to  and  from  points  as  Kpecified  above,  subject  to  rules  and  regulations  govern- 
ing said  west-bouncl  tariff  and  supplements  thereto. 

Exceptions  to  clAssificaiionj  etc. — The  following  articles  will  not  be  received  or  trans- 
port>ed  via  rail  and  lake  routes :  Acid,  whether  iu  fi^lass  or  iron  t^nks ;  dynamite,  dna- 
fin,  uitro-glycerine,  gun-cotton,  giant  powder,  Ifercules  powder,  gunpowder,  or  sim- 
ilar explosives ;  phosphorus,  friction  matches;  benzine,  gasoline, naphtha,  camphene, 
benzole;  loose  hay,  loose  cotton,  loose  hemp,  loose  tow,  loose  manila,  loose  sisal; 
corn  husks,  palm  .fiber  or  excelsior,  in  loose  bales;  gold  or  silverware,  coin  or  bull- 
ion. Jewels  or  watches. 

The  following  articles  will  not  be  received  for  transportation  via  rail  and  lake 
routes  without  special  authority  in  each  case:  Fire  works,  fire-crackers;  cmde  petro- 
leum, refined  petroleum;  quick-lime,  oast-iron  water-pipe,  railroad  iron  ;  articles  ex- 
ceeding 6  feet  iu  height  or  width  ;  articles  weighing  more  than  I  ton  each. 

WITHDRAWAL  OF  NORTHEBN  PACIFIC. 

Senator  Reagan.  Has  the  Northern  Pacific  given  notice  to  the  Trans- 
continental Association  of  its  intention  to  withdraw  from  the  present 
association  1 

Mr.  Hannaford.  Yes,  sir. 

Senator  Reagan.  Has  the  Southern  Pacific  done  so  alsof 

Mr.  Hannaford.  I  do  not  know.  I  saw  in  the  papers  that  they  had. 

Senator  Reagan.  When  does  the  notice  of  the  Northern  Pacific  take 
effect ! 

Mr.  Hannaford.  On  the  19th  of  July. 

Senator  Reagan.  If  you  withdraw  from  the  association,  in  view  of 
the  fact  that  the  law  on  account  of  water  transportation  does  not  apply 
to  your  Pacific  business,  will  you  not  be  in  a  position  to  compete  with 
the  Canadian  Pacific! 

Mr.  Hannaford.  I  think  so;  but  it  would  be  rather  an  expensive 
sacrifice,  I  should  think.  We  shall  not  be  without  the  jurisdiction  of 
the  law  because  we  are  out  of  the  association.  We  may  be  able  to  make 
a  little  more  advantageous  trade  with  the  Canadian  Pacific  people. 

The  Chairman.  The  purpose  of  the  withdrawal  is  to  strike  another 
bargain  ! 

Mr.  Hannaford.  Yes,  sir;  I  do  not  anticipate  that  the  association 
will  be  dissolved. 

Senator  Harris.  You  think  the  contract  needs  revision? 

Mr.  Hannaford.  Yes,  sir;  circumstances  have  changed  since  the 
contract  was  drawn  up. 


CANADIAN  pacific  DIFFERENTIALS. 

Senator  Reagan.  Is  there  any  just  reason  why  such  a  large  differ- 
ential should  be  allowed  by  the  various  roads  to  the  Canadian  Pacificf 
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Mr.  HannafobX).  I  do  not  think  there  ia.  I  think  the  differentials 
allowed  it  are  too  large.  I  have  the  statistics,  showing  that  the  Cana- 
dian Pacific  has  done  nearly  all  of  the  east-bound  wool  business  from 
San  Francisco  this  season  with  five  or  six  competitors  in  the  field, 
which  demonstrates,  I  think,  that  their  differential  is  too  large. 

Senator  Reagan.  To  nse  a  rather  strong  term,  ha«  not  the  Cana- 
dian Pacific  bluffed  the  other  roadsf 

Mr.  Hannafoed.  We  shall  see  whether  they  have  after  our  next 
meeting.    If  they  have,  we  will  call  them. 

Senator  Hisgogk.  The  differential  does  not  cover  the  hop  business 
at  Seattle,  for  instance,  does  itf 

Mr.  Hannafobd.  No,  sir.  The  e^ort  business  is  the  only  business 
of  which  I  complain.  That  does  not  come  back  into  this  country  at 
all.  It'  does  not  come  under  the  supervision  or  the  (k)ntro[  of  the 
Transcontinental  Association.  The  Canadian  Pacific  give  through 
bills  of  lading  on  it  from  Yancouver  to  London.    « 

OANABIAN  PAOIPIO  OUTS  BATES. 

Senator  Hisgogk.  And  therefore  what  you  suppose  is  that  on  that 
business  the  Canadian  Pacific  cut  rates  f 

Mr.  Hannapobd.  i  es,  sir  j  that  is,  their  ocean  connections.  They 
own  their  own  ocf^n  lines. 

Senator  Hisgogk.  That  one  or  the  other  cuts  ratesf 

Mr.  Hannafobd.  Yes,  sir;  I  think  so,  from  the  fact  that  they  get  so 
much  of  the  business. 

Senator  Hisgogk.  That  the  Canadian  Pacific  make  rates  below  their 
advertised  ratesf 

Mr.  Hannafobd.  Yes,  sir. 

Senator  Hisgogk.  The  hops  are  all  shipped  from  some  Canadian 
port!  • 

Mr.  Hannafobd.  Yes,  sir.  They  all  leave  the  Sound  from  some  Can- 
adian port.  I  am  not  in  a  position  to  tell  whether  a  through  bill  of 
lading  was  given  on  them  from  Seattle  or  not. 

Senator  Hisgogk.    In  addition  to  the  hop  business,  how  much  freight 
in  bulk  do  you  suppose  there  is  on  which  the  Canadian  Pacific  cuts  . 
rates,  cither  on  tbe  land  rate  or  else  get  a  drawback  from  the  steam- 
ship— make  some  arrangement  with  the  steamers  to  make  a  less  rate, 
BO  as  to  make  the  export  rate  less.    What  else  is  there! 

Mr.  Hannafobd.  Very  little  of  anything.  So  far  as  our  competition 
is  concerned,  there  is  nothing.  I  do  not  know  how  it  is  on  the  Asiatic 
business.  We  are  not  competitors  of  the  Canadian  Pacific  on  that 
business. 

Senator  Hisgogk.  So  far  as  Asiatic  business  is  concerned,  that  is 
something  with  which  we  have  nothing  to  do  any  way.  That  busiuess 
they  tiike  on  their  own  steamers  and  on  their  own  soil. 

The  Chaibhan.  Keep  it  on  their  own  soil! 

Mr.  Hannafobd.  Yes,  sir;  practically. 

Senator  Hisgogk.  So  that  under  any  circumstances,  even  if  the  Can- 
adian Pacific  were  brought  under  the  interstate  commerce  law,  you 
could  not  compete  with  them  for  that  business? 

Mr.  Hannafobd.  We  do  not  claim  to  be  competitors  of  the  Canadian 
Pacific  for  that  business. 

Senator  Hisgogk.  I  think  you  said  that  so  far  as  all  freight  is  con- 
cerned, except  the  San  Francisco  freight,  there  is  no  differential. 

Mr.  Hannafobd.  No,  sir.    But  there  is  a  differential  on  ^a^s^fi^w^^^^. 
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NORTHERN  PACIFIC  AND  CANADIAN  PACIFIC  TRAFFIC. 

The  Chairman.  What  is  the  number  of  passengers  carried  west' 
during  the  last  year,  if  you  have  any  idea? 

Mr.  Hannaford.  We,  oui^selves  carried  about  36,000  to  points  west 
of  Spokane  Falls  and  west  during  the  last  year. 

The  Chairman.  Do  you  refer  to  Spokane  Falls  in  Washington  Ter- 
ritory f 

Mr.  Hannaford.  Yes,  sir. 

The  Chairman.  Do  you  think  the  Canadian  Pacific  got  about  as 
many  as  you  did  f 

Mr.  Hannaford.  No,  sir;  I  hardly  think  so.  It  is  po;$sible  they  did, 
but  I  should  say  hardly  as  many.  They  cany  quite  a  large  first-chiss 
summer  trade^  but  it  is  a  trade  which  I  think  is  carried  to  the  satisfac- 
tion of  all  lines.  It  is  what  we  call  round-trip  trade.  The  passengers 
usually  go  over  one  line  and  come  back  on  another.  The  Canadian 
Pacific,  being  new  aild  iiaving  considerable  reputation  for  its  mountain 
scenery,  is  apt  to  get  that  trade  either  one  way  or  the  other.  Ail  the 
•  rest  of  th'e  lines  are  satisfied  if  they  get  it  one  way.  That  swells  tlie 
number  of  their  passengers  quite  largely.  Then  they  have  this  Asiatic 
business,  which  amounts  to  something. 

Senator  Hisoock.  The  Canadian  Pacific  and  your  line  are  about  the 
same  length  Y 

Mr.  Hannaford.  Yes,  sir,  practically. 

Senator  HiscocK.  Which  road  can  bo  operated  the  more  cheaply! 

Mr.  Hannaford.  I  do  not  know.  I  have  had  no  experience  in  that 
department  of  railroading. 

Senator  HiscocK.  Do  you  know  which  has  the  better  grade f 

Mr.  Hannaford.  No,  sir. 

Senator  HiscooK.  How  about  coal;  has  the  Canadian  Pacific  any 
advantage  over  you  as  respects  coal  I 

Mr.  Hannaford.  I  do  not  know.  They  have  coal  along  their  line. 
They  mine  some  anthracite  coal  on  their  own  line,  which  we  have  not. 
I  should  say  they  had  no  advantage  over  us  on  that  score.  We  have 
just  opened  large  coal-fields  about  midway  on  our  line. 

The  Chairman.  Is  it  bituminous  coal? 

Mr.  Hannaford.  No,  sir. 

The  Chairman.  Is  your  road  interrupted  to  any  great  extent  by 
snowf 

Mr.  Hannaford.  No,  sir;  it  has  not  been  of  late  years  to  amount  to 
anything. 

The  Chairman.  Why  not  of  late  years  as  well  as  in  previous  years! 

Mr.  Hannaford.  I  think  we  know  how  to  handle  it  better.  We  have 
heavier  engines  and  good  snow  plows. 

The  Chairman.  Are  you  required  to  use  snow-sheds  t 

Mr,  Hannaford.  Only  a  couple  of  miles  on  the  whole  length  of  road, 
a  little  on  the  Cascade  division  and  a  little  in  the  Rockies. 

The  Chairman.  Do  you  know  whether  the  Canadian  Pacific  is  inter- 
rupted by  snow  more  or  less  than  your  road  ? 

Mr.  Hannaford.  I  do  not  know  except  what  I  see  in  the  papers. 
but  I  should  say  more.  Of  course  a  railroad  man  naturally  looks  to  sec 
if  the  other  man's  road  is  closed  up. 

The  Chairman.  Is  settlement  going  on  along  the  line  of  your  road  ! 

Mr.  Hannaford.  Yes,  sir. 

The  Chairman.  On  which  psirt  of  the  road  is  the  most  settlement 
going  on  ! 
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« 

Mr.  Hannafobd.  In  Washington  Territory,  very  largely. 
,  The  Chairman.  Does  your  road  run  through  Dakota  I 

Mr.  Hannaford.  Yes,  sir;   and  Montana,  Idaho,  and  Washington 
Territories,  and  Wisconsin  and  Minnesota. 

The  Chairman.  Have  you  any  complaints  to  make  against  the  Cana- 
dian Pacific  or  on  any  other  point  t 

Mr.  Hannaford.  No,  sir ;  we  make  very  few  complaints ;  we  are 
close  neighbors. 

STATEHEHT  OF  GEORGE  BELL  EEEVE. 

Mr.  George  Bell  Reeve,  traffic  manager  of  the  Chicago  and 
Grand  Trunk  Kailroad  Company,  appeared. 

The  Chairman.  Where  do  you  reside  f 
Mr.  Keeye.  In  Chicago. 
The  Chairman.  What  is  your  business  ? 

Mr.  Beeve.  I  am  traffic  manager  of  the  Chicago  and  Grand  Trunk 
bailroad  Company. 
The  Chairman.  That  is  a  line  between  here  and  Port  Huron  t 
Mr.  Keeve.  Yes,  sir.  ^ 

THE  GRAND  TRUNK'S  TRAFFIC  FROM  CHICAGO. 

The  Chairman.  Give  us  the  volume  of  business  over  your  line  from 
Chicago  t 

Mr.  Reeve.  Taking  it  for  what  period  ? 

The  Chairman.  For  1888,  or  any  recent  year,  or  as  near  to  the 
present  time  as  you  can. 

Mr.  Reeve*  I  can  not  give  you  the  figures  exactly  from  memory,  but 
I  can  send  for  them  at  short  notice. 

The  Chairman.  Do  you  know  what  percentage  of  the  east-bound 
traffic  from  Chicago  you  are  doing? 

Mr.  Reeve.  In  the  year  1888  we  did  about  21  per  cent. 

The  Chairman.  Have  you  not  done  a  larger  percentage  of  the  busi- 
ness since  ? 

Mr.  Reeve.  Taking  it  from  the  first  of  January  to  the  end  of  June, 
I  thiiik  not. 

The  Chairman,  It  averaged  about  the  same,  did  it  f 

Mr.  Reeve.  About  the  same. 

The  Chairman.  Has  your  business  increased  or  diminished  or  held 
about  the  same  for  the  last  two  or  three  years  t 

Mr.  Reeve.  For  the  last  twelve  months  it  has  increased. 

The  Chairman.  About  how  much  over  what  it  was  before! 

Senator  Hiscock.  You  mean  jthe  percentage  has  increased  t 

Mr.  Reeve.  The  percentage  has  increased. 

Senator  FliscocK.  As  compared  with  the  other  roads  t 

Mr.  Reeve.  Yes,  sir. 
.   The  Chairman.  About  what  has  been  the  increase! 

Mr.  Reeve.  About  6  per  cent,  over  the  year  previous. 

weighing  in  hopper  scales. 

The  Chairman.  How  do  you  account  for  that  increase  ! 
Mr.  Reeve.  Two  years  ago  the  Legislature  of  the  State  of  Illinois 
passed  an  act  providing  that  all  railways  should* supply  appliances.  Co*'^ 
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keeping  the  identity  of  car-loads  and  for  weighing  in  hopper  scales. 
We  complied  with  the  law  at  the  earliest  possible  moment,  and  the 
shippers  generally  gave  us  business  on  that  account  in  preference  to 
any  other  line,  and  because  hopper-scale  weights  were  absolutely  cor- 
rect Since  we  have  adopted  that  principle  we  have  not  bad  a  single 
claim  or  complaint  of  underweight  or  overweight,  and  that  has  b^n 
considered  very  satisfactory  by  the  trade,  both  in  the  vVest  here  and  in 
the  East.  Shippers  who  never  gave  us  any  business  prior  to  a<loptiDg 
the  hopper  scales,  now  give  us  all  their  business  to  points  that  we  can 
reach. 

The  Chairman.  Particular  shippers  you  mean  f 

Mr.  Keeve.  Almost  the  entire  trade  will  give  us  preference  on  that 
account. 

The  Chairman.  Are  not  the  other  roads  complying  with  that  statute? 

Mr.  Reeye.  No,  sir ;  the  Fort  Wayne  have  got  what  they  call  a 
Jumbo  transfer.  It  is  a  car  transfer.  The  hopper  scale  is  in  the  c«r, 
and  the  weights  are  not  as  satisfactory  as  in  a  standard,  steady  build- 
ing. The  Baltimore  and  Ohio  has  adopted  a  somewhat  simi^r  transfer 
to  ours ;  but  the  other  roads  have  not  yet.done  so. 

The  Chaibman.  I  believe  the  statdte  prescribes  the  particular 
method  by  which  the  weighii^  shall  be  done. 

Mr.  Reeve.  It  does,  sir. 

The  Chairman.  And  you  have  literally  followed  the  statute,  have 
you  ! 

Mr.  Reeve.  Yes,  sir. 

The  Chairman.  And  the  other  roads  have  notf 

Mr.  Reeve.  No,  sir  j  the  weighing  is  done  under  the  supervision  of 
the  Board  of  Trade  weigh-master. 

Senator  Reagan.  Will  you  please  describe  the  process  of  weighing 
the  cargoes? 

Mr,  Reeve.  We  put  the  loaded  cars  from  the  Western  roads  on  one 
track  and  unload  them  into  an  elevator  pit.  It  is  then  lifted  to  hopper 
scales,  which  are  84  feet  from  the  ground,  and  when  we  get  the  entire 
load  transferred  into  the  hopper  we  weigh  it  in  one  part.  It  is  then 
shipped  out  and  loaded  in  empty  cars  on  the  other  side  of  the  elevator 
ready  to  go  east. 

The  Chairman.  Is  this  grain  to  which  you  refer  ! 

Mr.  Reeve.  All  kinds  of  grain. 

The  Chairman.  That  does  not  apply  to  miscellaneous  goods  t 

Senator  Reaoan.  Su(*>h  as  flour  and  meatt 

Mr.  Reeve.  No,  sir;  it  does  not  apply  to  miscellaneous  goods. 

The  Chairman.  It  applies  to  the  weighing  of  wheat,  oats,  and  corn; 
but  does  it  apply  to  flour  ! 

Mr.  Reeve.  Not  to  flour. 

The  Chairman.  And  that  you  say  gives  you  an  incrrase  of  business 
that  you  would  not  have  but  for  a  compliance  with  the  statute  t 

Mr.  Reeve.  Yes,  sir. 

The  Chairman.  What  is  the  character  of  the  bulk  of  your  business 
eastt 

Mr.  Reeve.  Heavy  grain— wheat  and  cornj  principally  com. 

THE  GRAND  TRUNK'S  DRESSEBBEEF  TRAFFIC. 

The  Chairman.  Do  you  do  very  much  business  in  the  dreased-beef 
trade  t 
Mr.  Reeve   We  do  a  very  large  percentage  of  the  dressed-beef  trade. 
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The  Chairman.  What  percentage  ! 

Mr.  liEEVE.  This  3'ear;  from  the  1st  of  January  to  the  end  of  June, 
uboat  29  per  cent. 

The  Chairman.  Of  the  whole  trade  ! 

Mr.  Keeye.  Of  the  whole  trade.  That  is  much  less  than  we  carried 
in  1886  and  1887.    We  carried  up  to  that  time  about  55  to  60  per  cent. 

The  Chairman.  How  did  that  happen  to  be  so  f 

Mr.  Reeve.  The  Orand  Trunk  Railway  of  Cauada  has  always  fos- 
tered the  dressed-beef  traffic.  They  were  not  a  cattle  line  on  account 
of  their  route,  and  they  fostered  the  dressed-beef  trade  frgm  ita  infauc}'. 
It  increased  year  by  year,  and  it  was  only  natural  that  the  Grand  Trunk 
route  should  get  the  major  part  of  that  business.  At  that  time  the 
business  went  entirely  over  the  Michigan  Central  and  the  Grand  Trunk 
from  Detroit  and  Windsor.  The  Chicago  Grand  Trunk  was  not  built 
at  that  time.  We  consequently  held  on  to  the  large  percentage  up'to 
the  fall  of  1886,  when  the  other  lines  made  an  attack  on  the  traffic  by 
reducing  the  rates,  and  before  they  got  through  made  the  rate  as  low  as 
6  cents.  They  naturally  took  a  large  portion  of  the  traffic  from  the 
Grand  Trunk  at  that  time. 

The  Chairman.  In  what  year  was  thatf 

Mr.  Reeve.  In  the  fall  of  1886  and  almost  the  entire  year  of  1887. 

THE  GRAI^D  TRUNK  AND  THE  INTERSTATE  LAW. 

The  Chairman.  In  the  transaction  of  business  by  your  road  between 
Chicago  and  New  York,  and  Boston  and  Portland,  do  you  observe  the 
interstate  commerce  act?  • 

Mr.  Reeve.  Yes,  sir;  absolutely. 

The  Chairman.  To  what  extent  do  you  regard  it  as  in  force  in  busi- 
ness done  partly  within  Canadian  jurisdiction  f 

Mr.  Reeve.  I  consider  the  interstate  commerce  law  as  in  force  just 
as  much  on  interstate  traffic  going  through  Canada  as  it  is  on  interstate 
traffic  going  through  the  United  States.  The  only  traffic,  as  I  under- 
stand, to  which  the  interstate-ftommerce  law  does  not  apply  is  traffic 
from  one  point  in  Canada  to  another  point  In  Canada;  but  as  respects 
all  traffic  paNSing  from  the  Western  States  to  the  Eastern  States  through 
Canada,  and  vice  versa^  I  consider  the  interstate  commerce  act  to  be 
complied  with  absolutely.  In  fact,  we  treat  Canada  as  one  of  the  States 
of  the  United  States  in  that  respect. 

The  Chairman,  And  as  to  all  traffic  going  out  of  the  United  States 
into  Canada  tor  consumption  or  coming  from  Canada  into  the  United 
States  tor  consumption,  you  regard  the  law  as  in  force  f 

Mr.  Reeve.  Yes,  sir;  and  on  all  export  traffic  as  well. 

The  Chairman.  With  respect  to  traffic  that  goes  out  of  Chicago  to 
Montreal  for  export,  do  you  regard  that  as  under  the  interstate  com- 
merce act! 

Mr.  Reeve.  Yes,  sir. 

The  Chairman.  And  do  you  observe  it  on  that  business  f 

Mr.  Reeve.  Yes,  sir. 

The  Chairman.  Literally  t 

Mr.  Reeve.  Literally. 

The  Chairman.  Have  you  ever  had  any  occasion  to  be  called  upon 
by  the  Interstate  Commerce  Commission  for  any  violation  of  the  act  in 
the  way  of  the  payment  of  rebates,  or  anything  of  that  sort  t 

Mr.  Reeve.  No,  sir. 

The  Chairman.  So  far  as  your  department  is  concerned. 
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Mr.  Beeye.  So  far  as  tlie  Chicago  and  Orand  Trank,  and  tbe  Detroit, 
Grand  Haven  and  Milwaukee  Railways,  which  I  also  represent,  are  con- 
cerned. 

The  Chairman.  What  is  the  proportion  of  the  traffic  going  over  the 
Chicago  and  Grand  Trank  Bailway,  and  the  Grand  Trunk  proper,  for 
export,  if  you  know  ! 

Mr.  Beeye.  I  can  only  give  an  approximate  guess  at  that.  It  would 
be  somewhere  between  20  and  25  per  cent. 

EXPORT  RATES  OYER  THE  GRAND  TRUNK. 

The  Chairman.  It  has  been  intimated  by  one  or  two  gentlemen  who 
have  been  before  us  that  you  observe  the  interstate  commerce  act,  so 
far  as  the  publication  of  rates  is  concerned,  in  your  shipments  inland 
for  exportation,  but  that  your  connection  with  steam-ships  is  used  as  an 
advantage  to  the  shipper,  so  that  a  man  shipping  over  your  road  for 
exportation .  gets  an  advantage  on  the  ocean  that  a  man  shipping  over 
an  American  road  fails  to  get.    Do  you  know  anything  about  that  f 

Mr.  Beeye.  Some  time  ago,  and  in  fact  prior  to  the  time  the  Inter 
state  Commerce  Commission  gave  a  ruling  in  regard  to  export  traffic, 
stating  that  the  inland  rate  must  be  the  tariff  rate,  the  Grand  Trunk 
Bailway  of  Canada  had  an  agreement  with  the  steamship  company  od 
a  percentage  basis.  It  enabled  me  to  make  the  same  rate  as  was  quoted 
by  way  of  Baltimore  and  Philadelphia,  if  necessary,  and  the  steam-ship 
company  got  a  percentage  of  that  through  rate,  and  the  percentage  ac- 
cruing to  the  inland  carrier  varied  from  time  to  time.  Those  through 
rates  were  always  published,  and  were  made  public  just  tbe  same  as 
our  rates  are  now  since  the  ruling  of  the  Interstate  Commerce  Commis- 
sion. Since  their  ruling  the  Grand  Trunk  canceled  entirely  its  agree- 
ment with  the  steam-ship  companies,  and  we  are  now  making  our 
through  rates  under  the  ruling  of  the  Commission  mainly  by  getting  the 
ocean  rate  from  the  steam-ship  company  and  adding  the  inland  rate  to 
their  rate,  making  a  through  rate.  And  since  that  agreement  tbe  iu- 
land  carrier  has  had  its  full  inland  taiifi^  and  the  steam-ship  company 
has  had  their  rate  as  stipulated  to  us. 

The  Chairman.  And  you  have  no  secret  arrangement  with  the  steam- 
ship company  by  which  they  supply  you  a  secret  lower  ^ate  than  to 
others ! 

Mr.  Reeye.  We  have  no  secret  rate  with  them,  but  ask  them  from 
time  to  time  to  give  us  a  rate  by  way  of  Boston  or  New  York,  where 
we  do  a  large  export  business,  and  we  treat  the  Montreal  line  now  just 
the  same  as  we  do  the  lines  out  of  New  York  and  Boston. 

The  Chairman.  It  was  stilted  to  the  committee  in  Detroit  by  a  lum- 
berman that  he  could  ship  over  your  road  to  Kow  York  for  exportation, 
and  could  get  from  the  steam-ship  line  one  dollar  and  a  quarter  per 
1,000  feet  toss  rate  than  he' could  by  shipping  on  an  American  or  any 
other  road.  I  have  not  been  able  to  find  out  how  that  could  be  done 
unless  there  was  some  secret  arrangement  between  your  road  and  the 
steam-ship  line. 

Mr.  Beeye.  I  think  that  may  refer  to  traffic  from  Detroit.  I  know 
of  no  such  case  as  that  by  our  line. 

traffic  out  of  CHICAGO. 

Senator  Hiscock.  What  was  the  highest  percentage  of  traffic  you 
ever  carried  out  of  Chicago  f 
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Mr.  Beeye.  There  are  two  classes  of  traffic  and  we  treat  them  differ- 
ently. One  is  the  dead-freight  traffic,  and  the  other  is  the  live-stock 
and'dressed-beef  traffic.    We  keep  these  two  separate. 

Seniitor  HiscooK.  Take  the  dead  traffic 

Mr.  Eeeye.  The  highest^  we  ever  carried  in  one  week  was  39  per 
cent. 

Senator  Hisgook.  What  percentage  of  the  other  f 

Mr.  Reeve.  Of  the  dressed  beef! 

Senator  HisoooK.  Ted. 

Mr.  Eeeye.  The  highest  of  the  dressed  beef  this  year  has  been  29 
per  cent. 

Senator  HiscoGE.  For  how  long  a  period  of  time  t 

Mr.  Eeeye.  Only  one  week. 

Senator  Hisgock.  Of  the  dead  freight  it  was  39  per  cent  and  of  the 
live-stock  traffic  it  was  29  per  cent.    Was  this  for  only  a  week  % 

Mr.  Keeye.  That  is  all.  Oar  billing,  through  some  error,  was  not 
sent  in  for  a  who^e  week ;  not  reported  to  the  Central  Traffic  Associa- 
tion, and  that  made  a  difference  of  about  11  per  cent.  The  published 
report  of  39  per  cent,  was  therefore  erroneous. 

Senator  Hiscook.  What  you  mean  by  that  is,  that  your  reports  were 
not  all  in  for  the  week  previous,  and  coming  in  later  added  to  the  sub- 
sequent week  and  made  op  to  that  per  cent. 

Mr.  Keeye.  Yes,'  sir. 

Senator  Hisoogk.  What  was  it  the  week  previous? 

Mr.  Eeeye.  Twenty-three  per  cent. 

Senator  Hisgogk.  So  really  for  that  week  it  should  have  been  33  per 
cenUT 

Mr.  Eeeye.  Yes,  sir. 

Senator  HiSGOGK.  And  for  this  subsequent  week  you  speak  of,  it 
should  have  been  29  instead  of  39. 

Mr.  Eeeye.  Yes,  sir. 

Senator  Hisgog£.  And  how  much  would  be  added  to  the  live  freight 
for  the  week  previous  ! 

Mr.  Eeeye.  I  do  not  remember. 

Senator  fliscocK.  Would  10  per  cent,  cover  it  f 

Mr.  Eeeye.  It  might  be  2  per  cent,  higher  or  2  per  cent,  lower. 

Senator  Hisgogk.  Do  you  remember  whether  there  was  any  very 
great  change? 

Mr.  Eeeye.  There  was  no  very  great  change. 

Senator  Hisgogk.  And  this  percentage  was  in  existence  for  only  one 
week. 

Mr.  Eeeye.  That  is  all. 

Senator  Hisgogk.  Will  you  furnish  to  the  committee  statements 
showing  the  returns  to  the  Central  Traffic  Association! 

Mr.  Eeeye.  Yes,  sir;  I  shall  do  so. 

Senator  Hisgogk.  Taking  the  entire  month  in  which  wu^e  included 
those  two  weeks,  your  percentage  was  not  any  higher  tnan  for  the 
month  preceding  and  the  month  subsequent. 

Mr.  Reeve.  I  think  not. 
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TRANSPORtATIOK   INTERESTS   OF 


EAST-BOUND  SHIPMENTS  FROM  CHICAGO. 

The  statemeut  is  as  follows: 

Central  Traffic  Association, 

Officb  of  the  Chairman, 

Chicago,  July  20,  1^. 

SPECIAL  STATEMENT. 

East-bound  dead-freight  tonnage  forwarded  from  Chicago  and  vieiniitf  to  and  eaat  of  ik§ 
trunk  liuee'  western  termini  for  the  yearn  1886,  1887,  IB-JH,  and  first  half  of  1889, 

[Including  burthiess  from  Jollet.  Matt^'non,  Bloom,  Dyer,  Speno  r,  Frankfort,  Blae  Island,  EI«doii, 
Euglewood,  Grand  Crosaing.  South  'Jbicago.  WaDbington  Hoights,  and  Stony  Island.  AI^o  from 
Kankakee  and  S«'neca  September  1,  1886.  to  January  31,  1889;  from  Soath  Lawn  since  FelHTiary  1, 
1889,  and  from  Kensington  since  January  1, 1889,] 


Montb. 

Rokds. 

1886. 

1887. 

1888. 

1889. 

Jan 

C.&G.T 

M.C    

L.S.&M.S 

P.,  Ft.  W.&C... 

C.St.  L.  &P 

B  &0        

N.  Y.,  C.&St.L.. 
CI..  St,  L.  &C  .. 

Tons. 
17,217.00 
32, 9.V2. 00 
2:.,  ( 08,  00 
34,171.00 
/I,  597. 00 
20,  209.  00 
12.  839,  00 

Per  et. 
10.5 
20.1 
15.3 
20.8 
13.2 
12.3 
7.8 

Ton*. 
26.094.68 
30.904.56 
34,  .566. 00 
28,  524.  80 
16.  089.  90 
0.  8m  78 
14,  975. 02 
16,786.66 

p9reL 

15.2 

17.5 

10.4 

16.1 

8.6 

6.5 

8.4 

0.4 

Tons. 
34.  527, 86 
41,757.71 
35.041.48 
36.  508. 07 
17. 650. 04 
22.183.20 
15,528.00 

1.  413. 77 

Peret, 

16.0 

20.4 

17.1 

17.9 

8.6 

10.8 

7.6 

0.7 

Tons. 
40,701.00 
40.  440.  00 
30,  4'>7.  00 
47.  .H6.  00 
16.440.00 
34.  498  Oti 
29  36.1  <  0 

1,635.00 

PereL 

16.9 
16.8 
12.6 
19.7 

6.8 
14.3 
112 

(Ii7 

Total 

C.&G.T 

1C3, 993.  00 

100. 1) 

177.  770. 40 

100.0 

204, 620. 12 

100.0 

241.063.00 

100.0 

Feb.... 

38, 693.  68 
4'2,  0  8. 55 
25,  515. 12 
36.  944. 62 
24, 635.  36 
13.  127.64 
25.  722. 50 

18.7 
20.3 
12.3 
17.0 
11.0 
6.4 
12.6 

18,887.07 
24, 205. 66 
31,623.08 
41,004.08 
10, 435. 02 
12,  261. 16 
11,436.08 
4.  028. 03 

11.6 

14.0 

10.4 

25.2 

ILO 

7.6 

7.0 

2.6 

30. 682.  25 
28. 875. 84 
30. 166. 01 
37.046i98 
20,621.81 
38.790.82 
18,673.46 
2,660.20 

14.2 

13.4 

18. 1 

17  1 

0.5 

17. 0 

&6 

1.2 

42,703.00 
34,490.00 
28,569.00 
30.516.00 
26.  070. 00 
22.092.00 
26,640.0j 

19.  S 

M.C 

L.  S.  &  M.  S 

F.,Ft.  W.&C... 

C.StL.  &P 

B.dtO 

N.r..C.&St.  L.. 
C    I    St.  L  &  C 

15.6 
12.9 
17.8 
110 

ia4 

18.0 

Total 

C.&G.T 

206,  047. 47 

100.0 

102,974.68 

100.0 

216. 325. 77 

100.0 

221,498.00 

100.0 

Mar    .. 

31,031.77 
4,  244.  HI 
45,  340.  79 
28.  40y.  17 
13,  824.  21 
21,  779.  80 
11.090.99 

17.0 
18.4 
24.8 
16.3 

7.4 
1L6 

6.0 

41.  369. 84 
25,  860. 05 
35,2  3.63 
70.916.09 
37.  96  >.  74 
36,r8»».66 
26. 793.  98 
3. 645.  07 

14.0 

0.3 

12.7 

^.5 

13.7 

13.0 

0.6 

1.3 

64, 637. 32 
31.315.84 
36. 442. 93 
46.481.16 
35, 602.  36 
26.426.66 
22,  963. 18 
2. 060. 40 

21.4 
12.2 
14.2 
18.2 
13.0 
10.3 
9.0 
0.8 

58.611.00 
32.  072. 00 
20, 153.  00 
37, 209.  00 
10, 82  >.  00 
22.  497.  00 
21,656.00 

26.5 

M.C    

14.5 

L.S.&  M.S 

P.,Ft.W.&C.-.. 

C,  Si.  L.  &  P 

B.&O 

N.  Y.,(\.tSt.  L.. 
C.  I.  St  L  4t  C 

13.3 
16.8 

9.0 
10.2 

9l8 

Total 

C.&G.T 

M.C 

186,311.54 

14.5  50.01 
23,098.01 
19,  OS  1.62 
3i»,  499.  79 
1^  082.  84 
17.008.42 
9,  A  ^2, 33 

100.0 

277, 842. 46 

100.0 

266, 910. 83 

100.0 

220, 920.  00 

100.0 

Apr  ... 

11.0 
18.0 
14.4 
23.0 
13.6 
12.9 
7.1 

16,  546.  .39 
16,050.90 
27. 083.  72 
28,  720.  88 
14.541.91 
13.441.04 
25,  792.  70 
302. 43 

1L6 
1L2 
19.6 
20.0 
10.1 

0.4 
18.0 

0.2 

42, 2.i4.  04 
20,  200.  83 
30. 959.  66 
87.  337. 08 
19, 765. 12 
22,937.20 
20, 044  61 
2,  c26.  52 

20.6 

14  2 

15.1 

18.2 

0.6 

11.2 

0.7 

1.4 

24.  SS\  00 
25, 425.  i  0 
22,-07.00 
30,  659. 00 
12.  116.  («0 
16.  82  i.  00 
12,  249. 00 

17.2 
17.5 

L.  S.  &  M.  S 

P..Ft.  W.  «:C.... 

C.Sr.L.  ScP 

B.&0 

N.  ¥.,(;.&  St.  L  . 
C.,I.,St.  L,&C.. 

Total 

C.dtG.T 

MO 

L.  S.  Sl  M.  o  ...... 

P.,  Ft.  W.  &C.... 

est.  L.  &C 

li  d:0 

N.  Y..(.\&StL.. 
C    I.  St  L.  &  C  .. 

15.8 
21.1 

a4 

11. 6 
8L4 

132.  443.  05 

14,544.48 
1.*>,5UJ.08 
19.  947. 18 
30,  133.  22 
21   950.15 
7,  836. 32 
9,  277. 76 

100.0 

143, 380. 06 

100.0 

205,326.08 

100.0 

145.  024.  00 

100.0 

May... 

12.2 
13.0 
16.7 
26.3 
18.4 
6.6 
7.8 

10, 490.  00 
17.  705.  82 
21, 322. 86 
25,  441.  08 
12.  098.  58 
19,  7o9,  «4 
10. 1 12.  30 
1,736.01 

13.2 

14.3 

17.1 

20.4 

0.7 

16.8 

8.1 

L4 

17.123.00 
21,011.00 
27,512.00 
33.  561. 00 
11, 096. 00 
17.118.00 
13. 686. 00 
1,968.00 

11.0 

14.6 

10.1 

23.3 

8.3 

11.0 

0.5 

1.4 

24.  Itxl  00 
26.073.00 
23. 003. 10 
28.  4:r7. 00 
9,  CfJO.OO 
18,  9o0.  00 
10,  343.  l«0 

17.1 
1&4 
16.0 
30.1 

6.8 
13.4 

7.S 

Total 

C.&G.T. 

M.C 

119,192.19 

100.0 

124.  757. 25 

100.0 

143,075.00 

loao 

141,  499.  00 

100.0 

Jane... 

16,  614.  78 
18,  897.  62 

17.  624.  75' 
28.  441.  72 
20,  608.  04 
11,331.09 

9,800.41 

13.5 
16.3 
14.3 
23.0 
16.7 
0.2 
8.0 

22,  936,  05 
22,  476  28 
Zi,  263.  08 
32, 407.  94 
16.  824.  32 
25.  535.  25 
9,  736.  22 
2,  696. 37 

14.8 
14.5 
15.0 
21.0 
10.2 
16.5 
6.3 
L7 

18. 262.  00 
16.  371. 00 
20.  282.  (»0 
27.  625.  Ou 
11,181.00 
13.804.00 
10,830.00 
840.00 

15.3 

13.7 

17.0 

23.1 

0.4 

11.6 

0.1 

0.8 

23,300.00 
27.815.00 
28, 442.  CO 
21.011.00 

8. 450  00 
21,  205. 00 

0,  829.  00 

16.6 
19.8 

L.S.&  MS 

P..  Ft.  W.  &C.... 

CStL.  &P 

B.&O 

N.  Y.,C.&  StL.. 
C.  I.  St  L.  &  C  . . 

3ai 

16.5 
6.0 

15.0 
7.0 

Total 

123,  318.  41 

100.0 

154. 035. 61 

100.0 

110,100.09 

100.0 

141,140.00 

100.0 
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JSaat'bound  dead-freight  tonnage  forwarded  from  Chicago,  e^c-TContinaed. 


Month. 

Roads. 

1886. 

1887. 

* 

188a 

1889. 

July... 

C.&G.T 

TOTU. 

17,963.76 
20,455.45 
17,727.00 
26, 579. 76 
17.682.49 
8, 737.  72 
8,300.85 

Per  el. 
15.3 
17.4 
15.1 
22.7 
15.0 
7.4 
7.1 

Tont. 
10. 160. 71 
26,610.54 
23,309.33 
42, 029. 40 
23,498.59 
14,867.51 
9, 721. 93 
1, 760. 40 

Peret. 
11.9 

lao 

14  6 

26.1 

14.6 

a  2 

ao 

1.1 

Tom. 
17, 683. 00 
ia072.00 
22,835.00 
26.546.00 
13,038.00 
11,765.00 
9, 121. 00 
880.00 

PereL 
14.9 
15.2 

ia2 

21.5 

ia9 

9.0 

7.7 
.7 

Tent, 

PereL 

M.  C 

L.S.&M.S 

P.,  FtW.&C... 

C,  St.  L.&P 

B.&0 

KY.,  C.&StL.. 
C.  1..  StL.&C.. 

Total 

C.&G.T 

117,457.03 

100.0 

160,988.41 

100.0 

uaMaoo 

100.0 



Auc 

10.905w66 
31,297.69 
20,967.00 
22,850.13 
13,780.36 
7,912.97 
8,219.28 

9.4 

27.0 

lai 

19.7 

11.9 

6.8 

7.1 

14,407.18 
24,784.36 
24,002.22 
34,563.83 
15.487.82 
22.445.56 
10,463.32 
964.60 

9.9 
10.8 

ia3 

23.5 

las 

15.2 

7.1 

.7 

18^351.00 
21,332.00 
26,299.00 
33, 538. 00 
12,794.00 
14,242.00 
12,594.00 
1,135.00 

LI.  I 
15.2 

ia7 

23.9 

ai 
ia2 

9.0 
.8 

■a.*A„     -. 

M.  C 

L.S.&M.S 

P.,  Ft.W.&C.... 

C.,StL.&P 

B.&0  

N.Y.,C.&St.L.. 
C,  I..  8t.L.&C.. 

....          •         a    ■ 

Total 

C.&G.T 

M.  C 

115,932.99 

loao 

147,2ia80 

100.0 

140,285.00 

100.0 

Sept . . . 

10,602.20 
40,394.20 
27,945.46 
27,709.28 
16,295.93 

8,074.66 
14.333.21 

1, 626. 99 

7.2 

27.4 

19.1 

18.8 

11.1 

5.5 

9.7 

1.2 

21,276.65 
41.526.78 
24,855.70 
36,162.88 
11,162.56 
22, 67a  59 
15, 334. 12 
340.67 

12.3 
24.0 
14.3 

2a  9 
a4 

lao 
ao 

.2 

20, 901. 00 
27.882.00 
26,687.00 
33.17a  00 
16,027.00 
30,266.00 
12, 96a  00 
887.00 

13.2 
17.5 

ia7 
£a9 
lai 

12.7 

a2 

.6 

L.S.&M.S 

P..  Ft.  W.  AC... 
C,  St.L.&P.... 
B.dcO 

.    *..  •• 

.«•*..       *. 

N.Y.,C.&St.L.- 
C.,I.,St.L.&C.. 

Total 

C.&G.T 

147,181.98 

100.0 

173,345.45 

100.0 

158,779.00 

100.0 

' 

Oot 

18.481.31 
34,284.68 
31.181.43 
32,634.86 
21,880.06 
10.569.40 
15,082.04 
9. 83a  54 

8.0 

20.4 

18.5 

19.3 

12.7 

&3 

9.0 

5.8 

21,929.06 
35,  OOa  73 
26,874.50 
85,663.26 
10,162.30 
20,129.07 
19,316.13 
72a  86 

12.3 
19.6 

lao 
ia9 
ia7 

11.8 

ia8 

.4 

100.0 

82, 842. 00 
4a  63a  00 
31, 60S.  00 
43,785.00 
21,524.00 

ia4oaoo 

20. 04a  00 

59aoo 

15.8 

lao 
ia2 

21.1 

ia4 

7.9 

9.7 

.3 

M.  C 

L.S.&M.S 

P..  Ft.W.&C.... 

C,  St.L.&P 

B.  &0 

N.Y.,  C.&StL.. 
C,  I.,  St.L.&0.. 

Total 

C.&G.T 

168^344.32 

100.0 

178, 807. 01 

207,437.00 

loao 

Nov 

8,107.90 
25.875.89 
28,665.74 
36,823.00 
17,735.05 
17,447.07 
15.464.04 

1,684.76 

5.4 
17.1 
19.0 
24.0 
11.7 
11.5 
10.2 

1.1 

29,105.67 
37, 373. 16 
33,709.30 
49, 573. 15 
18, 155^  83 
1^856.48 
24,0ia07 
1,266.11 

ia7 

17.0 
15.9 
23.4 

ao 
a  9 

11.8 
.6 

4a  514. 00 
36, 193. 00 
a3,220.00 
37,058.00 
15,432.00 
18^684.00 

i8.7gaoo 

444.00 

20.2 

lai 
lao 
las 

7.7 
0.3 

a  4 

.2 

M.C 

L.S.&M.S 

P.,  FlW.&C... 
C.,8tL.&P  .... 

B.  &0 ^.. 

N.Y.,  C.&StL.. 

C,  I.,  St.L.&0.. 

Total 

C.&G.T 

M.  C 

......a               •. 

' 

151,802.05 

loao 

212,157.77 

100.0 

200, 84a  00 

100.0 

Doc  .  . 

48»6(i9.04 
49, 077. 09 
36, 526. 81 
35,324.22 
22. 196. 76 
22,835.05 
20,035.17 
6,65&88 

2a  2 

20.4 

15.2 

14.7 

9.2 

9.5 

a4 

2.4 

52, 699. 87 
dl,  057. 00 
64, 161. 00 
54.90^39 
24,512.29 
22, 90a  52 
23.449.20 
2,127.58 

17.8 

2a  6 

ia3 

ia6 

a  3 

7.8 

7.9 

.7 

72,983.00 
64,457.00 

6ao8aoo. 

ia5 
ia3 

&.iT4 

L.S.&^LS 

l'.,Ft.W.&C..- 
C,  Rt.L.&P.... 
B.  &  0 

67,0ia00|^4.4 
22,7l6.00lLi*  5.7 

01.851.00 

47,40a00 

925.00 

15.5 

12.0 

.2 

N.Y.,C.&St.L.. 
C.,L.SLL.&C.. 

Total 

.... 

240.263.02 

100.0 

295,972.75 

100.0 

396, 63a  00 

100.0 
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Ea$t-hound  dead-freight  tannic  forwarded  from  Chicago,  eto, — Contiiiiied. 

RECAPITULATION  B7#YEASS. 


SiMids. 


C.&G.T 

M.C 

L.  S.  &  M.  S . . . 
P.,Fr.W.&C. 
C..St.L.d&P.. 

B.&0 

*N.Y.C.&StL 
C.L,8t.L.«&C 

Total 


1886. 


TctiM. 

Perct. 

242,90L50 

12.9 

368,688.00 

19.7 

316.520.90 

10.0 

369,»20.77 

19.7 

229, 778. 25 

12.3 

100. 020. 14 

8.0 

150,647.58 

8.5 

*19, 001. 17 

1.1 

1,872,387.00 

100.0  > 

1 

1887. 

Toiu, 

Perct, 

301, 895. 13 

14.0 

363,862.93 

16.4 

360,806.22 

16.8 

480, 022. 18 

21.7 

226, 935. 85 

10.2 

238.894.16 

10.7 

201, 149. 07 

0.1 

36,387.19 

1.6 

2,210,042.73 

100.0 

1888. 


First  half  of  IM. 


Tont. 

Perct. 

400,651.37 

16.9 

377, 107. 72 

13.9 

390,035.98 

16.9 

448,578.28 

1&9 

218,345.83 

9.2 

283,064.05 

11.9 

222,555.18 

0.6 

16,650.80 

0.7 

2,866,888.80 

100.0 

214,46100 
186.324.00 
162, 461. 00 
293,27&00 

93. 197. 00 
136, 916. 00 
109.880.0? 

n,  633. 00 


1,111«15S.00 


PtrtL 
19.  S 
US 
14.7 
1&5 
&4 
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If 

&I 


1«Il9 


C.  H.  KcKnoBT, 


CerUiled  correct, 

H.  G.  SuiTH,  Accountant. 

Approved  by 

G.  B.  Blakchabi),  Chainnan. 

Note. — Chicago  and  Atlautic  Railway  basineaa  not  reported  to  this  office. 

*  The  tonnago  shown  for  C,  I.,  St.  L.  &,  G.  By.  for  year  18S6  rcpreeenta  only  the  bnaineas  of  that  roai 
from  September  1  to  December  31,  rciMrts  of  bnsijieBa  j>rior  to  September  1, 1886,  nol  haylnf  beea 
made  to  thie  office. 

t  Tho  tonnaere  ehown  for  C,  I.,  St.  L.  Sc  C.  By.  for  the  first  half  of  year  1889,  repreflcnts  only  the  hod- 
nesa  of  that  road  for  the  month  of  January,  1889,  as  reports  of  bnsineas  from  Febmary  1. 1^,  bars 
been  discontinaed. 

The  Chairman.  I  tliiuk  this  would  be  a  good  time  to  take  a  recess. 
There  seems  to  be  no  gentlemau  in  the  room  who  is  prepared  to  be 
heard  now. 

At  12  o'clock  m.  the  committee  took  a  recess  until  2  o'clock  p.  m. 

At  the  expiration  of  the  recess  the  committee  resumed  its  session. 


STATEMENT  OF  WILLIAM  C.  GOXTDY. 

Mr.  William  G.  Goudt,  an  attorney  at  law  of  Chicago,  appeared. 

The  Chaibman.  You  have  read  the  resolution  of  the  Senate,  I  take 
it,  under  which  the  committee  is  pursuing  its  investigation  f 

Mr.  GouDY.  I  believe  I  have  seen  it. 

The  Chairman.  Then  please  take  up  the  subject  and  discuss  it  in 
your  own  way. 

Mr.  GouDY.  I  have  not  given  much  attention  to  the  traffic  which  ex- 
tends into  Canada.  That  belongs  rather  to  the  officers  whp  are  attend- 
ing to  the  operating  department  of  the  roads.  I  know  that  a  competi- 
tion exists  between  competitive  lines  in  regard  to  that  business,  and 
that  there  is  an  inability  of  the  carriers,  which  are  subject  to  the  act 
of  Congress,  to  compete  successfully  with  the  lines  that  run  into  Canada. 
It  is  understood  that  they  so  manipulate  the  rates  that  they  are  lower 
on  such  lines  of  railway  than  upon  those  entirely  within  the  United 
States.  I  see  no  difficulty  about  Congress  having  power  to  control  that 
business.  It  can  be  done  under  the  laws  which  give  the  power  to  regu- 
late commerce  with  foreign  nations,  or  it  can  be  done  under  the  provis- 
ion of  the  Constitution  which  authorizes  the  levy  of  duties  or  imposts. 

The  Chairman.  Which  doyou  think  is  probably  the  better  way  under 
the  Constitution  f 

Mr.  GouDY.  Not  being  entirely  familiar  with  the  operation  of  the 
railways,  I  do  not  know  that  my  opinion  about  that  would  be  worUi 
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muoh.    It  mi|^Lbo  accouiplished  by  resortiug  to  both  of  those  methods, 
perhaps. 

The  Ghaibqian.  There  is  a  clause  in  the  interstate-corn merce  act  now, 
as  yoa  are  perhaps  aware,  that  seeks  to  require  payment  ot  duty  in  case 
the  law  is  not  complied  with  in  reference  to  publication  of  rates,  etc. 

Mr.  QoUDY.  I  know  that,  but  I  have  never  heard  of  any  effort  to  en- 
force it  It  has  seemed  to  me  that  a  remedy  exists  for  that  and  other 
kindred  difficulties,  if  Congress  would  see  fit  to  exercise  its  power  to 
take  control  of  all  the  carriers  that  are  called  interstate,  and  M  of  the 
basiness  of  those  carriers,  which,  in  my  judgment,  can  be  done  under  the ' 
provisions  of  the  Constitution. 

TOWER  OP  OONGBESS  TO  REGULATE  TRAFFIC  WITHIN  THE  STATES. 

The  Chairman.  I  should  like  to  hear  you  on  the  question  of  the  con- 
Btitutional  power  of  the  Government  to  take  control  of  all  the  business 
of  railroads  doing  an  interstate  business,  if  that  is  the  proposition  you 
lay  down. 

Mr.  GouDY.  My  proposition  is  that  Congress  can  regulate  all  of  the 
business  of  an  interstate  railway,  and  also  all  of  the  business  of  a  State 
railway  engaged  in  interstate  business,  when  necessary  to  make  effect- 
ual regulations  of  commerce  with  foreign  nations  or  among  the  several 
States.  The  Constitution  provides  that  Congress  shall  have  power  to 
regulate  commerce  with  foreign-nations  and  among  the  several  States. 
There  is  no  limitation  in  the  Constitution  of  the  grant ;  it  is  plenary, 
absolute,  and  without  qualification. 

The  Supreme  Court,  however,  have  said  in  several  decisions  that  it  is 
subject  to  the  so-called  police  power  of  the  States,  and  to  the  right  of 
the  States  to  pass  inspection  laws.  That  utterance  was  made  by  Coief- 
Justice  Marshall  in  a  very  early  period  of  the  history^ of  the  country,  in 
Brown  vs.  Maryland,  12  Wheaton,  419. 

An  examination  of  that  case  would  show  that  that  question  was  not 
before  the  court.  The  only  point  involved  was  as  to  the  power  to  im- 
pose a  license  fee  upon  a  person  who  was  engaged  in  selling  imported 
goods,  and  it  was  decided  that  such  an  act  passed  by  the  State  of  Mary- 
land was  in  conflict  with  the  Constitution  of  the  United  States,  and 
therefore  void. 

In  the  argument  Chief- Justice  Marshall  took  occasion  to  say  that  they 
conceded  that  the  State  had  reserved  police  power. 

In  the  case  of  one  hundred  and  twentieth— the  Shelby  County  tax- 
ing district — where  there  was  a  drummer  who  hail  a  license  fee  imposed 
on  him  in  Tennessee,  Justice  Bradley,  after  holding  that  the  law  was 
invalid,  because  repugnant  to  the  Constitution,  went  on  to  say  that 
there  was  a  police  power  reserved  to  the  State,  and  that  this  power  to 
regulate  commerce  was  subject  to  that  reservation. 

But  that  question  was  not  involved^  nor  has  it  been  in  other  cases 
where  similar  expressions  are  to  be  found.  But  whenever  this  question 
of  conflict  between  the  State  law  and  the  provision  of  the  Constitution 
has  directly  arisen  the  law  has  been  held  invalid.  That  talk  t)f  reserva- 
tion of  police  power  seems  to  be,  if  I  may  be  permitted  to  use  the  ex- 
pression, *'a  tub  thrown  to  the  whale." 

Senator  Harris.  Before  you  proceed,  will  you  allow  me  to  ask  if  your 
argument  goes  to  the  extent  of  assuming  that  Congress  has  the  power 
to  regulate  that  commerce  which  begins  and  ends  in  the  same  State  t 

Mr.  GoUDY.  Yes,  sir ;  that  is  my  position,  provided  the  business  is 
done  by  a  carrier  which  is  an  interstate  one.     Where  the  carrier  and 
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the  business  are  both  confined  to  the  limits  of  the  satn^  State,  I  think 
that  under  the  Gonstitutioa  the  carrler'aud  the  traffic  are  under  the 
control  of  the  State. 

Senator  Harris.  To  illnstrate  and  understand  distinctly  the  prem- 
ises, would  a  railroad  beginning  and  ending  in  the  same  State,  with- 
out any  connections  on  either  end,  be  purely  n  State  carrier  f 

Mr.  GouDY.  Yes,  sir. 

Senator  Harris.  Would  Congress  have  power  to  regulate  it  so  far 
as  it  did  interstate  business  f  I  am  assuming  that  the  railroad  over 
which  the  commerce  is  carried  begins  and  ends  in  the  same  State,  and 
has  no  connection  at  either  end. 

congress  CAN  REGULATE  THE  ENTIRE  BUSINESS  OF  AN  INTERSTATE 

CARRIER. 

Mr.  GouDY.  Gongress  has  the  power  to  regulate  the  interstate  traffic 
of  such  a  road,  an^  if  necessary  to  accomplish  that  successfully  the 
power  of  regulation  could  embrace  its  entire  business.  Such  a  road 
may  do  no  business  except  that  which  originates  and  ends  in  the  same 
State,  but  it  may,  however,  take  freight  which  comes  to  it  from  another 
State  and  carry  it  through  that  State  or  to  some  point  within  the  SUite. 
There  has  been  some  confusion  as  to  what  traffic  is  within  tho  defini- 
tion of  interstate  commerce.  If  freight  is  shipped  from  a  |K)iut  in 
one  State  to  a  point  in  another  State,  directed  to  a  point  iu  another 
State,  that  is  interstate  business.  Such  a  carrier  may  do  interstate 
business  by  taking  up  this  through  freight  and  carrying  it  totheexteut 
of  its  line;  so  far  as  that  carrier  is  engaged  in  doing  this  interstate 
business,  I  think  Gongress  can  take  the  control  of  it. 

In  the  Daniel  Ball  case,  10  Wallace,  there  was  a  steam-boat  running 
on  the  Grand  River  in  the  State  of  Michigan.  It  ran  from  a  point  up 
the  river  to  its  mouth  at  Grand  Bapids,  on  Lake  Michigan.  It  bad  no 
connections  whatever  with  any  other  carrier.  It  received  some  freight 
on  the  river  destined  to  Milwaukee,  which  was  billed  and  shipi>ed  to  be 
carried  by  the  Daniel  Ball  to  Grand  Bapids,  but  it  was  directed  to  a 
consignee  in  Milwaukee. 

The  Daniel  Ball  had  no  arrangement  with  any  othercarrier  whatever. 
Its  duties  began  with  the  shipment  of  that  freight  at  the  up-river  point, 
and  ended  with  the  landing  of  it  at  Grand  Bapids.  The  Supreme  Court 
held  that  the  shipment  was  interstate,  and  that  the  Daniel  Bali  was 
subject  to  the  law  of  Congress,  and  was  required  to  take  out  a  h'cense 
in  pursuance  of  an  act  of  Congress.  So  too,  when  freight  is  carried 
irom  a  point  in  a  State  to  another  in  the  same  State,  but  passes  through 
another  State  on  the  route,  the  business  is  a  part  of  interstate  com- 
merce. 

The  case  of  Hall  vs.  DeCuir,  95  IT.  S.  485,  is  an  authority  as  to  the 
carriers  who  are  interstate.  Thia  was  a  case  where  there  was  a  steam- 
boat running  from  New  Orleans,  in  the  State  of  Louisiana,  to  Vicks- 
bnrg,  in  the  State  of  Mississippi.  The  State  of  Louisiana  passed  an 
act,  in  obedience  to  the  constitution  of  that  State,  providing  that  there 
should  be  no  discrimination  made  by  a  carrier  on  account  of  color,  and 
that  a  colored  passenger  was  entitled  to  the  same  privileges  and  treat- 
ment on  board  steam- boats  as  a  white  person. 

A  negro  woman  got  on  a  boat)  the  Governor  Allen  by  name,  at  New 

Orleans,  destined  to  Hermitage,  both  points  being  in  Louisiana.    Tho 

captain  declined  to  give\iet  aftcomm^^^\\Q\i^\\i\X\ft.<!.«Ajiu  set  apart  for 

white  people.    She  broug\xt.  auVt  «ii^  x^^^n^c^^  ^ V^^%\afe\i\»  ^^5»xjs^,\XiA 
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owner  of  the  vessel.  The  case  went  to  the  Supreme  Court  of  the  United 
States,  and  the  onl^  question  was  whether  that  statute  was  valid.  The 
court  held  that  it  was  void,  because  it  was  repugnant  to  the  provision 
of  the  Constitution  of  the  United  States ;  that  although  this  steam  boat 
was  doing  busiiiess  between  points  in  the  State  of  Louisiana,  >  et  it  was 
also  engaged  in  transporting  passengers  and  freight  to  Yicksburg,  in 
the  State  of  Mississippi,  and  therefore  the  captain  had  a  right  to  make 
regulations  with  reference  to  the  business  with  other  States.  As  the 
sUitute  in  Louisiana  conflicted  with  his  rigiit  to  make  his  own  rules 
with  reference  to  such  interstate  business,  it  was  void,  even  when  ap- 
plied to  the  business  entirely  within  Louisiana. 

The  principle  established  by  the  Ball  case  is,  that  a  State  carrier 
transacting  some  interstate  business  is  subject  to  the  control  of  Con- 
gress; the  principle  asserted  in  Hall  vs.  De  Cuir  is,  that  an  interstate 
carrier  engaged  to  some  extent  in  doing  State  business  may  be  con- 
trolled by  Congress;  the  principle  common  to  both  cases  is,  that  the 
power  of  the  State  in  all  cases  where  interstate  business  is  done  or  an 
interstate  carrier  exists,  must  yield  to  the  paramount  power  of  Congress 
to  regulate  commerce.  The  inference  is  inevitable  that  it  is  only  when 
a  railway  lies  within  the  limits  of  a  State  and  confines  itself  to  freight 
and  passengers  taken  and  discharged  in  the  same  State,  that  State  leg- 
islation is  superior  to  Federal  legislation.  There  is  no  police  power 
reserved  to  the  States  which  operates  as  a  limitation  upon  the  grant  to 
Congress  to  regulate  commerce.  I  think  when  the  test  is  applied  it 
will  be  seen  that  Congress  alone  has  the  right  to  enact  police  regula- 
tions with  reference  to  interstate  traffic  and  with  reference  to  interstate 
carriers. 

Allow  me  to  illustrate:  Several  of  the  States  have  enacted  laws  re- 
quiring that  a  particular  kind  of  coupler  shall  be  used ;  others,  provid- 
ing how  a  passenger  car  shall  be  heated  ;  some  States  providing  one 
way  and  some  another.  If  a  car  should  start  at  New  York,  destined 
to  the  Missouri  Biver,  it  would  pass  through  six  or  eight  States.  In 
going  through  these  States  it  would  find  that  one  State  required  a  par- 
ticular kind  of  coupler  or  heater,  and  another  a  different  kind  of  coupler 
or  heater. 

Now  if  those  laws  passed  by  the  different  States  requiring  these  va- 
rious modes  of  coupling  and  heating  are  vahd  they  would  have  the 
effect  of  requiring  a  change  of  couplers  and  heaters  at  every  State  line. 
That  is  purely  a  police  regulation,  yet  it  condicts  with  the  power  of 
Congress  to  regulate  commerce  among  the  several  States. 

The  right  of  a  State  to  enact  police  laws  is  sometimes  asserted  on  the 
ground  that  the  franchise  was  derived  from  the  State,  by  virtue  of 
which  the  road  was  constructed.  It  is  true  that  most  of  the  railway 
corporations  were  organized  under  State  authority,  but  where  they  have 
been  consolidated  and  have  become  interstate  roads  it  has  been  by  the 
consent  of  the  State;  so  that  the  States  which  have  thus  permitted  the 
consolidation  have  allowed  the  roads  to  become  interstate  lines,  subject  . 
to  the  control  of  Congress.  If  the  State  has  lost  its  power  it  is  because 
of  the  action  of  the  State  anthorities,bringing  such  railways  within  the 
clause  granting  to  Congress  power  to  regulate  commerce. 

THE  POWER  TO  REGULATE  COMMERCE  NOT  LIMITED  BY  THE  POLICE 

POWERS  OP  THE  STATES. 

It  was  never  the  intention  of  the  Supreme  Oowttlo\5Lo\\5L^'^\*^^^^'^^^ 
of  power  to  Ooogress  to  regulate  commerce  \?VtYi  fomg,\i\i'ax;v^^ 
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the  several  States,  and  with  the  Indian  tribes  was  limited  by  a  re- 
served right  to  a  State  to  make  police  regulations  or  to  pass  inspeccion 
laws.  Whenever  the  point  has  been  directly  before  the  coart  the  de- 
cision has  been  to  the  reverse. 

If  you  will  allow  me  to  refer  to  some  expressions  of  the  Supreme 
Court,  which  go  to  show  that  this  power  to  regulate  commerce  is  not 
limited  by  the  police  |K>wer  of  a  State,  I  will  do  so. 

In  Brown  V8,  Maryland,  12  Wheaton  448,  Chief-Justice  Marshall,  af- 
ter expressing  the  opinion  that  police  power  was  reserved  to  the  State, 
proceeded  to  make  an  exception  as  to  powers  granted  to  Congress.  He 
says : 

It  has  been  contended  that  this  constrnction  of  the  power  to-  regulate  commerce,  su 
was  contended  in  constmiiig  the  prohibition  to  lay  dnties  on  import«,  woaUl  abridge 
the  acknowledged  power  of  a  State  to  tax  its  own  citizens,  or  their  property  with! a 
its  own  territory. 

We  admit  this  power  to  bo  sacred,  but  cannot  admit  that  it  may  be  n«ed  so  as  to 
obstruct  the  free  course  of  a  power  given  to  Congress.  Wo  can  not  admit  that  it  may 
be  used  so  as  to  obstruct  or  defeat  the  power  to  regulate  commerce.  It  has  been  ob- 
served that  the  powers  remaining  with  the  States  may  be  so  exercised  as  to  come  in 
con:flict  with  those  vested  in  Congress.  When  this  happens,  that  which  is  not  su- 
preme must  yield  to  thut  whtch  is  supreme.  This  great  aud  universal  truth  is  insep- 
arable in  the  nature  of  things,  and  the  constitntion  has  applied  it  to  the  often  inter- 
fering powers  of  the  General  and  State  Governments  as  a  vital  principle  of  perpetual 
operation.  It  results  necessarily,  from  this  principle,  that  the  taxing  powers  of  the 
States  most  have  some  limits.  It  can  not  reach  and  restrain  the  action  of  the  Kaiiooal 
Government  within  its  proper  sphere.  It  can  not  reach  the  administration  of  justice 
in  the  courts  of  the  Union,  or  the  collection  of  the  taxes  of  the  United  States,  or  re- 
strain  the  operation  of  any  law  which  Congress  may  constitutionally  pass.  It  can 
nor  interfere  with  any  regulation  of  commerce. 

In  Henderson  v.  Mayor,  etc.,  92  U.  S.,  259,  Mr.  Justice  Miller,  in  dis- 
cussing the  boundaries  of  the  police  power^said  {p.  271) : 

Whatever  may  be  the  nature  and  extent  of  that  power,  where  not  otherwise  re- 
stricted, no  definition  of  it,  and  no  urgency  for  its  use,  can  authorize  a  State  to  use  it, 
in  regard  to  a  subject-matter  which  has  been  confided  exclusively  to  the  discretion  of 
Congress  by  the  Coustitution. 

«  *  •  »  «  •  • 

it  is  clear,  from  the  nature  of  our  complex  form  of  government,  that  whenever  a 
statute  of  a  State  invades  the  domain  of  the  legislation  which  belongs  exclusively  to 
the  Congress  of  the  Uuited  States,  it  is  void,  no  matter  under  what  class  of  powers  it 
may  fall,  nor  how  closely  allied  to  powers  conceded  to  belong  to  the  States: 

In  Wallhig  V,  Michigan,  116  TJ.  S.,  449,  the  court,  speaking  of  the  claim 
that  the  act  in  question  was  a  proper  exercise  of  the  police  power  of  the 
State  for  the  discouragement  of  the  use  of  intoxicating  liquors,  said : 

This  would  be  a  perfect  justification  of  the  act  if  it  did  not  discriminate  against 
the  ciiizeuH  aud  products  of  other  States  in  a  matter  of  commerce  between  the  States, 
and  thus  usurp  o:  e  of  the  prerogatives  of  the  national  legislature.  The  police  power 
can  not  bo  sot  up  to  control  the  inhibitions  of  the  Federal  Constitution,  or  the  (lowers 
of  the  United  States  Government  created  thereby. 

In  Bowman  v.  Chicago  and  Northwestern  Railway  Company,  125  U. 
S.,  489,  Mr.  Justice  Mattbews  quotes  with  approval  from  the  opinion  of 
Mr.  Justice  Catron  in  the  License  cases,  5  How.,  699.  Speaking  of  the 
police  power  as  reserved  to  the  States  and  the  power  granted  to  Con- 
gress  over  commerce,  and  dissenting  from  the  decision  that  the  law  was 
a  proper  exercise  of  police  authority,  he  says  : 

If  thiH  be  the  true  construction  of  the  constitutional  provisioui  then  tho  paramonnt 
power  of  Congress  to  regulate  commerce  is  subject  to  a  very  material  limitation,  for 
It  tukcs  from  Congress  and  leaves  with  the  States  the  power  to  determine  the  com- 
moditieB,  or  articles  of  property,  which  are  tho  subjects  of  lawful  commerce.    Con- 

greaa  may  regulate,  bat  the  ^latea  deXA^TtoXTv^k  ^Xi^'^.  ^<a:i\  oi^  >k\\%11  not  be  regulated. 

Upon  thiB  theory  the  pow w  io  ie|^\x\aX^  ^iwatofctck^^,  V\«x»*A.  ^1  \^V\v%^^\%»v^vL\iL\»  wet 
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the  subject^  woald  become  snbdrdinate  to  tb&  State  polioo  power ;  for  it  is  obviour 
tbat  the  power  to  determiBe  the  articles  which  may  be  the  subjects  of  commerce, 
and  thus  to  cirodmscribe  its  scope  and  operation,  is,  in  effect,  the  controlling  one. 
The  police  power  would  not  only  be  a  formidable  rival,  but,  in  a  struggle,  must 
uecessarily  triumph  over  the  commercial  power,  as  the  power  to  regulate  is  dH(iendent 
npon  the  power  to  fix  and  determine  upon  the  subjects  to  bo  regulated.  The  same 
(irocess  of -legislation  and  reasoning  adopted  by  the  State  and  its  courts  could  bring 
within  the  police  power  any  article  of  consnmptiou  that  a  State  might  wish  to  ex- 
clude, whether  it  belonged  to  that  which  was  drunk,  or  to  food  and  clothing;  and 
with  nearly  eqnal  claims  to  propriety,  as  malt  liquors  and  the  produce  of  fruits  other 
than  grapes  stand  on  no  higher  ground  than  the  light  wines  of  this  and  other  coun- 
tries, excluded,  in  effect,  by  the  Taw  as  it  now  stands.  And  it  would  be  only  another 
step  to  regulate  real  or  supposed  extravagances  in  food  or  clothing. 

In  Brown  v,  Houston,  114  U.  S.,  630,  it  was  declared  that  the  power 
over  commerce  ^^is  certainly  so  far  exclusive  th^t  no  Stat«  has  power  to 
make  any  law  or  regulation  which  will  affect  the  free. and  unrestrained 
intercourse  and  trade  between  the  States,  as  Congress  has^  left  it,  or 
which  will  impose  any  discriminating  burden  or  tax  upon  the  citizens 
or  prcUucts  of  other  States,  coming  or  brought  within  its  jurisdiction." 

In  llailroad  v.  Husen,  95  tJ.  S.,  477,  the  court  says : 

But  whatever  may  be  the  nature  and  reach  of  the  police  power  of  a  State,  it  can 
not  be  exer<-.ised  over  a  subject  confided  exclusively  to  Congress  by  the  Federal  Con- 
stitution. It  can  no^  invade  the  domain  of  the  National  Goverament.  It  was  said  in 
Henderson  et  ah  v.  Mayor  of  the  City  of  New  York  et  a/.,  sitpra.  to  be  *'  clear,  from  the 
nature  of  our  complex  form  of  government^  that  whenever  the  statute  of  a  State  in- 
vades the  domain  of  legislation  which  belongs  exclusively  to  the  Congress  of  the 
United  States,  it  is  void,  no  matter  under  what  class  of  powers  it  may  fall,  or  how 
Cioscly  allied  it  may  be  to  powers  conceded  to  belong  to  the  States."  Substantially 
the  same  thing  was  said  by  Chief  Justice  Marshall  in  Gibbons  ra,  Ogden,  9  Wheat.,  1. 
Neither  the  unlimited  powers  of  a  State  to  tax,  nor  any  of  its  large  police  powers, 
can  be  exerciued  to  such  an  extent  as  to  work  a  practical  assumption  of  the  powers 
properly  conferred  npon  Congress  by  the  Constitution. 

I  think  the  substance  of  all  this  is  that,  whenever  it  is  conceded  that 
a  carrier,  as  an  interstate  carrier,  or  the  article  of  freight  which  is 
carried,  is  a  subject  of  commerce,  then  the  State,  under  the  right  to 
enact  police  regulations,  has  no  power  over  it  whatever. 

Se!)ator  HisoocK.  Do  you  go  to  the  extent  of  saying  that  the  State 
has  not  power  to  regulate  the  sale  f 

Mr.  GOUDY.  Yes,  sir.  It  has  been  decided  repeatedly  that  the  right 
to  sell  is  a  necessary  part  of  the  right  to  bring  the  article  into  the  State, 
and  there  is  no  decision  of  the  Supreme  Court  to  the  contrary. 

The  supreme  court  of  Iowa  recently  decided  that  you  can  take  liquor 
into  the  State  but  you  can  not  sell  it.  With  that  exception  I  do  not 
know  of  any  decision  of  that  kiud. 

Senator  Bicagan.  I  did  not  exactly  understand  the  proposition  you 
have  just  made. 

Mr.  CloUDY.  My  proposition  is  that  the  power  of  the  United  States 
to  regulate  commerce  is  supreme  and  exclusive  and  not  qualified  by  any 
right  in  the  State  to  make  police  regulations,  that  whenever  those  po- 
lice regulations  Prelate  to  commerce,  that  is,  with  the  regulation  of  an 
interstate  carrier,  or  with  the  transactions  of  interstate  commerce,  re- 
ferring both  to  the  trafQc  and  the  articles,  that  they  are  void. 

Senator  Beaoan.  Do  you  hold,  Mr.  Goudy,  that  the  law  passed  by 
the  State  of  Missouri,  prohibiting  the  carrying  through  that  State  of 
Texas  cattle,  is  not  good  law  f 

Mr.  Goudy.  That  act  was  held  to  be  invalid.    It  was  decided  to  be 
invalid,  because  it  was  not  a  proper  exercise  of  the  police  power,  and 
because  it  conflicted  with  the  right  to  take  any  kealtVi^  ^^\>\^  %Sk^^i3^ 
^a  diseased  cattle  through  the  State. 
054S 38 
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A  line  of  cases,  where  it  has  been  held  that  in  the  absenct*  of  actioo 
by  Congress  the  State  might  legislate  on  the  subject  of  interstate  com- 
merce,  is  apparently  inconsistent  with  my  position.  The  first  of  thes«j 
cases  related  to  harbors  and  bridges.  In  the  Mth  ITuited  States  Re- 
ports, in  the  ^^  Granger  cases,"  the  Supreme  Court  applied  that  principle 
more  generally. 

The  Supreme  Conrt  held  that  the  States  might,  in  the  absence  of  leg- 
islation by  Congress  on  the  subject,  fix  the  rates  that  might  be  charged 
by  a  warehouseman  or  railway  corporation.  In  the  Wabash  case,  118 
n.  S.  Bep.,  566,  the  court  retracted  what  was  saidju  the  Mnnn  case  oo 
that  subject,  and  declared  that  the  States  could  only  make  regulatious 
upon  those  subjects  which  were  local,  like  a  bridge,  or  harbor,  or  pilot- 
age, and  that  on  all  other  subjects,  where  general  rules  were  required  and 
Congress  had  not  acted,  the  absence  of  action  by  Congress  was  equiva- 
lent to  a  declaration  that  commerce  should  be  fi^e,  that  on  these  sab- 
jects  the  power  of  Congress  was  exclusive. 

THE  GREATER  INCLUDES  THE  LESS. 

Becnrring  to  the  question  Senator  Harris  propounded  awhile  ago, 
there  is  the  difficulty.  It  will  certainly  be  conceded  that  so  far  as  in- 
terstate business  is  concerned,  either  the  traffic  or  the  carrier.  Congress 
may  make  such  rules  as  it  sees  proper;  bat  here  is  a  carrier  confined  to 
the  limits  of  a  State,  audi  I  will  take  for  illustration  the  most  prominent, 
the  Kew  York  Central.  It  begins  and  ends  in  the  State  of  New  York, 
and  yet  is  engaged  in  both  kinds  of  business.  It  is  engaged  in  the  do- 
mestic traffic,  and  it  is  engaged  in  tlie  interstate  traffic. 

It  will  be  conceded  that  Congress  can  regulate  all  the  interstate  basi- 
ness  done  on  the  ]New  York  Central.  The  question  is,  whether  it  can 
regulate  the  transportation  of  freight  which  is  taken  up  within  the  State 
of  JS^ew  York  and  put  down  in  the  same  State;  whether  Congress  eaa 
regulate  the  manner  in  which  a  passenger  taken  up  in  one  point  in  the 
State  of  New  York  and  discharged  at  another  point  in  the  same  State, 
shall  be  carried. 

There  are  implied  powers  as  well  as  express  powers.  The  general 
rule  is  that  where  express  power  is  given,  implied  power  can  be  exer- 
cised so  far  as  may  be  necessary  to  give  effect  to  the  expressed  powet. 

^ow,  if  it  becomes  necessary,  in  making  suitable  regulations  to  con- 
trol the  interstate  traffic  and  the  interstate  carriers,  to  make  rules  whii:h 
will  govern  that  which  is  not,  then  it  seems  to  me  that  Congress,  in 
order  to  carry  out  the  express  power,  can  and  ought  to  make  rales  to 
include  the  State  business.  To  make  a  mathematical  proiK>sition,  the 
greater  includes  the  less. 

It  is  simply  a  necessary  conclusion  in  order  to  enable  Congress  to 
exercise  this  express  grant  of  power.    In  politics  I  am  a  Democrat. 

The  Chairman.  I  will  testify  to  that. 

Mr.  GouDY.  And  I  am  in  favor  of  the  rights  of  the  State  where  they 
exist,  but  we  have  this  duplex  form  of  Government,  and  when  a  subject 
is  committed  to  the  National  Government  like  that  of  coining  money, 
passing  naturalization  laws,  and  regulating  commerce,  etc.,  the  power 
is  plenary,  and  there  is  no  right  of  the  State  to  be  asserted.  It  is  only, 
however,  where  these  express  grants  of  power  are  in  the  Constitution, 
in  my  judgment,  that  the  State  has  no  power  to  act 

Senator  Harris.  While  I  think  every  one  will  concede  the  power  of 
Congress  to  regulate  intexslaV^i  \io\x\m^\:e.er— the  power  of  Congress  to 
regul'dte  the  interstate  catmx  aa  «ai  m^\x\3Lxs^^\i\»  <il  xxsXrsts^^^ 
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even  though  he  be  an  interstate  carrier,  when  en^^aged  entirely  iu  local 
and  State  commerce — the  fact  brings  up  a  difflcnlt  question  in  my 
mind.  The  carrier  may  be  a  State  and  an  interstate  carrier  at  the  same 
time.    In  point  of  fact,  as  I  take  it,  the  New  York  Central  is  both. 

Mr.  GouDY.  It  is  one  of  those  cases  of  conflict  between  the  two 
forms  of  government,  and  nnder  our  Constitution  the  decisions  on  these 
subjects  by  the  Supreme  Court  of  the  United  States  is  the  supreme 
law. 

The  object  of  this  grant  of  power  was  to  prevent  the  people  of  one 
State  from  gaining  an  advantage  over  the  people  of  another  State. 
There  is  now  an  attempt  in  every  State  to  regulate  commerce  by  law. 
We  have  commissions  in  every  one  of  them,  and  Congress  has  provided 
a  commission  for  the  General  Government.  These  are  in  collision,  and 
the  question  is  how  can  this  conflict  be  avoided  f 

The  subject  on  which  the  main  conflict  arises  is  as  to  rates ;  to  some 
extent  as  to  what  ar^  interstate  matters. 

Trade  is  easily  influenced  by  delicate  questions,  and  complicated  with 
various  circumstances.  A  disturbance  of  any  kind  affects  others,  and 
changes  the  result.  The  law  of  competition  is  such  that  the  rato« 
adopted  by  one  carrier  compels  like  rates  by  a  rival.  Bates  fixed  as 
to  one  distance  necessarily  affect  those  as  to  other  distances.  Congress 
has  provided  that  a  greater  charge  shall  not  be  made  for  a  shorter  than 
a  longer  distance  over  the  same  line  in  the  same  direxstion  under  similar 
circumstances  and  conditions,  and  with  the  additional  requirement^ 
that  all  rates  shall  be  reasonable  and  without  discrimination,  has  there 
left  the  subject;  Some  of  the  States  have  prescribed  a  schedule  of 
rates;  some  demand  that  the  same  rate  jier  ton  per  mile  shall  be 
charged;  some  have  established  other  rules.  When  these  ace  applied 
to  the  same  carrier  there  is  an  inevitable  conflict;  when  rates  for  traflio 
within  the  limits  of  a  State  are  fixed,  those  for  interstate  business  are 
seriously  affected. 

The  compensation  received  by  the  carrier  goes  directly  to  its  right  to 
exist.  State  commissioners  in  the  Western  States  are  the  agents  of 
the  shippers  and  faithfully  represent  the  private  interests  of  their  prin- 
cipals, regardless  of  the  right  of  the  stock-holder  to  a  fair  interest  on 
the  capital  after  paying  operating  expenses  and  fixed  charges. 

If  the  control  were  lodged  in  Congress,  and  agencies  provided  by  it, 
where  the  Constitution  puts  the  power,  it  may  he  assumed  that  all  in- 
terests would  be  more  justly  protected  than  by  local  authorities. 

The  Chairman.  You  think  the  taking  control  of  the  domestic  busi- 
ness and  State  traffic  is  a  necessity  in  order  to  properly  regulate  under 
the  Constitution  the  interstate  traffic  that  the  road  does  f 

Mr.  GouDY.  Yes,  sir;  that  is  my  view  of  it. 

The  Chairman.  You  are  connected  with  the  Northwestern  Bailroad  t 

Mr.  GouDT.  I  am  the  general  counsel  for  that  company. 

The  Chairman.  Have  you  full  knowledge  of  the  particular  question 
that  we  are  authorized  to  inquire  into,  as  to  whether  the  American 
roads — your  line,  for  instance — carrying  freight  from  St.  Paul  or  Min- 
neapolis are  at  a  disadvantage  in  competition  with  the  railroads  run- 
ning through  Canada  I 

Mr.  GouDY.  I  am  not  familiar  with  it;  we  have  one  of  our  lines  run- 
ning from  Chicago  to  St.  Paul.  Running  parallel  with  it  north  is  the 
Burlington  and  Northern.  That  road  has  no  local  business  and  depends 
upon  a  through  business.  The  Burlington  and  Northern  comes  in  direct 
competition  with  the  lines  running  from  St.  P«bU\^T\\\v\\\Xi^\\3L\ft^'«w^^^ 
at  Sauk  St.  Maiie  awd  connecting  with  theOau«A\aTiY«owiStf^*   "^V^^^^:^- 
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liDgton  and  Northern  in  order  to  get  basiness  has  to  compete  with  these 
Canadian  lines,  which  affecte  directly  the  other  lines  between  St  Paol 
and  Chicago  and  compels  them  to  receive  less  compensation  than  thej 
otherwise  would.  In  other  words,  they  are  controlled  by  the  Canadian 
lines.  It  is  very  mnch  like  it  was  when  I  was  a  boy,  when  I  ased  to  lay 
a  line  of  bricks  on  the  end  and  by  pashing^down  the  one  at  the  extreme 
end  of  the  line  all  the  others  went  down.  When  one  road  adopts  a  policy 
as  to  rates  its  competitors  mast  follow,  and  finally  the  rates  are  changed 
all  over  the  country. 

OBSBBVANCE  OF  INTBBSTATB  LAW  BY  OANADIAIf  JLHTBS. 

The  Chaibman.  Do  yon  understand  that  the  Canadian  Pacific  in  the 
transaction  of  all  business  touching  the  United  States  observes  the  in- 
terstate commerce  law  t 

Mr.  GouDY.  I  do  not  so  understand  it. 

The  Chaibman.  They  insist  that  they  do,  and  I  do  not  know  whether 
it  is  true  or  not. 

Mr.  GouBY.  I  have  never  understood  it  that  way.  I  understand  it 
to  be  just  the  reverse;  that  they  manipulate  their  rates  so  that  they 
observe  the  law  as  to  the  United  States  end  of  the  line,  but  do  not  observe 
it  with  respect  to  that  portion  of  the  line  in  Canada. 

The  Chaibman.  The  officers  of  both  the  Grand  Trunk  and  the  Cana- 
dian Pacific  testified  before  this  committee  that  in  the  transportation 
of  all  freight  going  out  of  the  United  States  into  Canada  and  back 
in  the  United  States,  and  all  freight  going  out  of  the  United  States 
into  Canada,  and  all  freight  coming  from  Canada  into'^the  United 
States,  and  all  freight  going  out  of  the  United  States  through  Canada 
for  exportation  at  Montreal  or  elsewhere  in  that  country,  they  observe 
the  interstate-commerce  law  and  publish  their  rates  and  adhere  to 
them. 

Mr.  GouDY.  I  can  not  say  that  that  is  untrue,  but  I  can  say  it  is  not 
believed  by  other  carriers. 

Senator  Reagan.  They  are  required  to  publish  their  rates  in  such 
cases,  and  if  they  charge  more  than  their  published  rates  tliey  are  lia- 
ble to  punishment. 

Mr.  GouDY.  I  understand  that  while  they  charge  the  schedule  rates 
that  are  published  in  the  United  States,  yet  when  they  ^o  into  Canada 
rebates  are  allowed  by  some  device. 

The  Chaibman.  They  insist  that  they  do  not.  That  charge  may  be 
said  to  have  been  one  of  the  reasons  for  this  investigation.  We  are 
directed  to  ascertaia  what  the  facts  are  and  see  if  any  additional  legis- 
lation or  any  modification  of  the  interstate  commerce  act  is  necessary. 

GOVBBNMENTAL  PBOPBIBTOBSHIP  OF  MEANS  OF  TBANSPOBTATION. 

Senator  HisoooK.  Do  you  go  to  the  extent  of  advocMng  that  the 
General  Government  shall  take  the  proprietorship  of  the  means  of  con- 
ducting interstate  commerce! 

Mr.  GouDY.  I  do  not  know  as  I  quite  understand  your  question.  I 
do  not  think,  however,  that  the  Government  ought  to  take  the  proprie- 
torship of  the  railways  themselves,  if  that  is  the  question.  That  is  the 
socialistic  idea,  I  believe. 

Senator  HrsoooK.  It  seems  to  me  that  there  would  be  a  little  trouble 
in  drawing  the  line,  carT^inij  Vx.  «AitaT  'a%  's^vv  do. 
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OONGBESS  TO  CONTROL  ALL  COHHIBBCS. 

Mr.  jQoUDY.  Yon  have  a  general  law  now  and  the  only  thing  to  do  is 
to  extend  it8  terms  so  as  to  include  all  commerce. 

Senator  HiscocK.  But  I  anderstand  your  idea  is  this:  Take,  for  in- 
stance, the  ISew  York  Central  Railroad;  if  it  chooses  to  engage  in  inter- 
state commerce,  then  the  General  Government  has  a  right  to  regulate 
its  entire  commerce.    Is  that  your  point  t 

Mr.  GoUDY.  Yes,  sir. 

Senator  Hiscook.  And  if  it  chooses  to  throw  off  this  interstate  com- 
merce and  engage  in  purly  State  tra£Sc,  then  nott 

Mr.  GouDY.  Yes,  sir. 

Senator  HisoocK.  The  other  position  follows  as  a  matter  of  necessity 
on  account  of  the  sympathy  between  freights. 

Mr.  GouDY.  Yes,  sir ;  and  the  inability  to  make  any  effective  regula- 
tion under  this  provision  of  the  Constitution  withouttaking  control  of 
all.  I  do  not  know  of  any  carrier  in  this  country  that  does  not  do  some 
interstate  business,  although  there  may  be. 

Senator  HiscocK.  That  may  be  all  true,  but  I  do  not  see  the  inability 
so  strongly  as  you  do.  I  concede  that  now  and  then  a  railroad  com- 
mission may  make  a  decision,  as  a  court  may,  that  is  unreasonable,  etc., 
but  I  do  not  see  enough  of  that  on  which  to  predicate  this  necessity  of 
which  you  speak. 

Mr.  GouDY.  It  will  not  do  to  judge  the  balance  of  the  country  by 
New  York  and  the  New  York  Central.  The  New  Vork  Central  could 
probably  live  oS  its  domestic  business,  but  it  is  the  only  road  in  the 
country  that  could.  An  examination  into  the  business  and  financial 
condition  of  railroads  west  of  Ohio  and  in  the  southwestern  States  will  . 
show  a  very  bad  state  of  affairs;  many  of  them  are  insolvent,  and  none 
earning  fair  interest  Notwithstanding,  the  State  legislatures  and  com- 
missions created  by  them  are  further  reducing  the  receipts  and  endeavor- 
ing to  increase  the  burdens.  This  certainly  creates  the  necessity  for 
action  by  Congress. 

Senator  Eeagan.  With  reference  to  the  Daniel  Ball  case,  my  remem- 
brance is  that  the  question  of  transportation  was  not  the  question  in 
that  case  at  all. 

Mr.  GoUDY.  It  was  a  question  of  license. 

Senator  Beaoan.  That  the  vessel  was  required  to  take  out  a  license 
because  it  was  doing  interstate  business  f 

Mr.  GouDY.  Yes,  sir ;  that  was  the  question. 

Senator  Beaoan.  And  it  was  held  there,  as  it  was  held  in  many 
other  cases,  that  a  road  or  river — as  in  that  case — which  was  wholly 
within  a  State  and  had  traffic  passing  over  that  road  to  other  roads  or 
over  that  water  to  other  waters  in  other  States  or  foreign  countries,  was 
interstate  commerce.  There  was  nothing  in  the  case  about  commerce 
beginning  and  ending  in  the  State,  but  it  was  as  to  a  river.  The  ques- 
.  tion  was  whether  a  river  wholly  within  one  State  could  be  an  interstate 
stream,  and  they  held  that  if  there  was  continuous  transportation  from 
State  to  State,  or  to  a  foreign  country  over  that  stream,  it  was  interstate 
commerce. 

Mr.  GouDY.  They  required  a  vessel  to  take  out  a  license.  It  was  a 
question  whether,  in  engaging  in  interstate  business,  they  were  required 
to  take  out  a  license  or  not,  and  it  was  held  that  they  must  take  out  the 
license. 

Senator  HiscoCK.  Your  single  point  wou\A  Xmj^  \Jtv«A,  i^x  \X\s^  ^'^l^t»  viL 
making  jnst  ratea  on  interstate  commerce,  tV\^  l^^Oiex^  ^o^^^tk^^^x* 
woaJd  hare  the  power  to  regulate  the  rate^  ou  Aoiii^»t»\^  Q«tDxa«c«fe* 
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Mr.  GouDY.  Yes,  sir. 

Seoator  HiscocK.  And  that  is  the  only  ground  for  it. 

Mr.  OoUDY.  Yes,  sir ;  and  to  establish  nniform,  permanent,  and  Jnst 
regnlatious  in  other  respects. 

Senator  HiscocK.  You  want  Congress  to  say  to  the  individual  •*  We 
will  tell  yon  what  you  shall  charge  on  your  domestic  traffic  for  the  pur- 
pose of  maintaining  a  just  tarifif  as  to  interstate  business. "  When  you 
say  that  in  reference  to  transportation,  why  can  you  not  carry  it  a  great 
deal  further  ? 

Mr.  GouDY.  I  think  the  principle  which  applies  would  have  to  be 
enforced  whenever  the  public  interest  demanded  it. 

Senator  HisoocK.  Do  yon  carry  your  doctrine  to  the  extent  of  say 
ing,  practically,  in  reference  to  interstate  or  foreign  commerce,  that  the 
Government  may  fix  the  price! 

Mr.  GouDY.  Yes,  sir ;  if  any  government  can  do  it. 

Senator  HisoooK.  It  seems  to  me  that  the  logic  of  your  argument  is 
that,  in  reference  to  foreign  commerce  you  would  carry  it  to  the  extent 
of  saying  that  the  price  might  be  fixed  by  the  Government.  I  under- 
stand, rather  inferentially,  from  what  you  have  said  that  your  idea  in 
reference  to  inter^^tate  commerce — ^take  the  Iowa  case  you  have  cited — is 
that  the  State  had  not  the  power  under  the  police  regulations  to  pre- 
vent the  sale  of  the  liquor;  do  you  go  to  that  extent? 

Mr.  GouDY.  Yes,  sir. 

Senator  HiscooK.  Now,  when  you  go  to  that  extent  you  practically 
give  Congress  the  right  to  regulate  the  market.  Does  not  this  question 
come  in  there  to  some  extent,  that  whenever  ownership  in  the  property 
is  acquired  by  an  individual  in  a  State,  that  individual  being  the  sub- 
ject of  that  State,  domiciled  in  that  State,  the  police  regulation  takes 
hold  of  him,  if  you  please,  and  says  what  he  shall  do.  It  simply  says 
to  him  :  **  You  have  a  right  to  bring  liquor  into  this  State ;  you  have*  a 
right  to  keep  it  here ;  you  can  nse  it  yourself,  and  even  when  it  comes 
down  to  the  question  of  disposing  of  it,  to  the  question  of  what  you  do 
with  it,  we  do  not  interfere  with  that ;  but  we  have  the  right  to  say  you 
shall  not  commit  a  crime  in  connection  with  it."  In  Iowa  the  selling  of 
liquor  is  a  crime.  The  jurisdiction  it  takes  is  over  the  subject  of  the 
State, 

Mr.  GouDY.  Yon  mean  the  person. 

Senator  HiscoGK.  I  mean  the  subject,  the  person.  It  is  he  the  law 
regulates.  It  is  u()on  him  the  license  is  imposed  rather  than  upon  the 
goods^  which  are  the  subject  of  interstate  commerce.  It  seems  to  me 
there  is  a  line  there. 

Mr.  GouDY.  I  ihink  there  is. 

Senator  HisooGK.  I  think  the  same  point  I  suggested  a  moment  ago 
comes  in  on  this  question  of  interstate  commerce  and  State  commerce, 
that  one  has  to  go  a  little  further  than  I,  as  a  Republican  and  a  Fed- 
eralist, am  willing  to  go. 

Mr.  GouDY.  I  do  not  think  our  Southern  friends  have  any  right  to  com- 
]>lain  of  the  Supreme  Court  of  the  United  States.  They  have  gone 
fnrther  to  sustain  State's  rights,  barring  only  the  ri^ht  to  sece<le,  than 
any  other  court  ever  did.  They  have  sustained  State's  rights  in  every 
case  where  there  was  an  opportunity,  audit  is  a  Republican  court,  too, 

The  Chairman.  The  whole  point,  as  I  understand  you,  is  that  where, 

in  the  judgment  of  Congress  in  the  first  place,  it  becomes  necessary,  in 

oj'der  to  properly  regulate  interstate  commerce  under  the  Constitution, 

to  a/so  regulate  State  comvuete^,Ajo\\^t^%  \\^  Wi^V^wer^  in  order  to 

regal  Ate  in  terstate  commerc^^,  to  t^ft\\\aX,t6  ^\»x«v  eftmrnvst^  v«.  ^isscsx 
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Mr.  GouDY.  I  think  so;  aud  I  thiuk  the  Supreme  Oourfc  of  the  United 
States  woald  not  inquire  into  the  conclusions  of  Congress  as  to  the  facts. 

They  so  held  in  regard  to  the  oleomargarine  act  of  Pennsylvania. 
They  held  that  they  woald  not  inquire  into  the  propriety  of  the  act  of 
the  Legislature.  The  Legislature  passed  an  act  prohibiting:  the  sale  of 
all  articles  made  from  any  ingredient  except  milk  or  cream,  and  it  was 
claimed,  in  that  case,  that  oleomargarine  was  healthy,  etc.,  and  pi*oof 
was  offered  to  show  that ;  but  the  court  held  that  the  action  of  the  Leg- 
islatai*e  and  its  judgment  as  to  the  remedy  were  conclusive. 

The  Chairman,  The  court  would  not  go  into  the  question  of  fact  at 
aU. 

Mr.  GouDY.  No,  sir. 

THE  CONSTITUTIONAL  PBOVISIONS  AS  TO  OOMMEBOE. 

« 

Senator  Habris.  Would  your  theory  be  changed  if  the  language  of 
the  Constitution  had  stopped  with  the  simple  declaration  that  Congress 
shall  have  i»ower  to  regulate  commerce  t  It  appears  in  the  Oonsli- 
tntion  that — 

Congress  shall  have  power  to  regulate  commerce  with  the  foreign  nations,  and 
among  the  sev(.*ral  States,  aud  with  the  Indian  tribes. 

Mr.  GouDY.  Yes,  sir.  My  position  is  that  the  construction  would  be 
the  same  if  all  after  the  word  ** commerce"  were  eliminated  from  it; 
provided  that  circumstances  are  such  as  to  require  the  regulation  of 
all  commerce  in  order  to  regulate  that  specified  in  the  Constitution. 

Senator  Hisoock.  On  the  line  of  Senator  Harris's  question,  it  is  not 
eliminated  fh)m  it,  but  the  words  are  there,  and  the  question  is 
whether  it  is  not  an  express  limitation. 

Mr.  GoUDY.  It  is  nothing  else  than  a  grant  of  an  express  power, 
and  with  that  goes  tbe  implied  authority  to  do  whatever  is  necessary 
to  give  it  lull  effect. 

Senator  UiscocK.  I  do  not  put  it  on  the  ground  of  a  grant.  I  want 
it  distinctly  understood  that  I  believe  in  the  legal-tender  decision.    • 

STATEMENT  OF  EBWAED  T.  JEFFEET. 

Mr.  Edwaed  r.  Jeffeby,  general  manager  oc  the  Illinois  Central 
Bail  way  Company,  appeared. 

The  Chairman.  What  is  your  business,  Mr..  Jeflfery  t 

Mr.  Jeffeby.  I  am  general  manager  of  the  Illinois  Central  Bailway 
Company. 

The  Chairman.  Where  do  you  live  f 

Mr.  Jbffery.  In  Chicago. 

The  Chairman.  Yon  have  a  copy  of  the  resolution,  aqd  you  have 
noticed  through  the  newspapers  that  we  have  been  pursuing  an  inves- 
tigation under  it.  Will  you  be  kind  enough  to  go  on  and  state  your 
views  and  lay  before  us  any  facts  that  may  be  in  your  possession  in 
reference  to  the  subject  matter  before  us  I 

Mr.  Jefpery.  In  reference  to  the  first  branch  of  the  subject,  Mr. 
Chairman  and  gentlemen,  ^*  What  is  the  effect  of  Canadian  competition 
on  American  railroads  and  American  commerce,"  it  is  proper  for  me  to 
state  that  the  road  I  represent  is  mainly  a  north  aud  south  railroad^e^^- 
tending  from  Chicago  to  Now  Orleans,  and  XU^st^^ot^  \^  \vft\>  wnss^  "Oc^aX* 
feels  directlj  the  effect  of  that  competiUon.    Vxv  ^omvaaw  '^VCa.  ^'Owst 
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railroad  manaprers  who  uo  doabt'  have  expressed  their  views  fully  and 
clearly  bofore  yoa  heretofore,  and  perhaps  better  than  I  can  do,  I  believe 
that  the  same  restrictions  ought  to  be  thrown  around  foreign  railroads 
engaged  in  similar  traffic  in  the  United  States  a«  are  thrown  aronnd 
17nite4l  States  carriers.  It  is  a  self-evident  proposition  and  also  one 
borne  out  by  the  facts  and  the  evidence  that  you  have  had  before  yoa 
heretofore,  that  the  Canadian  lines  can  and  do  affect  materially  the 
traffic  of  the  West  and  I^orthwest — particularly  of  the  Northwest, 

The  United  States  i-ailroads  are  held  under  the  interstate  commerce 
law  to  certain  lines  of  action.  The  restrictions  that  are  thrown  upon 
the  United  States  railroads  are  such  that  these  i^ailroads,  as  a  general 
thing,  do  not  complain  seriously  of  them,  provided  their  competitors, 
who  apparently  have  been  free  from  such  restrictions,  arc  held  up  to 
the  law  and  are  required  to  abide  by  it 

THE  INTERSTATE  COMMERCE  LAW. 

Tn  my  opinion  if  the  interstate  commerce  law  and  the  various  opinions 
of  the  Interstate  Commerce  Commission  under  that  law  are  proper 
things  for  the  government  of  the  United  States  railroads  and  United 
States  traffic — if  they  are  desirable  things  to  have  in  this  country— 
they  are  equally  desirable  and  ought  to  be  made  applicable  t^p  the  Cana- 
dian railroads.  If,  on  the  other  hand,  the  Canadian  railroa^ls  find  it  to 
their  advantage  and  to  the  advantage  of  Canada  not  to  have  these 
legislative  restrictions,  it  seems  to  me  it  would  be  equally  clear  as  a 
proposition  that  such  restrictions  and  such  legislation  are  not  good  for 
the  United  States  roads. 

!N"ow,  personally,  I  will  say  right  here  that  I  am  one  of  the  railway 
managers  who  believe  in  the  interstate  commerce  law  and  its  enforce* 
ment.  I  believe  in  a  strict  compliance  with  it.  I  believe  in  the  en- 
forcement of  the  penalties  that  go  with  the  violation  of  that  law  as  it 
now  stands. 

With  these  views  you  readily  see  that  1  could  not  express  myself 
differently  from  what  I  have  done  in  reference  to  similar  legislative  re- 
strictions on  Canadian  and  other  foreign  roads  that  enter  into  compe- 
tition with  American  railways.  When  I  say  American  railways  I  mean, 
of  course,  the  railways  of  the  United  States. 

The  very  fact  that  the  Canadian  railways  can  and  do  affect  traffic 
npon  United  States  lines,  and  the  very  fact  that  they,  as  carriers,  can  and 
doaffectthecommerce  of  the  United  States,  svs  well  as  the  traffic,  and  the 
very  fact  that  they  can  carry  outof  the  United  States  for  export  through 
Canadian  ports  commerce  that  ought  be  held  to  the  United  States  and 
passed  through  United  States  ports,  is  evidence  to  my  mind  that  there 
ought  to  be  the  same  restrictions  upon  foreign  or  Canadian  roads  as 
upon  the  United  States  railroads. 

How  that  is  to  be  brought  about  I  am  neither  lawyer  nor  statesman 
enough  to  suggest;  but  it  would  appear  to  my  mind,  from  what  practical 
experience  I  have  had  in  railroad  matters,  and  from  what  I  have  had  to 
do  with  business  matters  generally,  that  if  it  be  shown  that  foreign 
railroads  do  not  conform  to  the  requirements  of  United  States  legisla- 
tion in  respect  to  carriers,  then  by  treaty  with  Canada  there  can  be 
obtained  in  Canada  legislation  for  carriers  and  the  government  of  them 
similar  to  that  which  obtains  in  the  United  States,  affixing  by  Canadian 
laws  the  snme  penalties  to  violations  of  it  as  existing  law  in  the  United 
States  imposes  upon  cam^TO,  au^ '\m\>^^\\i?,  tsAl t\iQ  obligations  through 
Canadian  law  upon  Oaixaydiaw  caitt\ei^  \Xx^\>  ^^t^  Vt^A^^  ^x  xa.^  Vid^  vol 
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fatare  imposed  upon  United  Stafes  carriers  by  United  States  laws  and 
throQgh  United  States  conrts. 

THE  BSaULATION  OF  COMMERCE. 

With  your  permission  I  would  like  to  say  a  few  words  in  reference  to 
a  branch  of  the  sabject  on  whieh  Jndge  Oondy  dwelt  at  some  length. 

The  Chairman.  Certainly. 

Mr.  Jeffbry.  I  will  ifttdo  so  fh)m  the  legal  stand-point,  because,  as 
you  must  know,  I  am  not  a  lawyer,  but  from  the  practical  stand-point. 

I  have  been  conversant  for  some  time  past  with  the  views  entertained 
by  Jndge  Goudy  in  reference  to  the  desirability  of  having  the  General 
Government  assume  control  as  to  rates,  and  in  some  other  resi>ects,  of 
all  traffic  carried  by  rail. 

The  Chairman.  You  mean  assume  power  of  regulation? 

Mr.  Jeffert.  Yes,  sir. 

Senator  Harris.  You  mean  exercise  the  same  power  as  to  State  com- 
merce as  it  exercises  over  interstate  commerce  f 

Mr.  Jeffert.  Yes,  sir.  Being  familiar  with  Judge  Goudy 's  views 
I  have  naturally  given  some  thought  to  the  subject.  The  consideration 
of  it,  and  the  experience  I  have  had  in  traffic  matters,  convince  me  that 
it  is  practically  impossible  for  the  Government  to  regulate  interstate 
carriers,  and  interstate  traffic,  and  decide  upon  the  reasonableness  and 
otherwise  of  interstate  rates,  and  the  propriety  and  otherwise  of  regu- 
lations as  to  interstate  traffic,  unless  there  be  at  the  same  time  consid- 
eration given — great  consideration  given— to  the  so- called  domestic 
traffic  of  the  States. 

The  system  of  railroad  that  I  represent  traverses  nine  States  and  one 
Territory.  It  has  to  deal  with  three  or  four  railroad  commissions.  It 
has  to  deal  with  three  or  four  codes  of  laws  in  reference  to  carriers.  It 
finds  sets  of  rules  established  in  one  State  entirely  different  from  the 
rules  established  by  commissioners  in  the  other  States  upon  the  same 
articles.  It  finds  in  some  respects  police  powers  undertaken  by  the  one 
State  through  which  it  may  run  that  are  the  opposite  of  those  assumed 
by  other  States  through  which  it  runs. 

The  net-work  of  railroads  in  this  country  is  so  interwoven,  so  com* 
prehensive,  that  it  is  to-day  almost  impossible  to  materially  change  the 
rates  on  any  100  miles  of  railway  without  affecting  the  rates  on  all  other 
railways  within  a  large  scope  of  adjacent  territory.  It  is  impossible 
to-day  on  certain  commodities  to  change  the  rates  between  Chicago,  St. 
Paul,  and  Minneapolis  without  affecting  the  rates  between  Chicago  and 
Sioux  City,  Iowa;  between  Chicago  and  Omaha;  between  Chicago  and 
Kansas  City ;  between  Kansas  City  and  St  Louis,  and  between  Kinsas 
City  and  Memphis,  and  then  through  the  southeastern  States,  and 
probably  into  the  lower  Mississippi  Valley  as  far  as  the  Gulf. 

To  illustrate  this  let  me  mention  that  a  rate  may  be  made  on  pack- 
ing-house  products  from  St.  Paul,  Minn.,  to  Chicago,  which  might  be 
afSrmed  a  reasonable  rate,  as  it  might  be  a  lower  rate  than  formerly  and 
would  be  called  a  reasonable  rate  by  the  Interstate  Commerce  Commis- 
sion, or  the  courts.  That  rate,  if  made,  will  at  once  affect  the  standing 
of  the  makers  of  products  in  Sioux  City  packiug-hoases.  The  carriers 
between  Sioux  City  and  Chicago  would  be  compelled  to  reduce  rates 
ft  order  to  meet  the  competition  from  the  St.  Paul  packing-houses  to 
Chicago  and  through  Chicago  beyond  to  the  seaboard.  A.x^<k\v<iNSft\^\scik.^^ 
at  Sioux  City  will  at  once  affect  Omalia  aiid  a  eoTTCa^WL<^\i^"t^A»rfOka^ 
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will  then  have  to  be  made  to  Chicago  and  thence  to  St.  Louis.  At  osoe 
the  Kansas  City  packers  are  affected.  A  similar  redactioa  most  be 
made  from  Kansas  City  to  Ciiicago  and  to  St.  Loais.  Then  Memphis, 
being  a  gateway  not  only  to  the  southeastern  States,  bat  also  to  the 
Atlantic  seaboard,  must  have  a  similar  redaction  to  and  through  that 
l)lace,  apd  hence  the  effect  of  a  Tate  made,  as  I  have  already  stated,  in 
the  Northwest  would  be  felt  down  in  the.  lower  Mississippi  Valley  and 
through  to  tbe  eastern  Atlantic  seaboard. 

Again,  to  reverse  tbe  train  of  reasoning,  a^hange  in  Tates  may  be 
made  from  Kansas  City  to  Memphis  on  packing-house  products.  At 
once  lines  from  Kansas  City  to  St.  Louis  and  Kansas  City  to  Chicago 
are  placed  at  a  disadvantage,  and  so  are  the  packing-house  proprietors 
of  Chicago  as  against  Kansas  City.  Therefore  the  same  coarse  must 
be  pursued  as  to  reducing  correspondingly,  or  else  give  Kansas  City, 
of  course,  an  advantage  over,  all  others,  and  the  same  coarse  muat  be 
pursued  of  reducing  rates  from  Kansas  City  to  St.  Loais,  Kansas  City 
to  Chicago,  Omaha  to  Chicago,  Sioux  City  to  Chicago,  and  St.  Paid  to 
Chicago.  And  then,  in  order  that  Chicago  packers  may  hold  their  su- 
premacy— l  will  not  say  supremacy,  but  that  they  jna^'  stand  on  an 
equal  basis — rates  must  be  made  correspondingly  to  all  points  fnm 
Chicago  packing-houses  with  those  from  the  other  points  I  have  enu- 
merated. 

You  will  therefore  see  that  it  is  within  the  province  of  a  railroad  350 
or  400  miles  long  to  disturb  the  rates  on  that  one  commodity  through- 
out the  entire  United  States.  It  could  be  narrowed  down  and  demon- 
strated that  a  railroad  J 00  miles  long,  located  exclusively  within  thd 
borders  of  a  State,  or  a  State  railroad,  so  called,  could  affect  materially 
the  rates  on  interstate  traffic  throughout  a  wide  scope  of  coantry. 

It  therefore  strikes  me  as  a  practical  proposition  to  say  that  a  rail- 
road engaged  nearly  wholly  in  the  carriage  of  State  trafOic,  domestic 
traffic,  if  you  please  to  call  it,  of  the  State,  can  so  affect  rates  and  rales 
and  regulations  of  interstate  carriers  as  to  bring  aboat  the  results  I 
have  outlined.  It  can,  of  course,  and  does  affect  the  operaiions  of  the 
interstate  commerce  law  and  the  Commissioners  appointed  nnder  that 
law.  If  this  State  railroad  can  and  does  have  this  effect,  then  it  mast 
be  taken  into  consideration  as  a  factor  in  commercial  or  traffic  legisla- 
'tion,  and  it  would  be  impossible,  in  my  opinion,  to  obtain  stability  in 
rates  and  to  properly  carry  out  the  intentions  of  the  interstate  law  and 
to  center  the  benefits  the  interstate  law  was  intended  to  confer  nnless 
the  traffic  and  the  carrier  could  be  brought  within  its  scope. 

As  to  the  Federal  powers  I  have  nothing  to  say ;  you  are  thoroughly 
conversant  with  that  part  of  the  subject.  But  as  a  practical  railroad 
man  I  desire  to  emphasize  the  points  I  have  drawn  out. 

COMPETITION  OF  THE  OANADIAN  PACIFIC. 

The  Chairman.  Does  your  road  have  any  business  connections  with 
the  Grand  Trunk  Railroad  of  Canada  t 

Mr.  Jeffery.  Ko,  sir ;  only  with  the  Chicago  and  Grand  Trunk. 

The  Chairman.  Which  leads  to  the  Grand  Trunk  of  Canada? 

Mr.  Jeffery.  Yes,  sir. 

The  Chairman.  Do  you  do  a  very  large  amount  of  business  with  the 
Chicago  and  Grand  Trunk,  sufficient  to  determine  in  year  own  mifld 
whether  they  are  really  obeying  the  interstate  commerce  law  t 

Mr.  Jeffery.  1  have  no  VL\iO'w\^^^'e^  qt  fex^«t\Kw*A  on  that  subject. 

The  Chairman.  Wbat  effect \v«A\Xi^C»^^^\^\i^wsi^^ 
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with  the  '^  Soo  line,"  which  has  been  spoken  of  here  l>y  Mr.  Goady,  on 
the  American  roads  f 

Mr.  Jeffebt.  It  alQfects  principally  the  roads  to  St.  Panl  and  Min- 
neapolis and  in  the  territory  west,  northwest,  and  southwest  of  those 
points,  and  in  affecting  them  it  affects  the  roads  and  traffic  through 
Chicago  and  other  commercial  centers. 

The  Ohaibman.  You  have  a  line  now  to  St.  Paul,  I  believe? 

Mr.  Jeffeby.  Oar  line  is  within  110  miles  of  St.  Paul. 

The  Ohaibman.  Yon  are  on  the  road  to  St.  Paul  T 

Mr.  Jei^feby.  Tes,  sir ;  we  are  pointing  \n  that  direction,  but  it  may 
be  some  years  before  we  arrive  at  our  destination. 

The  Chaibhan.  Where  does  your  road  stop  now  T 

Mr.  Jeffeby.  At  the  Minnesota  State  line,  about  100  miles  west  of 
the  Mississippi  iiiver,  and  110  miles  west  of  St  Paul. 

The  Ohaibman.  You  do  not  mean  at  Sioux  Oity  t 

Mr.  Jeffeby.  No,  sir ;  we  stop  at  a  station  called  Lyle. 

The  (Jhaibman.  How  far  is  that  from  Sioux  Oity  t 

Mr.  Jeffeby.  About  90  miles  north  on  an  east  and  west  lino  passing 
through  Sioux  Oity,  and  225  miles  east  on  a  north  iind  south  line  pass- 
ing through  Sioux  City. 

The  Ohaibman.  Do  yon  find  that  your  traffic  from  that  end  of  the 
line  is  in  any  way  affected  by  the  opening  of  the  ^'Soo  line,"  connecting 
with  the  Oanadian  Pacific! 

Mr.  Jeffeby.  Yes,  sir.  Lower  rates  through  to  St.  Paul  from  the 
Atlantic  sea-board  enable  St.  Paul  and  Minneapolis  merchants  to  ship 
d6wn  into  Iowa,  in  the  territory  heretofore  occupied  by  the  shippers 
of  Sioux  Oity,  and  it  interferes  with  the  coipmerce  of  Sioux  Oity  and 
all  other  commercial  centers  in  northern  Iowa. 

The  Ohaibman.  So  that  the  ^'  Soo  line,"  in  conjunction  with  the  Oana 
dian  Pacific,  is  now  getting  goods  all  the  way  from  Boston,  for  instance, 
to  St.  Paul,  and  down  the  road  from  S^.  Paul  to  Sioux  Oity  at  cheaper 
rates  than  you  can  send  them  direct  from  Ohicago  by  your  own  line! 

Mr.  Jeffeby.  Yes,  sir;  and  there  is  no  way  by  which  we  can  pre- 
vent it  ui>on  our  500  miles  of  railroad,  except  by  reducing  the  rates 
probably  from  20  to  33}  per  cent,  below  what  they  now  are. 

The  Ohaibman.  They  can  haul  freight  so  much  farther — it  is  400 
miles  to  St  Paul,  I  believe  T 

Mr.  Jeffeby.  Yes,  sir. 

The  Ohaibman.  And  then,  150  or  200  miles  from  St.  Paul  to  Sioux 
Oity ^ 

Mr.  Jeffeby.  About  330  miles. 

The  Ohaibman.  Three  hundred  and  thirty  miles — they  can  haul  freight 
that  much  farther  at  a  less  rate  than  you  can  haul  it  the  shorter  dis- 
tance t 

Mr.  Jeffeby.  Yes,  sir. 

The  Ohaibman.  Do  they  go  through  Ohicago  to  get  to  St.  PaulT 

Mr.  Jeffeby.  I  think  they  come  into  St.  Paul  and  Minneapolis  from 
the  East  over  the  '^Soo  line,"  so  called,  or  the  South  Shore  and  Atlantic, 
or  by  vessel  to  Duluth,  and  then  by  the  short-rail  line  to  St.  Paul  or 
MiuneafK>lis. 

The  Ohaibman.  Is  it  the  Oanadian  roads  or  is  it  the  water  which 
enables  the  Oanadian  Pacific  to  supply  Sioux  Oity  in  this  roundabout 
way  iustead  of  your  rokd,  which  has  a  straight  linef 

Mr.  Jeffeby.  Both. 

The  Ohaibman.  Why  should  the  Oanadxan  to«tOL^\i^^V\^\ft  V.^'«»»j^'«^\» 
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goods  from  Boston  to  St.  Paal  cheaper  than  you  can  lraD8i>ort  them  from 
Boston  through  by  Chicago  and  on  a  straight  line  west  f 

Mr.  Jeffert.  I  could  not  say  as  to  that.  I  suppose  probably  thes«e 
new  roads  have  done  as  a  great  many  new  roads  do,  herald  their  open- 
ing and  advertise  themselves  by  excessively  low  rates,  for  the  purpose 
of  obtaining  prestige  and  building  up  traffic.  Our  line  has  been  in 
operation  for  thirty  or  forty  years,  and  we  are  conservative,  and  we  find 
it  difficult  to  get  through  a  year's  labors  and  make  fair  profits  for  Ibe 
owners. 

The  Chairman.  So  you  think  you  are  carrying  freight  from  Chicago 
to  Sioux  City  as  cheaply  as  you  ought  tof 

Mt.  Jeffery.  To  illustrate,  I  would  say  that  our  railroad  of  000 
miles  in  Iowa,  which  has  no  fictitious  capital  about  it  at  all,  earned,  over 
and  above  its  interest  charges  last  year,  about  $39,000. 

Senator  Harris.  You  mean  over  and  above  fixed  charges  and  oper- 
ating expenses! 

Mr.  Jeffery.  Yes,  sir;  over  and  above  its  fixed  charges,  its  intftest, 
etc.,  about  $39,000. 

The  Chairman.  That  much  was  left  with  which  to  pay  dividends? 

Mr.  Jeffery.  Yes,  sir. 

The  Chairman.  How  much  i>er  cent,  was  paid  in  dividends! 

Mr.  Jeffery.  One  half  of  1  per  cent.,  and  if  we  should  meet  the 
reductions  which  are  now  apparent  to  every  one  as  being  necessary  in 
order  to  hold  the  business  which  is  being  diverted  by  the  northern 
routes  it  would  wipe  out  that  amount  of  money  and  three  or  four  times 
as  much  more.  That  600  miles  of  road  in  Iowa  would  be  compelled  to 
deiault  in  its  interest  charges  unless  money  was  taken  out  of  the  Illi- 
nois Central  treasury  to  make  up  the  deficiency. 

The  Chairman.  If  the  "  Soo"  road  were  not  in  existence,  would  it  not 
be  true  that  the  water  transportation  would  still  produce  pretty  nearly, 
if  not  exactly,  the  same  result! 

Mr.  Jeffery.  It  could,  but  it  is  quite  probable  that  arrangements  or 
an  understanding  could  be  had  with  the  water  carriers  which  would  pre- 
vent their  introducing  such  rates  as  would  make  it  uuremunerative  to 
the  rail  carriers  to  compete  with  them. 

The  Chairman.  You  think  you  could  make  arrangements  with  the 
water  carriers  more  easily  than  you  can  with  the  rail  carriers  ! 

Mr.  Jeffery.  No;  I  do  not  wish  to  be  understood  as  saying  that, 
but  it  would  seem  to  me  that  if  the  element  of  foreign  rail  carriage  were 
eliminated,  with  the  large  interests  in  the  Lake  Superior  lines  which 
the  United  States  rail  carriers  have,  there  could  be  an  understanding 
reached  with  those  water  carriers  on  Lake  Superior. 

The  Chairman.  You  say  if  these  foreign  lines  were  eliminated.  Yon 
do  not  mean  to  say  by  that  that  you  would  cut  them  off  entirely  from 
doing  business  in  this  country  ! 

Mr.  Jeffery.  I  meant  if  they  were  not  in  existence ;  if  they  had  not 
been  constructed. 

The  Chairman.  They  are  in  existence,  however,  and  the  question 
this  committee  is  here  to  investigate  and  inquire  into  is  whether  any- 
thing is  necessary  to  be  done  to  ])lace  them  upon  the  same  footing  and 
under  the  same  regulations  as  you  are  under. 

Mr.  Jeffery.  I  would  refer  you  to  the  remarks  I  made  upon  first 
appearing  before  this  committee,  which  were  to  the  effect  that  all  ibreign 
rail  carriers  should  be  held  to  as  strict  a  conformity  with  the  interstate- 
commerce  law  and  all  otTaer¥^^^t%\\^^vj^^XAftx?k.^jv&^\<^tUe  United  States 
earners,  and  if  it  be  uecessaT^  V\i  otvV^t  v.o\st\w^  \[Xi^\.  ^^w!^\*^\iaw^i5.^ 
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treaty  with  the  Canadian  Government  to  that  effect  it  oaght  to  be^ 
undertaken  and  negotiated. 

The  Chairman.  Or,  if  it  can  be  done  by  legislation,  yon  woald  be 
satisfied  with  that  t 

Mr.  Jbffert.  Oh,  yes  5  but  I  should  think  it  would  be  a  broader  view 
to  take  of  it  to  negotiate  by  treaty  with  Canada  for  legislation  on  its 
part  as  to  its  rail  carriers  who  are  in  competition  with  United  States  rail 
carriers,  so  that  the  Canadian  railroads  would  bo  held  to  the  same  tc- 
strictions  in  Canada  as  are  the  lines  in  tbe  United  States — the  same 
penalties  attached  to  violations  of  the  law  in  one  case  as  the  other. 

The  Chairman.  All  you  desire  is  that  by  some  means  they'  shall  be 
placed  under  the  same  regulations  as  are  the  United  States  roads  t 

Mr.  Jeffery.  Yea,  sir. 

The  Chairman.  And  if  that  were  done  you  would  be  satisfied  to  take 
your  chances  in  competition  with  the  Canadian  roads  t 

Mr.  Jeffery.  Yes,  sir.  I  do  not  think  it  would  be  wise  or  just  to 
arbitrarily  shut  off  the  Canadian  railroads  unless  they  ignored  the 
United  States  law  when  in  competition  with  the  United  States  road. 

BATES  UNDEB  THE  INTERSTATE- COMMERCE  LAW. 

Senator  Harris.  I  want  to  ask  you  one  question  a  little  off  of  the 
direct  question  under  investigation.  As  a  railroad  man  I  want  to  ask 
yon  if  through  ^tes  have  increased  or  diminished  since  the  interstate 
commerce  act  went  into  operation  t 

Mr.  Jeffery.  I  think  they  have  diminished.  Senator. 

Senator  Harris.  And  how  has  it  been  with  respect  to  local  rates ; 
have  they  increased  or  diminished  t 

Mr.  Jeffeby.  Generally,  they  have  diminished. 

Senator  Harris.  Have  locaj  rates  diminished  more  than  through 
rates  t 

Mr.  Jeffeby.  In  some  sections  of  the  country  they  have  been  dimin- 
ished materially  more  than  through  rates.  Let  me  illustrate :  When 
the  interstate-commerce  law  beciime  effective  the  rates  at  variogs  junc- 
tion points  in  the  interior  of  Illinois,  on  grain,  to  the  Atlantic  sea- 
board were  higher  than  they  are  now.  The  rates  from  those  same 
junction  points  to  Chicago,  which  would  be  considered  local  rates,  being 
purely  in  the  State,  were  higher  than  they  are  now.  I  believe  that 
within  a  circuit  of  150  miles  of  Chicago  the  rates  on  grain  from  these 
junction  points  referred  to  have  been  reduced  between  30  and  40  per 
cent,  in  two  years. 

The  Chaibman.  From  those  junction  points  to  the  Eastern  sea-board  t 

Mr.  Jeffery.  Yes,  sir ;  both  for  home  consumption  and  for  export. 

Senator  Harris.  That  is  all. 

Mr.  Jeffery.  I  might  add  in  replying  to  the  question  of  Senator 
Harris  that  the  effect  of  the  law  has  been  very  burdensome  upon  the 
Illinois  roads  in  the  loss  of  revenue  which  it  has  entailed  upon  them 
within  the  last  two  years. 

The  Chairman.  The  roads  have  carried  the  burden,  though,  and  sur- 
vived. 

Mr.  Jeffery.  Some  have  and  some  have  found  it  very  difficult  to 
breathe ;  it  is  the  survival  of  the  fittest. 

The  Chairman.  You  have  survived  so  far. 

At  3  o'clock  and  40  minutes  p.  m.  the  committee  adjourned  uutAl 
Monday,  July  15, 1889,  at  10  o'clock  a,  m. 
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Ghioago,  III.,  Ju^  15, 1889. 
The  committee  met  at  10  o'clock  a.  m.,  pursaant  to  ai^oarument. 

8TATEMEHT  OF  0.  F.  8I0HE. 

Mr.  O.  F.  Stone,  represeuting  the  committee  of  the  Ghicago  Board  of 
Trade,  appeared. 

The  Chairman.  What  is  yoar  relation  to  the  Board  of  Trade  of  this 
city  f 

Mr.  Stone.  I  am  secretary. 

The  Chairman.  You  represent  the  riews  of  the  committee  appointed 
by  the  Board  of  Trade,  do  you  t 

VIEWS  OV  THE  GHIOAaO  BOARD  OP  TRADE  OOlSOCITTBE. 

Mr.  Stone.  Yes,  sir.  I  do.  I  am  also  a  member  of  the  speciid  com- 
mittee of  the  Chicago  Board  of  Trade.  We  make  the  following  an- 
swers to  your  circular : 

Chicago,  July  15, 1889. 
Hon.  Shelby  M.  Cullom, 

Oliairman  Interstate  Commerce  Committee^  JJ.  S.  Senate  : 

Sir:  Complying  with  the  request  made  in  your  communication  of 
the  10th  inst.,  the  Chicago  Board  of  Trade  appointed  the  undersigned 
as  a  committee  to  meet  your  honorable  body,  and  to-make  sniswer  to 
the  question  submitted  under  the  resolution  of  inquiry  adopted  by  the 
U,  S.  Senate,  directed  to  the  Committee  on  Interstate  Commerce. 

In  addition  to  the  condensed  replies  hereta  attached,  the  members 
present  will  endeavor  to  answer  any  question  which  it  may  please  your 
body  to  propound  to  them ;  and,  if  desired,  will  orally  submit  in  detail 
their  views  upon  the  general  subject  of  tbe  relations  existing  between 
the  United  States  and  Canada,  in  so  far  as  they  affect  the  commercial 
and  transportation  interests  of  this  country. 

First  interrogatory.  Do  the  Canadian  lines  of  transportation  opera- 
ting in  the  United  States  affect  the  commercial  interests  of  this  coantry 
favorably  or  unfavorably  f 

Answer.  Favorably. 

Second  interrogatory.  In  what  manner  do  they  afifect  such  Interests, 
and  to  what  extent! 

Answer.  First — By  their  effect  in  smashing  iniquitous  and  scandal- 
ous pools  and  agreements  at  times  existing  between  the  Michigan  Cen- 
tral, Michigan  Southern,  and  Pennsylvania  Bailways,  by  which  unjust 
and  unreasonable  rates  were  exacted  on  Western  products  from  Chicago 
to  the  sea-board  previous  to  the  entrance  of  the  so-called  Canadian 
lines  into  this  city.  For  facts  and  figures  on  this  point,  see  special 
report  of  Chicago  Board  of  Trade  of  February,  1876,  herewith  ap- 
pended. 

Second — By  the  equalization  of  freights  on  all  Western  products  to 
numerous  ix)ints  in  New  England,  where  previously  American  railway 
lines  charged  and  exacted  severe  and  unjust*  arbitraries,  averaging 
from  5  to  25  cents  per  cental  over  rates  to  Boston  and  other  sea- board 
points,  which,  under  the  competition  of  Canadian  lines,  have  been  en- 
tirely discontinued. 

Third — ^The  Grand  Trunk  system  of  railway  was  the  pioneer  in  the 
dressed -beef  traffic,  which  it  commenced  and  fostered  years  ago,  while 
tk/^  New  York  Central  and  Y^Tv\i^:j\^a\i\^«^^\«a»a.u^  the  ship- 

ment of  drossed  beef  and  iavot^  \Xx^  ^\x\\vmwiV»  ^'i\\N^^«k\««i^>5a.^\»\feftir 
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traoBportation  at^nd  Btock-yard  revenoes  might  be  augmented,  to  the 
detriment  of  the  cattle  producing  and  beef  consuming  public. 

Third  interrogatory.  Is  traffic  originating  in  the  United  States,  and 
which  would  naturally  be  carried  over  American  lines,  diverted  from 
them  to  Canadian  lines ;  and,  if  so,  to  what  extent  and  by  what  nteansf 

Answer.  Traffic  originating  in  the  United  States  and  which  would 
naturally  be  carried  over  American  liues  has  not,  in  the  opinion  of  this 
committee,  been  diverted  to  Canadian  lines,  only  in  so  far  as  the  latter 
have  offered  greater  facilities  for  the  safe  and  quick  carriage  of  |>erish- 
able  and  other  property  to  eastern  points  and  for  export.  The  Canadian 
lines  were  among  the  first  to  build  and  T>x)erate  transfer  elevators  here  for 
the  preservation  of  identity  and  the  weighing  of  grain  iu*hopper  scAles, 
as  required  by  the  law  of  this  State  (a  c^py  of  which  is  hereto  annexed), 
and  which  law  is  now  openly  defied  by  some  of  the  American  lines  cen- 
tering here.  The  Canadian  lines  have  won  the  larger  share  of  this 
business  from  the  West^by  such  and  kindred  measures,  and  by  uni- 
formly just  and  equitable  treatment  of  th^r  patrons,  and  not  by  any 
favoritism  to  one  shipper  over  another,  as  evinced  by  the  popular  re- 
gard that  is  had  for  these  lines  so  universally  by  the  merchants  of  this 
and  other  Western  cities. 

Fourth  interrogatory.  Do  you  consider  any  additional  legislation  ex- 
pedient or  desirable  for  the  regulation  of  the  commerce  carri^  on  by  rail- 
road or  water  routes  between  the  United  States  and  Canada  ?  If  so, 
what  measure  would  yon  suggest! 

Answer.  We  do  not  consider  any  additional  legislation  necessary. 
Ko  further  restrictions  upon  commerce  between  the  United  States  and 
Canada  by  the  water  routes  should  be  tolerated,  but  this  committee 
would  recommend  the  enforcement  of  the  interstate-commerce  act,  and 
such  laws  as  pertain  to  the  bonded  regulation  of  the  United  States 
products,  passing  over  the  great  commei'cial  highways  of  Canada,  as 
will  allow  such  products  to  pass  untrammeled  in  the  future  as  in  the 
past. 

The  adoption  of  any  legislative  measures  calculated  to  restrict  the 
transportation  facilitiesnow  enjoyed  by  the  farmers,  cotton  growers,  and 
cattle  raisers  of  the  West  and  Southwest,  would,  in  the  opinion  of  this 
committee,  bury  in  impenetrable  oblivion  the  political  party  that  ac- 
complished it.  The  West  would  act  as  one  man,  and  be  aided  and 
abetted  by  the  iudependent  voter  of  New  England  in  the  furtherance 
of  such  desirable  obsequies. 

Fifth  interrogatory.  Is  any  legislation  necessary  with  respect  to  the 
operations  of  the  Canadian  lines  of  transportation  in  order  to  promote 
the  enforcement  of  the  interstate  commerce  act  ?  If  so,  what  would  you 
suggest! 

Answer.  We  do  not  consider  any  additional  legislation  necessary  for 
the  regulation  of  commerce  carried  on  by  rail  betiveen  the  United  States 
and  Canada;  but  would  suggest  that  all  connecting  lines  of  Canadian 
railways  within  the  United  States,  as  well  as  all  United  States  railways, 
be  held  to  a  strict  compliance  with  the  provisions  of  the  interstate  com- 
merce law ;  and  this  committee  would  further  suggest  that  additional 
legislation  is  needed  which  will  make  it  unlawful  for  railway  corpora- 
tions to  combine  for  the  formation  of  railway  associations  like  the  Trunk 
Line,  Central  Traffic,  Southwestern,  and  Interstate  Commerce  Railway 
Associations,  or  railway  trusts  of  any  form  or  nature,  believing,  as  we 
do,  that  such  associations  tend  to  destroy  competition,  and  to  ov)^o^<^ 
or  evade  the  enforcement  of  the  interstate  com\n^tvi^\w«^^\v^vix^^^\xv 
mental  to  the  commercial  interests  of  thvB  country. 
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Statistical  information  bearing  upon  the  subject-matter  of  thisr^wrt 
is  herewith  sabmitted. 

SUPPLEMENTAL  STATISTICAL  REPORT. 
*  • 

We  have  the  honor  to  present  the  following  statistical  statements 
with  reference  to  and  in  support  of  the  condensed  answers  already  sab 
mitted  in  the  formal  report  of  the  Chicago  Board  of  Trade. 

As  to  the  second  interrogatory,  and  in  support  of  the  second  answer 
of  said  interrogatory,  we  wish  to  call  the  attention  of  your  honorable 
committee  to  the  rate  charged  by, railroads  running  wholly  through  the 
United  States,  on  grain  and  flour,  from  Chicago  to  Springfield  and  Bo6- 
toij,  Mass.,  and  Nashua,  N.  H.,  in  the  winter  of  J 867-8,  which  was  85 
cents  per  cental;  the  arbitraries  charged  from  these  junction  jwinta 
named  to  points  in  Maine,  New  Hampshire,  and  Vermont  ranged  from 
10  to  25  cents  per  cental.  The  last-named  rate  applied  from  Nashua, 
N,  H.,  to  Newport,  Vt.,  making  the  through  rate  from  Chicago  to  New- 
port, Vt.,  $1.10  per  cental. 

The  present  tariff— Chicago  to  Newport,  Vt. — on  like  commo<lities, 
via  the  Canadian  railways,  is  25  cents  per  cental,  and  while  we  do  not 
claim  that  all  this  reduction  has  been  caused  by  Canadian  railways,  we 
do  claim  that  Canadian  railways-  have  eradicated  all  arbitraries  and 
giveu  practically  to  all  the  territory  north  of  the  Boston  and  Albany 
Railway  in  New  England,  rates  equal  with  Boston  to  and  from  the 
West. 

In  support  of  the  third  answer  of  the  said  second  interrogatory,  we 
wish  to  call  your  attention  to  one  of  the  largest  industries  of  Chicago, 
viz,  the  dressed-beef  trade,  and  show  the  tonnage  east- bound  as  car- 
ried by  the  Central  Traffic  associated  roads,  as  tabulated  by  them  for 
the  period  as  below  stated. 

For  the  year  1887,  total  tonnage  dressed  beef,  354,802  tons^  carried  as 
follows : 

Poreent 

ByC.  &G.  T.  R'y 47.1 

By  M.  C.R.R a« 

By  L.S.&M.  8.R\y * 17.8 

ByP.,F.  W.  &C.R\v. a7 

ByCSt.L.&P.R.R 9.0 

By  B.&O.R.R 3.3 

By  N.  Y.  C.  &  St. L.  R'y 5.9 

For  the  year  1888,  total  dressed  beef  tonnage,  351,441  tons,  carrie<l  as 
follows : 

Per  <»]it. 

C.&G.T.R'y 2a4 

M.C.R.R 17.1 

L.8.«feM.S.R.R 17.0 

P.,  F.  W.  &  C.  R'y 10.6 

C.,St.L.&P.R»y 13.3 

B.&O.R.R 2.3 

N.  Y.  C.  &  St.  L.  R'y 11.3 

For  six  months  ending  June  30, 1889,  total  tonnage  dressed  beef, 
172,966  tons,  carried  as  follows : 

Percent 

C  &G.T.RV 40.0 

M.C.R.R 19^ 

ji- ^^- &  M.  8.  R'y ::::::::   13:9 

P.F.W.&C.R'y 7  6 

C.,St.L.&  P.R»y "*"       is'g 

B.&o.R\v ....: :::••    5.0 

2^.y.C.<fcSt.L.»'y -^- VO 
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In  explanation,  tbe  reason  for  the'large  falling  off  in  tbe  Chioagoand 
Grand  Trunk  Railway  percentage  carried,  from  il.l  in  1887,  to  28.4  per 
cent,  in  1888,  which  was  caused  by  a  war  of  rates  made  by  ^he  New  York 
Central  and  Pennsylvania  systems,  to  deprive  the  Grand  Trunk  system 
or  railway  of  a  business  which  it  had  fostered  and  protected  from  its 
infancy. 

In  support  of  the  answer  to  the  third  interrogatory,  the  tabulated 
sUitemenis  of  the  Central  Traffic  associated  roads  from  Chicago  in  the 
distribution  of  the  tonnage  carried  for  the  year  188S,  show  that  the  total 
tonnage  carrie<l  by  them  from  Chicago  to  \N'ew  England  was  491,993 
tons  of  dead  freight*  (dressed  beef  not  included),  carried  as  follows: 

Per  cent. 
C.&G.T.R»y 40.06 

L.S.&M.S.R'y ^ 19.84 

N.  Y.  C.  &  St.  L.  K»y 6.26 

C.,St.L.&P.R'y 4.07 

P.,F.  W.  &C.  R'y -^..        8.51 

B.  &0.  R'y 74 

Total 100.00 

Carried  by  connections  of  Canadian  roads : 

C.  &G.  T.  R»y 40.06 

M.  C.  R.R 20.52 

Total 60.58 

Carried  by  connections  of  American  Trunk  lines,  39.42.  per  cent. 

From  November  1, 1888,  to  April  1,  1889,  the. New  England  dead 
freight  tonnage  (dressed  beef  not  included)  of  these  same  roads  was 
291,662  tons,  carried  as  follows : 

Per  cent 

C.&G.T.  R'y : 46.95 

M.  C.  R.  R 20.02 

L.  S.  &M.  8.  R'y 15.99 

N.  Y.  C.&St.L.  R'y 5.43 

CSt.L.  &P.  R.R 3.31 

P.,  F.  W.  &C.  R'y 8.15 

B.  &  O.  R.  R 0.15 

Total 100.00 

Carried  by  connections  of  Canadian  railways : 

C.  &G.  T.  R'y 46.95  • 

M.C.  R.  R 20.02 

Total  .-..^ , 66.97 

Carried  by  connections  of  American  Trnnk  lines,  33.03  per  cent. 

.  Again,  in  support  of  the  second  clause  of  the  answer  to  tbe  fourth 
interrogatory,  we  wish  to  call  your  attention  to  the  total  shipments  by 
water  from  the  port  of  Chicago,  of  corn  and  oats,  for  the  years  1887  and 
1888,  and  the  six  months  ending  June  30, 1889,  and  at  the  same  time 
to  show  what  percentage  of  such  shipments  was  carried  on  American 
vessels  to  Canadian  ppl-ts,  on  Georgian  Bay  and  the  St.  Clair  Eiver, 
and  thence  forwarded  under  the  United  States  customs  '<  in  transit 
bonded  system"  over  Canadian  territory  and  back  into  the  States. 

Total  water  eblpments  from  Chicago  for  1887 :  Corn,  38,710,856  bushels ;  oata^ 
10,215,112  bnshels. 

Shipped  throii*;h  Canadian  ports  in  tranait:  Com,  4,^J«a,Q\\>ixJA\w\^>  wtV^Sfc  \«t 
cent. ;  oats,  3,230,96/  hashela,  or  31.63  per  cent. 
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For  1888,  total  water  shipments:  Cora,  47,759,708  bushels ;  oats,  13,764,336  basbeh. 

Shipped  throogh  Canadian  ports  in  transit:  Com,  3,845,931  btishels,  or  8.05  per 
cent. ;  oats,  2,652,721  bushels,  or  19.26  per  cent. 

For  six  months  ending  June  30, 18H9,  total  water  shipments :  Com,  23,385,580 bush- 
els :  oats,  9,798,599  bushels. 

Snipped  through  Canadian  ports  in  transit:  Corn,  2,307,786  bushels,  or  9.^. per 
cent. ;  oats,  2,693, 151  bushels,  or  27.49  per  cent. 

We  have  not  for  the  years  1887  and  1888  any  statistics  to  show  the 
number  of  American  vessels  employed  to  transport  the  amount  carried 
in  transit  to  Canadian  i)orts,  but  for  the  six  months  ending  June  30, 1889, 
the  in  transit  grain  carried  to  Canadian  ports  was  traus))orted  on  181 
American  vessels.  You  will  readily  see  that  from  the  amountcarried  (hej 
are  of  the  smaller  class  of  lake  vessels,  and  while  they  are  well  adapted 
to  the  Georgian  Bay  trade,  they  can  not  snccessfully  comi)ete  with  the 
larger  lake  craft  in  the  Lake  Erie  trade,  and  we  wish  to  impress  upon 
the  minds  of  your  honorable  committee  that  any  legislation  by  Congress 
which  abrogates  the  present  '^  in  transit  bonded  system"  will  most  ef- 
fectually tie  up  to  the  dock,  to  lie  there  and  rot,  every  American  vessel 
engaged  in  this  Georgian  Bay  trade,  and  turn  over  the  tonr<ige  they 
now  enjoy  to  the  steam-ship  lines  running  in  connection  with  aid  prac- 
tically owned  by  the  New  York  Central,  Erie,  and  Pennsylvania  Bail- 
ways. 

A.  M.  Weight,  W,  J.  Pope, 

Geo.  Clabk,  E.  O.  Setmoub, 

E.  J.  Martyn,  K  T.  Wright, 

H.  J.  Coon,  H.  F.  Dousman, 

J.  0.  Hately,  6.  F.  Stone, 

G.  M.  How,  W.  T.  Ba£eb. 

the  ILLINOIS  LAW  IN  RELATION  TO  HOPPER  SOALES. 

The  law  of  the  State  of  Illinois  relating  to  hopper  scales,  referred  to 
in  the  report  of  the  Board  of  Trade,  is  as  follows : 

Segtiok  1.  Beit  enacted  hy  the  people  of  ike  SUUeof  niinoiSj  repreeenied  im  ike  getuMi 
Maemblyf  That  in  all  counties  of  the  third  class,  and  iu  all  <?ities  having  not  leas  tb»n 
50,000  inhabitants,  where  bulk  grain,  millstuffs,  or  seeds  are  delivered  by  anj  rail- 
road transporting  the  same  from  iuitial  points  to  another  road  for  transportation 
to  other  points,  such  road  or  roads  receiving  the  same  for  transportation  to  said  points 
or  other  connections  leading  thereto,  shall  provide  suitable  appliances  forimloading, 
weighing,  and  transferring  such  property  from  one  car  to  another  without  mixing  or 
in  any  way  changing  the  identity  of  the  property  so  transferred,  and  such  property 
shall  be  accurately  weighed  iu  suitably  covered  liopper  scales,  which  will  determine 
the  actual  net  weight  of  the  entire  contents  of  any  car-load  of  grain,  niillstofis,  or 
seeds  at  a  single  draft,  without  gross  or  tare,  and  which  weights  shall  always  be 
given  in  the  receipts  or  bills  of  lading  and  used  as  the  basis  of  any  freight  contracts 
affecting  such  shipments  between  such  railroad  companies  and  tite  owners,  agents, 
or  shipper  of  such  grain,  millstufiis,  or  seeds  so  transported  and  transferred. 

8eo.  a.  The  practice  of  loading  grain,  milb)tuffs,  or  seeds  into  foreign  or  oonnf^cting- 
line  cars  at  the  initial  point  from  which  the  grain,  inillstuffs,  or  seeds  are  originaJly 
shipped,  or  the  running  of  the  original  car  through  without  transfer,  afaall  not  relieve 
the  railrood  making  contract  to  transport  the  same  to  its  destipation  or  conneotioo 
leading  thereto  from  weighing  and  transferring  such  property  in  the  manner  afore- 
said, unless  the  shipper,  owner,  or  agent  of  such  grain,  millstuffit,  or  seeds  shall  other- 
wise order  or  direct. 

Skc.  3.  Any  railroad  company  neglecting  or  refusing  io  complv  promptly  with  any 
and  all  of  the  requirements  of  either  sections  I  or  2  or  this  act  shall  be  liable  in  dam- 
ages to  the  party  interested,  to  be  recovered  by  the  party  damaged  in  an  action  of 
assumpsit,  and  such  party  may  proceed  by  mandamus  against  any  railroad  company 
so  refusing  or  neglecting  to  somply  with  the  requirements  of  this  act ;  and  ii  the 
abippeVf  owner,  or  agent  of  ar  y  such  grain,  millstnffs,  or  seeds  shall  fail  ornegloet  to 
proceed  by  mandamus,  \t  shau  t\iekii\)<^  v\i^  \^x^  ol  v\\«  ^oivlroad  and  warehouse  com- 
m/ssionera  of  this  State,  upon  comi^VWiuX.  o^  \Xi«k  ^^xVj  at  ^^\N:v»i\\i\«st^\wi^  to  proceed 
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against  tbe  railroad  failing  or  refasing  to  comply  with  the  {urovisioDS  of  this  act;  and 
i£  tbe  powers  heretofore  conferred  by  law  upon  the  board  of  railroad  and  warehouse 
commissioners  of  this  State  shall  be  applicable  in  tbe  conduct  of  any  legal  proceed- 
ing commenced  by  snch  commissioners  under  this  act. 

Ssc.  4.  Any  railroad  company  so  refasing  or  neglecting  as  aforesaid,  shall  be  liable 
to  a  penalty  of  not  less  than  $100  nor  more  than  $500  for  each  neglect  or  refusal  as 
aforesaid,  to  be  recovered  in  an  action  of  assumpsit  in  the  name  of  the  people  of  the  • 
State  of  Illinois  for  the  nso  of  the  county  in  which  snch  act  or  acts  of  neglect  or  re- 
fusal shall  occur,  and  it  rihall  be  the  duty  of  the .  railroad  and  warehouse  comous- 
sioners  to  cause  prosecutions  Ibr  such  penalties  to  be  instituted  and  prosecuted. 

The  Ohaibman.  The  pa'rport  of  the  paper  read,  as  I  gather  it,  ia  aa 
expression  of  satisfaction  with  the  present  condition  of  affairs,  and  an 
argument  to  show  the  reason  why  matters  should  remain  as  they  aret 

Mr.  Stone.  Yes,  Sir. 

The  Ohaibman.  Do  yon  wish  tb  submit  any  statements  in  relation  to 
the  subject  under  investigation  f  . 

Mr.  Stone.  I  submit  a  report  of  the  Chicago  Board  of  Trade  under 
date  of  February  7, 1876. 

BAILBOAB  DISCRIMINATIONS  AGAINST  CHICAGO. 

The  report  is  as  follows : 

2b  the  President  and  Directors  of  the  Board  of  Trade  of  Chicago : 

Gbntlkmen  :  The  nndersignedi  a  committee  appointed  in  response  to  a  petition 
signed  by  the  members  of  Chicago  Board  of  Trade,  and  intrusted  with  investi- 
gating the  alleged  railroad  discriminations  against  Chicago  as  a  shipping  point,  have 
the  honor  to  submit  herewith  a  report  of  their  work : 

Tour  committee  have  held  almost  daily  meetings  during  the  past  month,  and  al 
fourteen  of  these  sessions  have  had  before  chem  gentlemen  representing  various  ship- 
ping and  railroad  interests,  and  have  taken  a  mass  of  testimony  covering  several 
hundred  pages.  This  has  been  accomplished,  it  should  be  said,  in  the  face  of  a  gen- 
eral apathy  among  the  shippers  on  acconnt  of  their  failure  to  realize  the  critical 
character  of  the  situation,  and  in  spite  of  the  disinclination  of  many  of  the  railroad 
men  to  afford  an  insight  into  their  business.  -  It  wonld  be  folly  to  encumber  yoni:- 
selves,  tbe  Board  Of  Trade,  or  the  public,  with  a  transcription  of  this  testimony  and 
vsopies  of  the  letters  in  onr  possession  bearing  upon  the  subject.  We  have  deter- 
mined, therefore,  to  present  to  yon  an  epitome  of  the  information  we  have  collected* 
merely  premising  that  all  of  the  statements  made  in  this  report  are  fully  sustained 
by  tbe  testimony  of  competent  and  trustworthy  witnesses,  and  by  documentary  evi- 
dence that  can  be  produced  if  desired. 

It  is  as  well  to  say,  at  the  very  outset,  that  our  investigation  has  confirmed  the 
most  serious  rumors  that  have  prevailed  regarding  the  deliberate  and  systematic  dis- 
crimination against  the  shipping  interests  of  Chicago.  We  have  found  actual  cases 
of  discrimination  which  exceed  in  injustice  the  reports  which  we  were  at  first  inclined 
to  regard  as  exaggerated.  In  presenting  but  a  meager  idea  of  the  injustice  which 
the  Eastern  trunk  lines  have  combined  to  do  Chicago,  we  desire  to  impress  upon 
every  man  whose  coqimercial  interests  are  in  any  way  identical  with  the  prosperity 
and  progress  of  this  city  that  this  combination  is  the  most  serious  blow  ever  aimed  at 
the  business  of  Chicago,  and  it  must  be  met  with  a  prompt  and  determined  reslstanee 
on  all  sides  unless  we  wonld  succumb  to  it.  It  is  probable  that  the  annnal  report  of 
the  secretary  of  the  Board  of  Trade  will  indicate  a  large  increase  in  the  volume  of 
the  mercantile  transactions,  a  continued  growth  of  the  manufacturing  interests,  an 
enlargement  of  the  Inmber  trade,  and  an  improvement  in  the  amonfit  of  business  gen- 
erally. It  also  shows  that  the  grain  trade  of  the  last  year  was  something  more  than 
15,000,000  bushels  less  than  that  of  the  preceding  year.  If  this  were  the  rule  through  - 
out  the  country  it  might  be  attributed  to  the  partial  failure  of  the  corn  crop  of  lb74 
in  the  sections  tributary  to  Chicago,  and  to  the  hard  times.  But,  turning  elsewhere, 
we  find  that  Baltimore,  Philadelphia,  Cincinnati,  Toledo,  Cleveland,  Indianapolis, 
Milwaukee,  Peoria,  and  other  cities,  have  either  increased  the  volume  of  their  grain 
business,  or,  at  least,  maintained  it  by  comparison  with  former  years.  This  cir- 
cumstance is  nnavoidably  significant  of  the  fact  that  Chicago  is  losiug  its  advantages 
as  a  distribn ting  center,  and  the  loss  can  be  readily  traced,  in  large  part,  to  the  dis- 
crirainating  policy  of  the  eastward -bound  railroads. 

Tour  committee  also  desire,  before  entering  into  the  details  of  tViv^  ^\«l5^\\\fi^\v'o^lvcl% 
jwlicy,  to  impress  upon  the  general  mercantile  pn\A\Q  tXioAi  i)^  \w\i«t^«\»  "vV^  «»Si'^^> 
each  in  its  own  way,  a  fall  share  of  the  miBfoTtnTied  lioiii  t^^b  uiyoAXXo^^asjtwi.  ^iwvs^r 
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plained  of,  and  that  they  should  be  equally  concerned  with  those  branches  of  trade 
more  particularly  represented  on  this  board  in  entering  a  protest  and  providing 
a  remedy.     The  effect  on  the  lumber  interest  is  too  obvious  to  reqoire  comment, 
but  the  merchants  generally  may  close  their  eyes  to  the  fact  tb&t  the  loss  of  everj 
car-load  of  grain  to  this  city  is  at  the  same  time  a  loss  of  a  proportionate  sale  and 
shipment  of  merchandise.    As  in  earlier  times  aud  in  rural  districts  the  farmer  took 
his  supplies  from  the  town  where  he  hauled  his  wagon-load  of  grain,  and  purchased 
where  he  had  sold ;  so  also  when  the  traffic  is  earned  on  by  steam  on  a  lai^er  sailt. 
The  same  disposition  that  prompts  certain  railroads  to  make  more  favoniole  rates 
for  the  shipment  of  grain  to  the  sea-board  from  other  competing  points  than  from 
Chicago  will  prompt  them  to  fix  more  favorable  rates  in  return.     Freights  west- 
ward will  always  follow  the  discrimination  of  the  eastward  flights,  with  the  ad- 
ditional advantage  for  the  favored  cities  that  the  railroads  will  rather  drawback 
their  cars  laden  than  emptj^.    If  the  products  of  the  Northwest  must  find  a  market 
other  than  Chicago,  then  it  is  certain  that  the  cities  to  which  this  trade  is  diverted 
will  alsto  sell  the  suppliesj  the  dry  goods,  the  agricultural  implements,  the  groeeries, 
the  dressed  lumber^  and  the  manufactured  articles  of  all  kinds  which  the  farmeiB 
want  in  exchange  tor  their  grain.    The  merchants  of  the  favored  cities  will  not  be 
slow  to  recognize  their  advantages  and  build  qnon  them.    They  will  sell  where  the 
Chicago  merchants  have  been  in  the  habit  of  seUing,  and  they  will  be  able,  with  the 
help  of  the  railroads,  to  make  better  prices  at  the  point  of  delivery  without  aoj 
sacrifice  on  their  own  part.    Both  interest  and  convenience  dictate  this  reciprocitj 
in  trade,  and  it  is  on  this  account  that  the  entire  mercantile  community  should  join 
with  the  ji[rain,  produce,  and  live-stock  interests  in  demanding  a  correction  of  the 
abuses  which  we  have  considered. 

Having  thus  endeavored  to  arouse  the  attention  of  all  the  business  classes  of  Chi- 
cago to  the  importance  of  the  matter  in  hand,  we  will  proceed  as  briefly  as  possible 
to  set  forth  the  character  of  the  discrimination  practiced  against  Chicago. 

We  have  found  three  distinct  classes  of  railroads  in  tteir  bearing  to  this  question, 
and  they  may  be  described  as  follows : 

(1)  The  ''pool"  railroads,  or  those  which  have  fixed  an  arbitrary  and  unvarying 
rate  from  Chicago  eastward.  Those  which  have  entered  into  an  agreement  to  **  pooP 
their  earnings  on  this  basis  are  the  Michigan  Central,the  Michigan  Southern,  and  tbe 
Pittsburgh  and  Fort  Wayne  roads.  But  the  Baltimore  and  Ohio,  though  not  pooling, 
have  agreed  to  abide  by  the  same  policy.  The  three  former  are  aided  and  abetteo, 
when  not  entirely  controlled,  by  their  eastern  connections,  viz :  the  New  York  C^- 
tral,  the  Pennsylvania  Central,  aud  the  Erie  Railroads. 

(2)  The  "bankrupt"  roads,  so  called  because  they  are  all  either  in  the  hands  of  re- 
ceivers, in  defauH  of  interest,  or  on  the  verge  of  bankriiptcy.  These  are  the  compar- 
atively short  roads  running  east  and  west,  and  noith  and  south,  tapping  the  State  in 
various  parts  and  the  Illinois  railroads  at  different  points.  We  include  such  roads  aa 
the  Toledo,  Wabash  and  Western:  Toledo,  Peoria  and  Warsaw ;  Indianapolis,  Bloom- 
ington  and  Western ;  Rockford,  Rock  Island  and  St.  Louis ;  Oilman  and  Springfield, 
etc. 

(3)  The  roads  that  may  be  called  *' independent,"  to  distinguish  them  from  tbe 
others,  which  are  not  permitted  to  pro-rate  with  their  eastern  connections  at  Chicaf^o 
on  terms  that  enable  them  to  compete  with  the  **  bankrupt''  roads.  These  are  the 
Illinois  Central,  Chicago  and  Alton,  Chicago  and  Rock  Island,  the  Burlington  and 
Qnincy,  and  the  Chicago  and  North- Western.  The  interest  of  these  roads  is  origin- 
ally identical  with  that  of  Chicago  as  their  principal  terminus. 

Now,  the  burden  of  Chicago's  complaint  is  that  the  *^  pool"  roads,  under  the  man- 
agement of  certain  eastern  railroad  kings,  have  formed  a  combination  against  Chi- 
cago, and  leave  what  we  have  called  the  **  independent"  roads  powerless  to  compete 
JTor  business  reached  by  the  "  bankrupt"  lines.  This  is  a  grave  charge ;  but  it  seems 
to  be  fully  sustained  by  the  facts.  Tne  evidence  of  it  is  to  be  found  in  the  persistent 
discrimination  recounted  further  on.  The  reason  for  it,  we  think,  lies  in  the  fact  that 
the  Baltimore  and  Ohio  and  the  Pennsylvania  Companies  conceive  It  to  be  in  their  in- 
terest to  divert  the  carrying  trade  to  the  south  of  Chicago,  and  hope  and  believe  that, 
once  directed  in  that  channel,  they  will  secure  a  larger  proportion  of  the  business 
than  heretofore.  A  careful  survey  of  the  map,  with  their  various  railroad  connec- 
tions, will  reveal  this  project.  That  the  New  York  Central  has  loaned  itself  to  this 
scheme  by  consenting  to  the  arbitrary  and  fixed  rate  from  Chicago  which  renders  it 
possible  can  only  be  accounted  for  either  because  it  entered  into  the  agreement  with 
a  single  view  to  increase  rates  from  Chicago,  and  without  estimating  the  ultimate 
purpose  uf  diverting  tbe  trade,  or  because  it  is  content  with  the  assurance  of  all  the 
Now  England  business,  whether  it  comes  from  Chicago  or  points  to  the  south  and  west 
of  Chicago.    In  any  case  the  effect  is  the  same. 

The  operation  of  the  policy  of  discrimination  is  as  follows:  The  rat-c  is  fixed  from 
CbicAgo  to  New  York  at  45  centa^t  100  i^ounds  on  grain,  and  to  New  England  points 
at  50  cantSf  and  from  th*i8tbeTe\^iiONw\«A.\oTi'w\i^\«M«t.  ^\i\>^^%\i^t>bat  freight  can 
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he  ahipped  from  nearly  all  points  north  and  sonth  of  Chicago  on  an  equal  mileage  for 
from  5  t>u  10  cents  per  100  poands  less  than  from  this  city.  We  fina  that  the  same 
rate  from  Chicago  is  fixed  tor  Milwankee,  85  miles  farther,  which  makes  the  rate  of 
freight  only  41  cents  from  Chicago  on  Milwankee  business.  We  find  that  the  rate 
from  Indianapolis,  which  is  about  as  much  less  than  the  distance  from  Chicago  as 
Milwankee  is  moie,  is  from  5  to  7  cents  less  than  the  Chicago  rate.  We  find  that  freight 
is  taken  from  points  sonth,  southwest,  north,  and  northwest  of  Chicago,  and  carried  a 
long  distance  around  Chicago  to  reach  the  sea-board,  at  a  lower  rate  than  it  can  be 
brought  through  Chicago  on  almost  an  air-line.  We  find  that  these  disori  mi  nations 
are  worked  out  against  Chicago  principally  in  two  wa^s,  viz :  ^ 

(1)  By  an  insidious  system  of  rebate,  whereby  a  difference  of  from  5  to  10  cents  per 
100  pounds  is  refunded  to  shippers  from  points  south  and  southeast  of  Chicago, 
while  no  rebate  or  concession  whatever  is  allowed  to  Chicago  shippers. 

(2)  There  is  a  deceptive  and  vicious  habit  of  "  underbilling  "  tolerated  and  even  en- 
couraged by  certain  railroads  from  pointsother  thanChicago  which  is  neither  permitted 
nor  desired  in  Chicago.  An  instance  has  been  reported  to  us  of  the  shipment  of  com 
from  interior  points  to  an  eastern  city,  in  which,  during  an  entire  month,  there  was 
an  average  "underbilling,"  or  over-w6ight,of  :i6  bushels  to  the  oar-load,  which  alone 
would  make  a  difference  of  about  8  cents  per  100  pounds  in  the  through  rate. 

The  answer  which  the  eastern  "  pool  **  lines  make  when  these  complaints  are  broogh  t 
to  their  attention  is,  that  the  ''  cutting  "  of  rates  is  done  by  the  ^*  bankrupt "  lines,  ' 
which  are  struggling  for  mere  existence,  and  that  they  can  not  compete  with  such 
desperate  fellows,  xet  it  seems  Uf  be  well  established  that  they  pro-rate  with  these 
"bankrupt"  lines,  and  the  difference  in  rate  is  sometimes  so  great  that  it  seems  im- 
possible that  the  "bankrupt"  lines  should  sustain  all  the  "  cutting,"  unless  they  are 
in  a  condition  to  pay  a  premium  for  hauling  freight.  But  if  bankruptcy  in  railroads 
means  the  squeezing  out  of  watered  stock,  and  the  willingness  to  do  business  on  abasis 
that  will  earn  a  fair  interest  on  the  actual  capital  invested,  then  it  is  a  "consumma- 
tion devoutly  to  be  wished ; "  and,  as  the  bankrupt  lines  seem  to  be  doing  a  better 
business  than  ever  before,  paying  their  salaries  and  working  out  of  their  difficulties, 
perhaps  it  would  be  well  for  roads  not  bankrupt  to  imitate  their  policy  before  arriving 
at  that  condition. 

The  general  superintendent  of- one  of  the  leading  western  railways  centering  here 
stated  to  your  committee  that  "  the  effect  ot  the  arbitrary  rate  made  by  the  pooled 
lines  eAt  from  Chicago  had  been  to  entirely  stop  the  grain  trade  of  his  road  with 
Chicago,  except  a  very  little  that  his  line  was  hauling  here.  At  many  crossed  points 
on  his  road  southwest  of  Chicago  they  could  not  move  grain  at  all,  as  it  was  going 
east  and  northeast  around  Chicago  at  Chicago  rates.  His  line  was  hauling  grain 
from  local  points  on  his  road  to  the  crossed  points  at  high  local  rates. " 

When  asked  to  give  his  opinion,  as  a  railway  official  of  large  and  practical  experi- 
ence, suggesting  a  remedy  £>r  our  situation,  he  replied : 

"  You  have^  right  not  only  to  ask,  bat  to  demand,  of  the  managers  of  these  pooled 
lines  that  they  protect  you ;  that  they  shouild  not  permit  lower  rates,  relatively,  oast 
from  Milwaukee.  St.  Louis,  Peoria,  Indianapolis,  etc.,  than  from  Chicago ;  and  that 
they  could  nbt  close  the  doors  here  until  they  had  closed  them  there  also." 

The  general  manager  of  another  of  our  longest  and  most  important  railways  particu- 
larlv  committed  to  Chicago's  best  interests  stated  "  that  at  points  in  Illinois  where 
his  line  was  crossed,  and  from  his  intermediate  stations,  grain  was  being  drawn  into 
the  current  of  the  cheap  eastern  rates  prevalent  immediately  south  of  us,  notwith- 
standing his  local  rated  to  these  cross  roads  were  maintained  at  high  figures  while  his 
rates  to  Chicago  were  at  bare  cost  of  transportation. "  His  criticism  of  the  manage- 
ment of  the  arbitrary  pooled  lines  was  similar  to  that  just  quoted  as  to  the  injustice 
of  their  accepting  a  pro  rata  from  their  connections  south  and  southwest  of  us  rela- 
tively much  less  than  insisted  upon  on  business  originating  in  Chicago.  He  said  also 
that  "he  could  not  nnderstand  the  line  of  policy  which  would  enable  these  pooled 
lines  to  go  85  miles  north  of  here  and  carry  freight  at  a  lesser  rate  than  they  are 
willing  to  carry  it  from  Chicago." 

Beferrin^  to  his  earnest  desire  to  bring  property  to  Chicago,  and  the  causes  of  his 
nnsuccessral  efforts  in  this  direction,  he  said : 

"  We  are  in  this  position.  Our  general  freight  agent  has  asked  these  pooled  lines 
leading  from  here  east:  Will  you  let  ns  come  in  and  compete  for  this  (Illinois)  busi- 
ness, and  pro-rate  it  through — l(^ring  it  through  f  They  say :  We  can  not ;  here  are 
our  rates:  we  can  not  violate  them." 

In  speaking  of  his  own  line,  he  said : 

''  We  can  not  haul  it  125  to  150  miles  to  Chicago  for  nothing.    We  control  over  700 
miles  of  railway  in  splendid  condition,  with  an  equipment  or4,000  to  5,000  cars,  and 
can  haul  property  as  cheaplv  as  anybody,  and  yet  we  brought  in  the  past  twenty- 
four  hours  Just  14  cars  of  gram,  all  told,  to  Chicago.    We  feel  t.Vi«A>  \>«k  m\A\»  ^^\^V 
ter  than  that  or  else  go  to  the  wall." 
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Tbese  arc  the  ut  teranceeof  the  genoral  manager  of  agreat  heretofore  dividcnd-iiayiii; 
railway,  whose  fame  is  world-wide,  and  whoHe  resoarces  of  traffic  have  boen  regarded 
lit)  weli-uigh  incxhfiiistiblo.  His  lines  center  here,  and  that  the  reieutlesH  grip  of  the 
pool  luanagerM  is  felt  by  his  railway  company  his  declarations  too  paiufnlly  attesit 

The  general  freight  agent  of  still  another  great  railway  company,  controlling  mors 
miles  of  roads  and  with  perhaps  greater  property  interents  hero  than  any  rnilwAj 
company  in  the  West,  said,  with  reference  to  bringiag  floor,  grain,  etc.,  here  from 
local  points  on  his  road,  for  shipment  east : 

''Our  feeling  has  been  since  the  combination  (of  the  eastern  lines),  after  remon- 
strating with  them  and  showing  them  that  a  large  proportion  of  this  bnsiness  wu 
going  that  way  (via  Milwaukeo),  that  we  could  jast  stand  and  take  (suffer)  it  as  loog 
as  they  could ;  that  we  would  not  deviate)  from  our  position  and  policy  iu  regard  to 
that.  The  rates  were  the  same  to  Milwaukee  as  to  Chicago  at  all  times  over  bis  iinet. 
We  have  said  to  the^e  eastern  «entlemen.  If  you  will  make  as  the  same  rate  on  floor, 
etc.,  from  Chicago,  that  is  inaffe  from  Milwaukeo  by  the  Detroit  and  Mil  wankee  Rail- 
way, you  can  have  this  business.    They  refused  to  do  it.'' 

He  said  further,  with  reference  to  his  efforts  to  bring  business  here,  or  throagli 
here,  for  the  East,  as  to  eastern  lines : 

''I  don't  ask  any  eastern  lino  for  anything ;  to  be  frank  aboot  it,  I  have  told  them 
so.    I  have  exhausted  myself  on  them ;  I  don't  choose  any  more  to  ask  thorn  for  help ; 
*I  have  got  through.    If  there  is  any  business  I  want,  I  mast  take  it  without  coosiilt- 
Ang  them,  because  I  have  not  been  able  to  jsret  any  concession  out  of  thorn.'* 

We  will  now  proceed  to  give  some  specific  instances  of  the  discriminations  prae- 
ticed  against  Chicago  at  various  points  which  will  serve  to  illnstrate  the  whole 
soheme. 

MILWAUKEE,  WIS. 

Grain  from  Milwaukee  i»  being  shipped,  via  Detroit  and  Milwaukee  Railway,  to 
New  York  at  37^  cents  per  hundred  and  flour  at  75  cents  per  barrel,  while  the  ratet 
on  like  propert}^  from- Chicago  are  45  cents  per  hundred  and  90  cents  per  barrel. 

The  pooled  lines  leading  east  from  Chicago  are  taking  business  from  Milwaukee 
through  Chicago  at  same  rates  as  from  Chicago,  paying  the  Chicago  and  Northwest- 
ern or  the  Milwaukee  and  St.  Paul  Railway  Company  an  **  arbitrary"  of  4  cents  per 
hundred  on  grain  and  8  cents  per  barrel  on  flonr,  for  the  hanl  of  85  mtles  that  Mil- 
waukee is  further  distant  via  these  Ifues  to  the  seaboard,  thus  accepting  a  net  rat« 
of  41  cents  per  hundred  on  grain  and  8;^  cents  per  barrel  on  flour  from  Milwaukee, 
while  tbey  steadfastly  refuse  to  haul  like  property  from  Chicago  at  less  than  45cent4 
and  90  cents,  respectively. 

This  system  applies  to  other  property  than  flour  and  grain,  and  to  all  other  termi- 
nal pointa  cant.  Large  amounts  of  flour  have  been  sold  iu  Chicago  recently  and 
shipped  cast  (from  Chicago)  via  Milwaukee,  and  the  freight  between  the  two  mar- 
kets has  necessarily  boon  deducted  from  the  price  (at  Chicago)  in  order  to  equalise 
values. 

The  product  of  many  mills,  making  thousands  of  barrels  of  flonr  monthly,  that 
usually  has,  and  naturally  would,  come  to  Chicago,  has  been  diverted  to  Milwaukee 
because  of  the  lower  ate  of  freight  to  the  East  prevailing  there.  The  extra  tax  of 
15  cents  per  barrel,  imposed  at  Chicago  b^  the  pooled  lines,  above  the  Milwaukee 
rate  to  the  East,  has  lost  the  business  to  Chicago. 

MINNEAPOUS,   MINN. 

From  this  point  and  others  in  Minnesota  and  Wisconsin  flour  is  being  shipped 
through  Chicago  to  all  points  cast,  over  the  pooled  lines,  at  10  cents  per  barrel  less 
for  their  proporiiou  than  the  same  linos  will  carry  flonr  from  Chicago,  if  manufact- 
ured here,  or  offered  Ibcni  by  our  merchants. 

Flour  60  shipped  from  Minnesota  and  Wisconsin  points  nays  local  rates  (o  Chicago, 
and  this  fact  establishes  a  plain,  unwarranted,  unvarnished  discrimination  against 
Chicago  of  10  cents  per  barrel.  It  is  probable  that  a  like  discrimination  appues  to 
grain  and  other  property. 

DAVENPORT,  IOWA, 

is  located  163  miles  west  of  Chicago,  on  the  Chicago,  Rock  Island  and  Pacific  Rail- 
way, but  enjoys  the  privilege  of  a  not  rate  on  pork  products  t^  New  York,  2^  cenls 
per  hundred  less  than  the  rate  from  Chicago.  The  Rookford  and  Rmrk  Island  Rail- 
way takes  the  property  from  Davenport,  hauls  it  a  short  distance  to  connect  with  the 
Toledo,  Peoria  and  Warsaw  Railway,  thouco  the  property  goes  to  the  lines  in  the 
Chicago  pool,  or  lines  coniiocUii^^VWiWi^m.  T\i«>  toAA^t&siA.^  Vsk^  the  Rockfbrd  and 
Bock  Island  are  accepted  b^  t^ie  tfeaa\«t\i  <iow\i«^^v\\x^  \\tv«^  wi^  \>ms^  vw^^^m^.  ^Uh 
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them.  The  total  distance  to  New  York  by  the  route  taken  is  some  240  miles  farther 
than  the  distance  from  Chicago.  Grain  is  also  going  from  Davenport  to  Beardstown, 
thence  over  lines  controlled  by  the  Baltimore  and  Ohio  Railroad  to  Baltimore,  at  same 
rates  as  from  Chicago,  the  mileage  being  much  greater.  A  certain  line  leading  from 
Chicago  to  Baltimore  has  offered  to  take  grain  from  Davenport  to  Baltimore  throngh 
Chicago  at  30  cents  per  hundred  as  their  share  of  the  through  rate,  while  the  same 
line  demands  and  insists  on  39  cents  per  hundred  on  like  shipments  from  Chicago. 
Maoh  the  same  may  be  said  of  rates  made  from  Davenport  to  other  eastern  cities. 

PSORIA,  ILL. 

From  this  point,  140  miles  farther  distant  from  New  England  and  abont  100  miles 
farther  from  New  York,  the  rate  is  supposed  to  be  5  cents  jier  hnndred  abore  the 
Chicago  rate  to  the  seaboard  cities.  The  fact  is,  shipments  from  Peoria  to  the  East 
do  not  as  a  ri^Ie  pay  more  than  the  rate  from  Chicago,  notwithstanding  the  increased 
distance.  Indeed,  they  are  frequently  carried  at  rates,  not  onlv  to  the  southeastern 
cities,  bat  to  points  in  New  England  also,  lower  than  can  be  obtained  on  like  ship- 
ments from  Chicago.  During  the  fall  months  grain  was  taken  from  Peoria  to  Port- 
land|  Me.,  at  25  cents  per  hundred,  all  rail,  over  lines  not  bankrupt,  when  the  rate 
from  Chicago  was  35  cents  ner  hundred.  The  distance'by  the  route  taken  from  Peo-. 
ria  was  340  miles  greater  than  from  Chicago.  Nearly  as  great  an  advantage  was 
given  Peoria  for  weeks  on  business  for  New  York.  These  were  rates  that  it  was  diffi- 
cult to  compete  with,  even  by  waiter  routes  from  Chicago. 

'  The  Chicago  and  Alton  Railway  Company  now  offers  to  haul  property  from  points 
on  its  western  division  to  Chicago  at  i  cent  per  hundred  more  than  the  rate  that  mast 
be  paid  to  reach  Peoria.  By  the  published  tariffs  the  total  rate  east  would  be4^  ceots 
per  hnndred  less  via  Chicago  from  these  points,  but  the  elasticity  of  the  Peoria  rate 
to  the  East  is  shown  by  the  fact  that  the  property  referred  to  goes  east  by  the  way  of 
Peoria. 

The  general  freight  agents  of  the  lines  centering  at  Peoria. recently  met  in  conven- 
tion here  to  establish  pul>lioly  (what  they  probably  knew  existed  privately)  eqaal 
rates  for  Peoria,  with  Chicago,  to  all  points  east.  In  this  they  were  opposed  by  one 
solitary  voice,  and  that  the  representative  of  the  Chicago,  Rock  Island  and  Pacific 
Railroad.    ' 

Grain,  corn  particularly,  has  been  recently  and  is  now  being  offered  by  Peoria 
hoases,  some  oi  whom  have  branch  offices  at  Portland  and  Boston,  at  lower  prices 
than  can  possibly  be  made  from  Chicago,  whose  shippers  most  pay  the  full  arbitrary 
pool  rates  from  here,  where' the  mysteries  of  nnderbilling  are  neither  stndied  noren- 
coaraged^ 

Your  committee  would  call  particular  attention  to  this  fact :  A  more  westerly  and 
southerly  point  is  beating  us  in  a  field  northeast  of  us,  where  they  could  not  possi- 
bly compete  with  as  but  for  the  unjust  discrimination  made  against  ns  in  freights. 

The  Peoria  shipments  to  that  latitude  must  go  largely  over  the  very  lines  (or  the  lines 

of  their  masters)  that  are  so  determined  to  strangle  Chicago  and  so  ready  to  cut  at  any 

other  point.    Grain  from  several  points  in  the  northern  half  of  Illinois  is  actually 

.  being  shipped  west  to  Peoria,  to  avail  of  the  special  advaatages  offered  there,  for 

reshipment  east. 

Under  date  January  27, 1876,  a  prominent  eastern  grain  dealer  writes  to  his  Chicago 
correspondent  as  follows : 

"The  agent  of &  Co.,  of  Peoria,  called  on  me  last  week  offering  to  deliver 

corn  here  as  per  inclosed  card  (of  prices).  I  askedhimhow  he  could  do  it.  He  said 
from  most  points  they  had  low  rates  of  freight,  and  from  others  they  could  nnderbtU, 
and  thus  get  low  freights.  How  can  I  order  corn  from  you  f  I  never  had  a  oar  of 
grain  from  you  underbiiled,  therefore  can  not  compete  with  others  (here)  and  buy  in 
your  market.^ 

It  has  been  stated  to  your  committee  that  from  many  points  in  Illinois  on  ship- 
,  ments  east  (not  via  Chicago)  this  conupt  system  of  nnderbilling  is  freely  practiced 
and  is  winked  at  by  the  railway  agents,  if  not  indeed  encoaragedby  them. 

•  INDIANAPOU8,   IND., 

is  73  miles  nearer  New  England  points  <han  Chicago.  On  mileage  to  New  York 
points  a  like  difference,  or  perhaps  10  miles  more,  is  shown  to  exist.  For  this  smiJl 
difference  in  mileagOf  a  difference  in  rate  of  5  cents  per  hundred  on  grain,  etc.,  is 
granted  Indianapolis  in  the  tarifi'  tables.  Notwithstanding  this  favor  the  testimony 
made  before  your  committee  is  that  a  rate  is  made  to  large  shippers  from  Indianapolis 
10  cents  per  hundred  below  the  Chicago  rale. 

On  business  to  Portland  a  like  difference  of  5  cents '^et\i\iT\^T«i^\^\s^'aftAVQ.*^^^^'^ 
in  favor  of  IndianapoUe,  while  the  mileage  is  nommaVVs  \\i^  wa-m^^  «ja  lxw«i^>oA«w|f^' 
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From  onr  city  the  Michigan  Central  and  the  Michigan  Southern  Railroads  hayedirert 
lines  to  Detroit  Jnnotion  (where  connection  is  made  with  the  Grand  Tronk),  bat^ 
heing  in  the  pool,  these  lines  are  estopped  from  charging  leas  than  50  cents  per  hoih 
dred  on  grain  from  Chicago  to  Portland,  while  Indianapolis  shipments  reach  Detroit 
Junction  by  a  much  less  direct  rente  over  three  dlfforent  roads  at  a  rate  of  45  cents 
per  hundrcfd  to  Portland;  and  it  is  noticeable  that  the  Michigan  Southern,  which  in- 
sists on  £0  cents  from  Chicago  to  Portland  as  the  rate  for  itself  and  for  the  Miohigan 
Central,  gets  a  haul  of  116  miles  of  the  route  between  Indianapolis  and  Detroit  Jnno- 
tion on  the  lesser  through  rate.  It  is  not  improbable  that  the  Michigan  Sonthem  is 
willing  to  see  the  Michigan  Central  robbed  by  the  higher  tariff  of  the  lai^e  Portland 
business  it  has  heretofore  done,  provided  its  lines  shall  continne  to  have  so  important 
a  share  of  the  immense  Portland  and  Grand  Trunk  business  thub  almost  wholly  di- 
verted by  the  way  of  Indianapolis.  Much  could  be  said  of  the  volnme  of  New  Tork 
and  New  England  business  lost  to  us  because  of  the  more  favorable  and  more  elastie 
rales  unjuintly  made  from  Indianapolis ;  but  attention  is  particularly  called  to  the 
Portland  business  because  there  is  no  advantage  of  mileage,  and  the  injustice  done 
Chicago  is  unwarranted  and  outrageous.  At  Indianapolis  no  charge  is  made  for 
switching  cars  to  the  elevators,  nor  for  ^Hrimmiug'^  oars  when  loading.  These 
charges  should  be  abated  by  the  western  lines  at  Chicago,  by  whom  the  elevators  are 
chiedy  owned.  This  tax  imposed  by  the  western  roads  at  Chicago  upon  the  eastern 
lines  is  an  additional  and  unwise  barrier  to  business  being  done  through  the  ware^ 
houses,  and  into  which  they  should  endeavor  to  invite  it. 

CINCINNATI.  OHIO. 

In  the  tariff  tables  Cincinnati  demands  and  secures  a  rate  10  cents  per  hnndred 
lower  on  grain,  etc.,  to  all  points  east  than  is  made  from  Chicago.  This  difference  is 
widened  on  shipments  to  Baltimore  and  Philadelphia^  without  equity ;  but  the  man- 
ner in  which  Chicago  is  wronged  by  such  a  favoritism  toward  Cincinnati  in  the  gen- 
eral tariff  is  particularly  shown  by  the  comparison  of  Cincinnati  rates  and  mileage 
with  those  of  Chicago  on  New  England  and  Grand  Trunk  business. 

From  Chicago  to  Boston  the  mileage  is  111  miles,  or  say  11  per  cent,  greater  than 
from  Cincinnati,  but  Chicago  must  pay  a  25  per  cent,  higher  rate.  It  is  again  notice- 
able that  the  Michigan  Southern  Railway,  so  ready  to  exact  the  higher  rate  from 
Chicago,  eagerly  accepts  its  proportion  of  the  lesser  rate  from  Cincinnati  dn  its  share 
of  the  haul  from  Cleveland  to  Buffalo. 

But  we  must  look  to  the  Portland  ^and  other  Grand  Truhk)  rates  from  Cincinnati 
for  the  crowning  comparison.  The  difference  in  mileage,  is  nominal — only  17  miles 
less  than  from  Chicago,  scarcely  equal  to  1^  per  cent,  of  the  w^hole — but  Chicago  must 
pay  25  per  cent,  more  tariff.  On  about  this  equal  mileage  Cincinnati  shipments  of 
grain  are  taken  at  40  cents  to  Portland,  while  Chicago  shipments  must  pay  50  cents 
per  hundred. 

Now  mark  the  result !  An  immense  volume  of  grain  has  recently  been  diverted 
from  all  northern  and  central  Illinois,  and  from  Iowa,  to  Portland  and  other  Grand 
Trunk  points  by  the  way  of  Cincinnati.  Hundreds  of  cars  weekly  have  gone  from 
one  road — the  Oilman^  Clinton  and  Springfield.  This  grain  has  traveled  an  extra 
mileage  of  250  to  350  miles  to  reach  Detroit  Junction  through  Cincinnati,  at  a  total 
rate  of  5  cents  per  hundred  less  than  could  be  made  by  the  absolutely  direct  route 
through  Chicago.  Some  of  this  property  starting  at  points  in  Poni  *  County,  III., 
within  90  miles  of  Chicago,  though  billed  due  northeast  to  Portland,  has  traveled 
first  97  miles  due  southwest  to  avail  of  the  connection  of  the  Baltimore  and  Ohio 
Railroad  for  Cincinnati,  and  thence  north  to  D.etroit  Junction,  a  total  of  716  miles 
to  reach  the  latter  point,  and  save  5  cents  per  hundred  in  freight.  The  direct  haul 
through  Chicago  between  the  points  would  have  been  340  miles  less,  or  a  total  of  376 
miles  only-  Thus  it  is  that  Chicago  is  being  robbed  of  business  from  almost  under 
her  very  eaves. 

It  would  seem  that  further  citations,  numerous  as  they  might  be,  of  the  workings 
of  this  discriminative  tariff  are  unnecessary,  though  we  reluctantly  forbear  furnish- 
ing them. 

The  five  great  trunk-lines  tapping  this  business  and  leading  to  Chicago  must  lose 
it,  because  the  higher  tariff  east  from  Chicago  drives  it  away.  It  would  be  folly  to 
say  that  the  Grand  Trunk  Railway  is,  or  wouid  bo,  willing  to  make  any  more  favor- 
able rate  from  Detroit  Junction  for  its  pro  rate  onCJicinnatl  business  than  on 
business  from  Chicago. 

The  points  are  so  numerous  in  the  West  from  which  property  is  being  carried  at 
rates  relatively  much  lower  than  from  Chicago  that  to  enumerate  them  all  in  detail 
would  be  monotonous ;  but,  perhaps,  the  injustice  done  Chicago  is  the  more  aggra- 
vating from  the  fact  that  from  comparatively  small  and  unimportant  places  in  the 
West  Chicago  rates  to  the  East  are  given,  though  the  mileage  is  much  greater.  We 
can  but  hint  at  a  few  of  tliem. 
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JOLIKT,  ILL., 

with  greater  mileage,  haa  Chicago  rates.    Some  of  the  lines  in  the  Chicago  pool  are 
hauling  property  over  the  ChicagO;  Rook  Island  and  Pacific,  or  the  Chicago  and  At-    - 
lantic  Railway  to  reach  Chicago,  and  pay  these  roads  for  their  local  haal,  and  thenoe 
haul  it  east  through  Chicago  at  Chicago  rates,  without  extra  charge  for  the  40  miles 
extra  haul. 

-  SPRINGFIKLD,   ILL., 

has  same  rate  as  Chicago  to  all  points  east,  with  a  greater  mileage.  On  business  for 
Grand  Trunk  points,  the  extra  mileage,  by  the  route  the  Springfield  shipments  take, 
is  335  miles. 

BSABDSTOWN,  ILL. 

From  this  point  property  is  beinff  shipped  at  Chicago  rates,  and  the  town  is  an  out- 
let for  a  large  volume  of  business,  drawn  by  the  Rookford  and  Rock  Island  road  away 
from  the  Chicago,  Burlington  and  Quincy  Railroad,  the  Chicago  and  Atlantic  Rail- 
road, and  the  Chicago,  Rock  Island  and  Pacific  Railroad  to  avail  of  the  low  rate 
offered  via  Beardstown  to  the  east ;  the  disparity  of  mileage  is  greater  than  from 
Sprincfield,  111.,  Just  quoted. 

Burlington,  Quincy,  Decatur,  Keokuk,  Keokuk  Junction,  Lincoln,-  111.,  Mason 
City,  111.,  etc.,  all  have  lower  ra^s  relatively  than  Chicago. 

KAX8A8  cmr.  MO. 

From  this  point,  it  is  believed  by  prominent  Chicago  railway  officials,  meats  are 
being  hailled  to  New  York,  through  Chicaeo^  at  the  same  fate  as  from  Chicago.  The 
extra  mileage  by  this  route  (over  Chicaeo)  is  only  489  miles. 

You  have  now  before  you  some  of  the  Tacts  that  your  coumiittee  have  been  able  to 
collate  after  careful  ahd  protracted  investigation.  There  can  be  but  one  conclusion 
as  to  their  effect.  Their  cause  and  the  remedy  to  be  applied  are  matters  for  serious 
deli  Iteration.  We  have  already  advanced  our  own  theory  of  the  cause,  viz,  the  pur- 
pose of  two  of  the  Eastern  trunk-lines  to  direct  the  drift  of  the  West's  and  North- 
west's shipping  trade  to  the  south  of  Chicago  in  their  own  selfish  interest.  The 
purpose  of  the  other  trunk-lines  in  consenting  to  such  an  arrangement  is  not  so  clear. 

The  Michigan  Central  Railroad,  with  its  magnificent  equipments,  unrivaled  facili-* 
ties,  and  its  popular  resident  officers,  is  essentially  a  Chicago  road.  Its  principal 
terminus  i.s  here,  and  its  strength  in  the  past  has  come  from  the  growth  and  prosperity 
of  Chicago.  The  present  management  of  this  line  appear  to  ignore  this  fact,  and 
adopt  the  policy  of  their  rivals,  which  is  undoubtedlv  to  divert  trade  from  this  city, 
and  by  turning  the  tide  of  commerce  southward,  maKe  it  directly  tributary  to  those 
lines  having  their  Eastern  termini  in  Philadelphia  and  Baltimore,  by  making  arbi- 
trary, prohibitory  rates  from  here,  while  all  interior  points  are  favored  with  a  tariff 
elastic  enough  to  draw  the  business  that  way.  We  have  here  the  spectacle  of  that 
line  which  should  bo  our  natural  champion  and  ally,  holding  the  trade  of  this  city  by 
the  throat,  while  the  Southern  lines  are  emptying  our  pockets.  We  can  not  reconcile 
this  course  with  a  desire  to  do  justice  to  this  city,  or  to  the  stockholders  of  the  Michi- 
gan Central  Railroad.  We  speak  particularly  of  this  line  as  it  is  the  greatest  loser, 
and  in  no  case  a  gainer,  by  the  diversion  of  trade  from  this  city;  but  the  same  re- 
marks will  apply  to  other  of  the  '*  pool-lines."  This  aristocratic  and  arbitrary  combi- 
nation would  have  us  think  them  above  competing  with  ^'  bankrupt  roads'',  but  the 
latter  arc  doing  a  thriving  business,  and  learning  in  their  plebiau  way  sufficient  to 
enable  them  to  improve  their  tracks  and  equipments,  besides  promptly  pay mg  their 
current  expenses,  and  the  prospect  of  dividends  from  them  is  as  promising  as  from 
some  of  their  more  pretentious  neighbors.  But  refusal  to  compete  with  bankrupt 
roads  appears  to  be  mainly  a  pretense ;  for  we  find  that  the  eastern  connections  of  the 
so  called  *^  pool  lines"  from  Chicago  accept  their  proportions  of  the  through  rates 
made  by  the  net*  work  of  bankrupt  roads'on  the  south  of  us,  while  they  hold  to  the 
arbitrary  rat«s  that  are  always  fixed  first  from  Chicago,  and  from  whence  they  are 
the  last  to  be  reduced. 

In  devising  a  remedy  for  the  pernicious  ^tate  of  things  we  have  been  called  upon 
to  describe  we  can  only  hope  to  make  suggestions  that  may  assist  the  Board  of  Trade 
and  the  commercial  x)ublic  generally  in  solving  the  problem.  As  a  means  to  that 
end  we  would  suggest  keeping  well  in  mind  the  fa^t  that  the  grain  belt  is  enlarging 
with  every  year;  and  that,  ^hile  Chicago  is  the  natural  center,  it  will  find  more 
competitors  as  the  area  increases,  and  it  must  put  forth  new  efforts  to  retain  all  c^l 
its  advantages.  The  geographical  advantage  of  Chicago  \iaA  ««ix^^yc^  ^^  ^«8N>\a 
reader  it  comparatively  independent  of  all  oombinaUonA,  an;idL\\i  Yi^a  X^i^fSL  T&52PMk  ^«v^*^^^ 
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for  than  seeking  in  railroad  connections.  Now,  however,  as  competition  ihcu-eases  and 
other  interests  assert  themselves,  it  mast  pat  forth  some  of  itd  strength  which  has  been 
largely  the  growth  of  the  willing  co-operation  of  foreign  capital;  it  mnst  defend  its 
rights  and  insist  npon  fair  and  Just  treatment  at  the  hands  of  .those  who  have  been 
friendly  heretofore  tor  selfish  purposes.  It  has  now  sufficient  population,  bnsineas,  and 
capital  to  help  itself  in  any  antagonism  that  may  arise.  lu  its  relations  with  railroads 
it  can  fifibrd  to  be  liberal,  but  it  can  also  afford  to  be  exacting  when  its  rights  are 
threatened.  With  harmony  of  purpose  and  uuity  of  action,  the  merchants  and  the 
Board  of  Trade  of  Chicago  can  struggle  successfully  with  any  combination  that  eoald 
be  made  against  them  if  it  Comes  to  a  trial  of  strength.  Meanwhile  Ve  wonld  advise 
the  encouragement  by  every  fair  means  of  all  new  railway  projects  tribntAry  to  Chi- 
cago. Wo  would  suggest  that  all  railroads  centering  in  Chicago  and  forming  new 
conuections  with  Chicago  should  receive  ample  facilities  as  to  right  of  way,  depot 
gronuds,  and  fair  .treatment.  Chicago  is  even  prepared  to  pat  forth  capital  for  the 
purpose  of  providing  new  railroad  extensions  and  connections.  It  is  in  this  spirit 
that  we  commend  to  the  attention  of  this  board  and  the  business  men  of  Chicago  the 
following  final  sngg^tion. 

We  think  every  encouragement  should  be  given  to  the  increase  of  our  facilities  for 
reaching  tide- water  and  the  eastern  markets,  and  recommend  the  early  completion  of 
the  Grand  Trunk  Railway  to  this  city  and  the  immediate  establishini;  of  a  Hteam-ebip 
line  from  here  to  connect  with  the  Detroit  and  Milwaukee  Railroad  at  Grand  Haven. 
The  completion  of  46  miles  of  road  and  connection  with  the  Chicago  and  Lake  Huron 
Railroad  appears  feasible  for  the  former,  and  a  sufBcient  offering  of  freight  is  all  that 
is  required  to  accomplish  the  latter.  But  these  remedies  are  not  expected  to  cure  the 
evils.  Wc  believe  the  best  practical  results  can  only  come  from  united  action  on  the 
part  of  shippers  and  business  men,  and  to  this  end  we  recommend  the  immediate  or- 
ganization of  an  association,  which  may  be  done  under  the  auspices  of  the  board  of 
trade,  for  the  mutual  protection  of  all  our  citizens  doing  business  with  railroad  or 
transportation  companies.  Let  the  association  appoint  an  executive  committee  of 
three  of  its  members,  who  shall  hold  regular  stated  meetings,  to  hear  grievances  and 
take  such  measures  as  they  may  think  proper  to  secure  justice  to  shippers  of  property. 
Such  an  association,  backed  as  it  would  be  by  the  moral  influence  and  support  of  this 
board  and  the  community,  though  possessed  of  no  special  powers  from  the  State, 
would  approximate  in  its  results  those  attained  by  the  railroad  commissioners  of 
Massachusetts,  where  the  gravest  abuses  have  been  corrected,  mainly  by  the  force  of 
public  opinion  as  guided  by  three  honest,  energetic  men.  A  similar  association  has  suc- 
ceeded in  doing  efficient  work  in  New  York  city ;  and  we  make  the  recommendation 
now  in  a  general  way,  leaving  the  details  of  its  organization  for  such  futnre  con- 
sideration as  the  board  of  trade  may  determine  to  give  it.    Res|^ectfnlly  submitted. 

E.  B.  Stkvkns, 
Wm.  T.  Bakkr, 
W.  J.  Pope, 
JosiAfi  Stilrs, 
P.  W.  Datbr, 

Cammitiw, 

REGULATION  OF  THE  CANADIAN  ROADS. 

The  Chairman.  Some  of  the  railroads  in  the  United  States  complaia 
that,they  are  at  a  disadvantage  by  reason  of  being  regulated  by  the 
interstate  commerce  act  and  by  State  laws,  while  the  Canadian  roads 
in  competition  with  them  are  not.  Do  yon  know  any  reason  why,  if  it 
conld  be  done,  the  same  regulations  should  not  be  applied  to  the 
Canadian  roads  as  now  exist  in  reference  to  American  roads  f 

Mr.  Stone.  I  think  the  report  of  the  committee  recommends  that  the 
Canadian  lines  operating  wholly  in  the  United  States  should  observe 
the  provisions  of  the  interstate  commerce  act. 

The  Chairman.  "  Lines  operating  wholly  in  the  United  States  ^ ;  but 
that  practically  makes  an  American  road  in  the  sense  that  it  is  within 
the  jurisdiction  of  the  United  States.  But  take  the  Chicago  and  Grand 
Trunk,  for  instance.  Its  connection  is  with  the  Grand  Trunk  of  Canada, 
and  by  the  connections  of  the  two  you  do  a  business  with  New  England 
and  other  points  east,  as  you  say.  Now,  while  the  Chicago  and  Grand 
Trunk  is  under  the  juriadYcUoii  of  the  United  States  the  Grand  Trunk 
of  Canada  is  not,  only  inasmweXi  «iA  t\v'^;s;  x^^^^x^  ^i^K\fc•va^ft\%taktecom- 
IEle^C6  act  in  force  over  tVietsi  toxvcYAxv^  t\\^  VS\v\\fc<i^\sw\ftA.^Qt\^  ws^aRRr 
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tiou  with  freight  taken  from  hei:^.  Is  there  any  objection,  therefore, 
that  yoQ  gentlemen  know  of,  to  placing  the  Canadian  lines  under  the 
same  regulations  as  the  American  roads,  if  it  can  be  done,  in  view  of 
the  roads  of  this  country  being  at  a  disadvantage  on  account  of  our  re- 
strictions t  I  am  not  saying  whether  or  not  our  roads  are  at  a  disad- 
vantage in  competition  with  the  Canadian  roads,  but  if  the  situation  is 
such  that  the  Canadian  roads  get  an  advantage  because  of  our  regula- 
tions, is  there  any  objection  to  placing  the  Canadian  roads  under  the 
same  rules  and  regulations  as  our  own  roads  are  subject  to? 

Mr.  Stone.  I  do  not  know,  Mr.  Chairman,  of  any  reason  why  tliey 
should  not  be  subject  to  a  uniform  treatment  with  the  laws  aud  regula- 
tions which  apply  to  the  roads  of  the  United  States  in  the  transporta- 
tion of  American  products.. 

Tbe  Chairman.  You  have  shown  that  a  large  amount  of  business  is 
done  by  the  Clncago  and  Grand  Trunk  in  connection  with  the  Ghand 
Trunk  of  Canada.  You  have  shown  the  proportion,  and  sliown  that 
having  the  advantage  of  that  road  has  been  of  great  service  to  the  busi- 
ness of  Ch'cago,  the  West,  the  Southwest,  and  the  Northwest.  Granting 
that  is  so,  which  in  my  judgufent  is  undoubtedly  true,  is  there  any  reason 
why,  if  there  be  a  disadvantage  now  under  the  operation  of  the  inter- 
state commerce  act,  or  an^'law.  State  or  national,  to  roads  in  the  United 
States,  there  should  not  be  something  done  to  put  the  American  and 
Canadian  roads  on  the  same  level  as  to  regulation  and  control,  either  by 
legislation  that  will  reach  the  Canadian  roads  doing  business  in  the 
United  St-ates,  or  some  modification  of  the  laws  of  the  United  States 
that  control  the  American  roads f 

Mr.  Stone.  I  see  no  reason  why,  Mr.  Chairman.  I  do  not  under- 
stand tbat  tbe  Grand  Trunk  ronds  or  the  Canadian  lines  desire  to  com- 
pete on  any  other  than  equitable  principles  and  an  equitable  basis  for 
the  business  of  the  West  and  Northwest. 

The  Chaieman.  Of  course  there  is  no  purpose  on  the  part  of  any- 
body, KO  far  as  I  know,  to  build  up  a  wall  between  the  United  States 
and  Canada,  or  to  interfere  with  these  roads  doing  business  in  the  United 
States,  provided  they  do  business  under  the  same  restrictions  that  are 
placed  over  American  roads.  That  is  one  of  the  purposes  of  this  in- 
quiry— to  ascertain,  in  the  first  place,  whether  the  American  roads  are 
at  a  disadvantage,  and  if  they  are,  whether  anything  can  or  ought  to 
be  done  to  change  the  condition  on  that  score. 

Mr.  Stone.  I  understand  that  the  business  of  the  Canadian  railways 
which  has  been  obUiined  from  the  West  and  Northwest  and  from  Chi- 
cago pre  eminently,  has  been  obtained  by  virtue  of  the  increased  facili- 
ties which  those  roads  offer  for  the  transportation  of  prmlucts  of  the 
West  and  Northwest  and  b^^  reason  of  their  attitude  of  accommodating 
themselves  to  the  conditions  of  commerce,  and  not  only  their  attitude 
to  these  conditions,  but  also  their  ever  ready  and  cheerful  attitude  to 
the  legitimate  demands  of  trade  with  respect  to  transportation. 

The  Chairman.  As  an  observer.of  the  commerce  of  this  city  and  sur- 
rounding ox)untry  and  its  transportation  interests,  is  it  your  judgment 
or  not  that  the  American  roads  have  really  suffered  in  competition  with 
Canadian  roads  on  account  of  the  enforcem  5nt  of  the  interstate  com- 
merce act  f 

Mr.  Stone.  It  is  my  judgment  that  they  have  not. 

The  Chairman.  Aud  whatever  increase  of  trade  the  Canadian  rail- 
roads have  secured  has  been  the  result  of  these  cheerlul  Q/5i\ck\>\v^.>\^^'e!» 
with  the  conaition  of  afl^iairs,  etc.,  here,  ^Yi\e\i  m^i^  \Jafe\siV'^^^^ 
the  business  commnDity ;  is  that  your  idesii^ 
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Mr.  Stone.  Yes,  sir.  One  of  the  special  points  made  by  our  com- 
mittee is  that  the  northern  Ne>y  England  trade  has  been  reached  aod 
is  reached  by  the  Canadian  railways  in  a  much  more  direct  and  eco- 
nomical manner  than  is  possible  to  be  obtained  by  the  American  rail- 
way lines. 

The  Chairman.  Why  is  that ! 

Mr.  Stone.  The  route  is  a  more  direct  one« 

The  Chairman.  Is  it  a  shorter  route  from  here  to  Boston  than  upon 
any  of  these  other  roads  f 

Mr.  Stone.  It  is  to  points  in  northern  New  England.  I  think  we 
have  mentioned  some  of  those  points  in  the  report.  The  exact  distance 
I  am  not  prepared  to  state. 

POOLING  AND  THE  TRAFFIC  ASSOCIATION. 

Senator  HisoocE.  As  I  understand  the  report  of  the  Board  of 
Trade,  you  pronounce  or  express  your  opinion  against  traffic  associa- 
tions and  pooling,  and  I  suppose  against  differential  rates  f 

Mr.  Stone.  Yes. 

Senator  Biscock.  You  do  not  think  those  are  wiseT  ^ 

Mr.  Stone.  We  do  not  think  they  are  wise. 

Senator  Biscock.  Formerly  there  were  pools  between  competing 
trunk  lines  which  are  now  prohibited  by  the  interstate  ^mmerce  act 
Is  there  any  doubt  but  what  all  the  trunk  lihes,  including  the  Canadian 
trunk  line,  have  agreed  upon  differential  rates  on  all  west-bound  and 
east-bound  freight  f 

Mr.  Stone.  As  I  understand  the  interrogatories,  it  is  not  the  pur- 
pose of  the  committee  to  oppose  any  rates  that  are  agreed  upon— - 
any  agreed  rates — in  regard  to  such  a  phase  of  the  matter ;  but  we  op- 
pose the  formation  of  these  associations  like  those  mentioned  in  the 
report — the  Central  Traffic  Association  being  one  of  them — which  have 
the  effect  of  interfering  with  the  free  action  of  the  provisions  of  the 
interstate  commerce  law. 

Senator  Biscock.  Bow  do  they,  Mr.  Stone  V 

Mr.  Stone.  Well,  I  do  not  know  that  I  could  in  very  great  detail 
state  how  they  do.  I  would  only  say  at  this  time  that  it  is  the  opinion 
of  the  Board  of  Trade. 

Senator  Biscock.  What  is  the  purpose  of  the  Central  Traffic  Asso- 
ciation t 

Mr.  Stone.  The  Central  Traffic  Association  is  an  association  of  roads 
which  does  not  include,  as  I  understand  it,  all  of  the  railway  lines. 

Senator  Biscock.  What  lines  does  it  not  include  t 

Mr.  Stone.  I  am  not  prepared  to  say  how  many  roads  are  included 
in  that  association.    I  do  not  know. 

The  Chairman.  Mr.  Stone  is  the  secretary  of  the  Board  of  Trade, 
and  he  rose  to  read  the  report  of  the  board.  There  are  present  other 
members  of  the  special  committee,  ?fho,  I  take  it,  would  like  to  be 
heard  in  reference  to  this  question. 

Mr.  Stone.  They  are  more  familiar  with  these  questions  than  I  am. 

Mr.  Wrioht.  We  prefer,  in  regard  to  this  matter,  that  you  examine 
some  members  of  the  committee  who  have  made  more  of  a  study  of  the 
subject  than  Mr.  Stone.  Mr.  Clark  has  examined  this  subject  as  fully 
as  any  of  the  members  of  the  committee  I  can  think,  of. 
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STATEMENT  OF  GEORGE  CLAKK, 

Mr.  Geobge  Glabk,  a  member  of  the  committee  of  the  Board  of 
Trade,  appeared. 

Senator  HiscocK.  Can  yon  tell  me  what  the  Trank  Line  Associa- 
tion is  t 

Mr.  Olabk.  If  I  Quderstand  it  rightly,  it  is  a  combination  of  lines 
consisting  of  the  Kew  York  Central,  the  Pennsylvania,  the  Baltimore 
and  Ohio,  the  Grand  Trnnk,  the  Delaware  and  Lackawanna,  and  all 
lines  running  east  of  the  termini  af  Toronto,  Buffalo,  and  Pittsburgh. 

Senator  HisoooK.  Well,  it  is  a  o-ombination  of  all  of  these  lines,  as 
you  understand  it,  including  the  Canadian  lines  f 

Mr.  Clabk.  I  am  not  sure  whether  the  Canadian  Pacific  belongs  to 
it  or  not,  but  I  am  aware  that  the  Grapd  Trunk  does. 

Senator  Hisgook.  And  what  do  yon  understand  its  purposes  aret 

Mr.  Clabk«  The  purpose,  as  I  understand  it,  is  the  collection  of  sta- 
tistics ;  but  I  think  they  go  beyond  that. 

Senator  Hisgook.  Do  you  know  that  they  do  t 

Mr.  Clark.  Unless  I  am  wrongly  informed  they  have  a  classification 
committee,  and  a  great  many  of  their  classifications  are  made  largely 
in  the  interest  of  their  earnings  and  to  the  detriment  of  the  business 
interests  of  this  country. 

Senator  Hisgook.  You  mean  a  classificatioh  of  the  freight  t 

Mr.  Clabk.  Yes,  sir. 

Senator  HisoooK.  In  other  words,  as  you  understand  it,  they  agree 
on  rates  t 

Mr.  Clabk.  Yes,  sir. 

Senator  Hisgook.  The  Central  Traffic  Association  has  been  men- 
tioned here.    Is  its  purpose  the  samet 

Mr.  Clabk.  Yes ;  as  I  understand  it. 

Senator  IEisgook.  In  other  words,  you  undei*stand  that  all  of  these 
associations  you  have  mentioned  are  organized  for  the  purpose  of  reach- 
ing some  sort  of  agreement  as  to  the  rates  of  transportation  f 

Mr.  Clabk.  Yes,  sir. 

Senator  Hisgook.  That  is  they  will  adopt  the  same  classification  of 
freight  and  the  same  fate  on  the  goods f 

Mr.  Clabk.  Yes,  sir. 

Senator  Hisgook.  And  all  of  that  is  practically  one  step  further  in 
the  direction  of  pooling  rates  between  the  trunk  lines  T 

Mr.  Clabk.  I  am  aware  that  there  has  been  some  agreement  in  re- 
gard to  differential  rates. 

Senator  Hisoogk.  There  is  a  differential  rate  on  all  west'-bound 
freight  over  the  Grand  Trunk  of  5  cents  a  hundred,  is  there  nott 

Mr.  Clabk.  I  can  not  tell  you  in  regard  to  that.  I  am  not  as  famil- 
iar with  the  west  as  with  the  east  bound  traffic. 

Senator  Hisgook.  I  think  tbere  is  also  a  differential  over  the  Grand 
.Trunk  on  all  east-bound  freight  if  they  think  they  are  justified  in  avail- 
ing: themselves  of  it ;  but  of  that  I  am  not  sure. 

Mr.  Clabk.  I  think  there  is  a  differential  east  on  dressed  beef,  but 
I  do  not  think  there  is  on  any  other  business.  Mr.  Eeeve  can  answer 
that  question. 

Senator  Hisgook.  We  had  him  before  us.    Now  do  I  understand  that 
you  are  opposed  to  differential  rates  f    All  these  associations  ate^  ^vs^-^^V^ 
associations  for  the  purpose  of  agreeing  upou  (VvS^T^\il\»^»>  ^^^  "ox^^^^- 
stand  it 
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Mr.  GiiABK.  Do  they  not  ^o  a  step  further  t 

Senator  HiscooK.  No,  they  do  not  go  a  step  farther.     In  other  words, 
all  tbe  trank  lines,  as  I  understand  it,  are  in  associatiou8  for  the  par- 
pose  of  maintaining  rates.    These  organizations  have  for  tlieir  objeer  tbe 
preventing  of  unsteady  and  fluctuating  rates.    The  fiiterstate  com- 
uierce  law  was  intended  to  prevent  the  variableness  of  larifi^  ;it  differ- 
ent [loints,  and  the  policy  of  the  trunk  lines,  as  I  understand  it^  bas 
been  to  agree  upon  some  traffic  rate  as  between  each  other,  giving  one 
line  the  benefit  of  charging  less  that  it  may  get  its  share  of  the  busi- 
ness, uud  in  that  way  to  insure  i)eitiranent  rates.     Many  commercial 
bodies  say  that  there  is  nothing  so  injurious  to  commerce  a«  the  cutting 
of  rates  and  having  them  uncertain,  up  to-day  and  down  to  morrow. 
The  policy  of  the  railroa^ls  is,  that  instead  of  cutting  rates  and  onerond 
trying  to  ruin  another,  to  go  into  an  association  and  maintain  tariffs. 
These  have  been  the  two  great  x)olicies  of  railroads ;  one,  us  I  have 
stated,  was  to  agree  among  themselves  upon  what  was  jost  and  equit- 
able, and  agree  upon  such  rates  between  themselves  as  woald  equitably 
divide  the  business  and  not  allow  others  to  go  in  the  market  and  com- 
pete, very  much  to  the  destruction  of  railroacl  systems  and  embarrass- 
ment in  the  way  of  fluctuating  rates,  and  injury  to  intermeiHatc  points. 
The  other  policy  was  that  they  should  agree  ainong  themselves  upon 
what  were  fair  and  just  rates,  and  give  differentials  to  weak  roads,  so 
that  instead  of  weeding  out  the  weak  road  it  might  get  business  and 
live.    Now  as  I  nnderstSlnd  your  resolution  it  is  in  favor  of  the  old  sys- 
tem, against  cutting  of  rates  and  against  these  differential  rates.'  I 
want  to  know  if  that  is  your  judgment. 

Mr.  Glabk.  These  associations  have  not  been  Tory  successful  in  the 
direction  you  have  outlined. 

Senator  HiscocK.  Are  yon  sure  of  thatf 

Mr.  Clark.  It  would  seem  with  the  wrangling  going  on  at  present 
that  they  are  not. 

Senator  Hisgogk.  What  wrangling  is  going  on  now  T 

Mr.  Glabk.  You  probably  know  it  all.  The  Baltimore  and  Ohio  not 
long  ago  made  a  commodity  rate  on  corn  and  wheat,  and  the  question 
then  came  up  when  theGhicago  and  Grand  Trunk  aske<l  them  if  they 
would  not  put  that  rate  back.  The  trunk-line  presidents  met  in  New 
York  and  had  a  session  that  lasted  a  week,  and  if  they  are  reported 
correctly  they  put  up  the  wheat  rate  and  refused  to  put  up  the  corn  rate. 
Since  J  have  been  in  the  business  I  have  never  known  tbe  products  of 
corn,  wheat,  and  oats  to  go  at  any  difi:erent  rate  from  the  original  grain. 
They  refused  to  put  up  the  corn  rate,  and  the  Grand  Trunk  then 
opened  up  the  rate  from  Ghicago  on  grain  and  all  its  products,  which 
takes  effect  to-morrow  morning. 

Senator  HiscocK.  Well  f 

Mr.  Glabk.  Now  it  seems  to  me  that  they  have  not  got  any  nearer 
this  point. 

Senator  BiSGOGK.  That  illustrates  one  phase  of  this  case.  At  the 
present  time  differential  rates  are  allowed  between  the  trunk  lines,  and 
while  it  is  not  recognized  in  the  law  as  legal,  it  is  adopted  and  prac- 
ticed. As  I  understand  it,  all  these  associations  are  simply  methods  to 
reach  that  end.  As  you  have  stated,  notwithstanding  all  these  things, 
notwithstanding  these  dissociations,  etc.,  and  the  unanimity  between  the 
roads,  this  competition  has  not  been  prevented,  for  the  Baltimore  and 
Ohio  put  down  the  rate  of  corn  and  wheat,  and  put  it  down  under  the 
interstate  commerce  \aw^  auOi  cau  tko\»  vci^T^^iSA  it  again  oatside  of  a 
certain  time.  The  tendeucy  \^  vo  Vo^wet  T^\^^^\^\^x\i^\>^^>^\s^vy^^^  so 
that  the  public  will  g^t  cSbUgYit.  vu  \^  coxu^c- 
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Mr.  Glabk.  All  the  differentials  I  know  of  east-bound  from  here  are 
on  dressed  beef,  by  the  Chicago  and  Grand  Trunk. 

Senator  Hisgogk:.  That  is  ap  illnstration  of  what  I  state.  Other 
railroad  companies  say  that ''  wo  recognize  that  you  can  not  charge  for 
dressed  beef  the  same  price  we  charge  and  get  your  share  of  the  busi- 
ness. Therefore  we  will  allow  you  to  cut  under  u§  to  a  certain  extent 
with  a^view  to  your  getting  a  share  of  the  business."  Now,  does  that 
injure  the  dressed-beef  traffic  f  - 

Mr.  Glabk.  That  was  the  arrangement  in  1887.  In  1888  the  other 
lines  out  of  Ghicago  thought  they  would  wipe  out  this  difierential. 
They  commenced  a  war  for  the  possession  of  that  business  and  they 
got  it  down  to  a  point  wherethere  was  nothing  in  it.  They  carried  the 
business  and  carried  it  until  they  became  tired  of  it,  and  then  they 
came  around  and  still  allowed  the  Ghicago  and  Grand  Trunk  their  dif 
ferential,  and  it  has  carried  the  business  from  that  time  up  to  this. 

Senator  Oiscogk.  Now  I  ask  you  whether,  for  permanency  of  busi- 
ness and  trade,  war  was  better  than  to  have  had  some  sort  of  arrange- 
ment between  the.  lines,  by  which  the  Grand  Trunk  should  take  tbe 
larger  share  of  that  traffic  and  that  all  the  lines  out  of  Gbicago  might 
be  supi)orted  or  maintained  f 

Mr.  Glabk.  If  these  associations  are  doing  the  good  you  say  they 
are,  these  things  should  not  have  occurred. 

Senator  Hisgogk.  I  am  not  arguing  it.  Do  not  understand  me  as 
taking  any  position  on  this  question.  I  am  simply  a  seeker  after  light, 
and  that  is  all  there  is  about  it.  The  policy  of  difi'erentials  and  pooling, 
if  it  were  adopted,  would  tend  to  sustain  the  weak  roads,  as  it  is  claimed 
by  a  great  many  chambers  of  commerce  and  a  great  many  transporters, 
forwarders,  and  merchants,  by  giving  them  their  share  of  the  business 
and  keeping  them  in  the  field  as  t;ompetitors. 

The  Ghaibman.  And  the  Grand  Trunk  being  regard^  as  the  weak 
road  would  therefore  get  this  differential. 

Senator  Hisgogk.  Yes,  and  this  wholesale  censure  by  this  Board  of 
Trade  surprised  me,  because  the  Boston  people  were  in  favor  of  it,  and 
their  interests  appear  to  be  identical  with  yours. 

Mr.  Glabk.  Wc  have  thought  the  contrary. 

Senator  Hisgogk.  I  should  like  to  have  you  gentlemen  consider  this 
question  again,  for  it  is  very  imiK)rtant.  This  thing  has  been  urged  not 
by  railroad  men,  but  by  merchants  and  transporters,  who  say  that  what 
the  interstate  commerce  law  ought  to  do  is  this:  To  legalize  pooling, 
and  that  the  rates  agreed  upon  shall  be  approved  by  the  Interstate 
Gommerce  Gommission.  There  are  many  very  strong  advocates  of 
that.  It  is  not  limited  by  any  means  to  railroad  men.  Ihey  say  it 
is  for  the  interest  of  merchant^i  that  the  weak  lines  be  maintained  for 
the  purpose  of  supporting  competition,  and  that  if  pooling  could  be 
legalized,  the  rates  always  to  bo  submitted  and  subject  to  the  approval 
of  the  Interstate  Gommerce  Gommission,  and  they  to  bear  complaints  in 
reference  to  the  rates,  on  the  part  of  all  portions  of  the  country,  it  would 
be  one  of  the  wisest  things  in  the  world  in  railroad  management,  and 
that  it  would  give  stability  of  rates  and  lower  rates. 

Mr.  Glabk.  Why  not  go  a  step  further  and  do  away  with  pooling  en- 
tirely, and  let  the  Government  make  the  rate  f 

Senator  Hi.-  gogk.  That  is  about  the  same  thing. 

Mr.  Glabk.  Do  you  mean  by  pooling  that  the  pools  are  to  be  what 
they  were  in  the  past,  and  that  they  are  to  pay  over  any  surpluikt 

Senator  Uisgogk.  It  means  one  of  two  tUmg^*,  \t  iafe«i\^^<SMk^^i3a^Ns^ 
the  past  or  pooling'  as  is  contemplated  her©*,  v\iat>«\i««i  ^x^Ax^yi^^^s^*^ 
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more  than  its  share  of  the  business  it  settles  with  the  other  road  or  roadfl 
iQ  reference  to  it;  or  that  there  be  an  absolute  division  of  freight  be- 
tween the  trunk  lines. 

Mr.  Clark.  I  am  afraid  that  any  pooling  system,  unless  the  Govero- 
ment  itself  would  make  the  rate,  would  increase  the  rates  from  here  to 
the  East  very  largely. 

Senator  HiscoOK.  I  know  that  has  been  the  idea ;  that  has  been 
the  argument  that  has  been  used  against  it.  Pooliug  is  prohibited  bj 
the  interstate  commerce  law. 

Mr.  Clark.  I  auderstand  that. 

Senator  HisooGK.  Differentials  are  not ;  the  Erie  road  has  differen- 
tials. 

The  Chairman.  It  was  stated  that  before  the  interstate  commerce 
act  took  effect  the  Erie  got  $500,000  a  year  under  the  pooling  system. 

Senator  Hisgook.  Tes ;  and  it  has  a  differential  now.  These  differ- 
entials are  now  allowed  as  between  the  trunk  lines,  and,  a^  I  said,  tbey 
are  allowed  on  all  west- bound  freight,  and  agreed  bu  as  to  a  ))artof  the 
east-bound  freight  with  respect  to  the  Grand  Trunk.  Notwithstiinding 
that,  you  cite  this  instance  of  the  Baltimore  and  Ohio,  and  it  is  a  mani- 
fest fact  that  freight  rates  since  the  interstate  commerce  law  has  gone 
into  effect  have  gradually  depreciated.  They  are  lower  now  than  before 
the  passage  of  the  interstate  commerce  bill. 

Mr.  Clark.  I  think  not 

The  Chairman.  Uow  are  the  rates  as  to  through  freight  f 

Mr.  Clark.  I  think  they  have  averaged  relatively  higher  since  tbe 
interstate  commerce  law  went  into  effect  than  betore. 

Senator  Hisgogk.  The  freight  agents  generally  have  all  told  us  that 
they  are  lower  as  a  rule. 

Mr.  Clakk.  That  may  be,  Senator;  but  there  are  some  classes  of 
freight  that  have  been  put  into  the  classification,  especially  dairy  prod- 
ucts, and  the  rate  increased  thereby.  >  While  the  rate  on  certain 
classes  of  goods  may  be  lower  they  have  put  them  into  a  higher  classi- 
fication and  made  the  rate  higher. 

Senator  Hisgogk.  That  may  be  so.  I  was  not  aware  of  that^  and 
so  far  as  I  was  concerned  no  witness  was  interrogated  on  that  point 
But  all  ot  the  freight  agents  and  freight  ofiScials  have  told  us  in  gen- 
eral terms  that  since  the  adoption  of  the  interstat>e  commerce  law  there 
had  been  a  gradual  depreciation  of  freight  rates  on  all  traffic. 

The  Chairman.  Both  as  to  local  and  through  freight — especially  local. 

Mr.  Clark.  I  think  on  freight  west  of  Chicago  the  rates  have  been 
lowered,  but  I  think  from  Chicago  east-bound  the  rates  are  higher  than 
they  were  before  the  interstate  commerce  law  went  into  effect.  1  speak 
relatively.  I  am  not  talking  of  their  tariff  rates,  but  what  was  actually 
paid. 

The  Chairman.  What  are  the  through  rates  on  wheat  and  com  be- 
tween here  and  the  sea-board  on  the  trunk  lines  1 

Mr.  Clark.  Twenty-five  cents. 

The  Chairman.  What  were  they  four  years  ago,  if  you  know  T 

Mr.  Clark.  Anywhere  from  15  to  20  cents. 

The  Chairman.  According  to  the  private  bargain  that  could  bo 
made? 

Mr.  Clark.  That  is  it,  sir. 

The  Chairman.  Do  you  remember  what  the  rates  were! 

Mr.  Clark.  I  could  tell  by  referring  to  my  books. 

Senator  Hisgogk.  Was  not  this  true,  that  at  that  time  they  were 
fluctuating  and  have  been  steadier  since  the  interstate  commerce  act 
went  into  force  1 
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Mr.  Clark.  I  admit  that  tbey  have  been  much  steadier. 

Senator  Hisgock.  And  that  is  one  of  the  reasons  urged  by  these 
people  in  favor  of  these  differentials,  because  while  they  do  not  prevent 
competition  and  do  not  go  to  that  extent,  the  effect  is  to  give  a  steadier 
rate  of  freight  to  the  people. 

Mr.  Glabk.  Yoa  mean  the  effect  of  the  interstate  commerce  act  1 

Senator  Hisgock.  No  ;  the  effect  of  allowing  these  differentials. 

Mr.  Olabk.  I  can  hardly  say  that  that  is  so.  If  one  road  once  in  a 
while  thinks  it  can  wipe  ont  that  differential  it  makes  rates  accordingly. 

The  Chairman.  How  does  it  happen  that  the  Grand  Trank  reduces 
its  rates  on  all  freight? 

Mr.  Clark.  They  go  upon  the  theory,  as  I  understand,  that  grain 
and  all  its  products  should  go  at  one  rate. 
^    The  Chairman.  You  say  its  change  of  rates  takes  effect  to-morrow  t 

Mr.  Clauk.  Yes,  sir. 

Senator  HisoocK.  In  that  case  I  fancy  they  are  all  within  some  one 
or  more  of  these  organizations  that  you  speak  of,  and  the  result  is  that 
the  lowering  of  rates  on  the  Baltimore  and  Ohio  forces  the  Grand  Trunk 
to  lower  its  rates. 

Mr.  Clark.  The  Pennsylvania  issued  a  tariff  that  reduced  the  rate 
on  wheat  and  corn,  but  nothing  else. 

Senator  Hisgock.  Notwithstanding  that  these  great  trunk  lines  say 
*^  we  will  bring  down  these  rates;"  and  the  result  of  it  is  that  the  Grand 
Trunk  road  instantly  has  to  follow  suit.  But  under  this  system  of  dif- 
ferentials, and  under  these  organizations  that  the  roads  have,  you  are 
not  embarrassed  by  rates  that  are  put  down  to-day  and  put  up  to-mor- 
row. I  do  not  want  it  understood  that  I  have  any  opinion  on  the  ques- 
tion, and  simply  desire  to  get  facts  in  reference  to  the  matter  under 
consideration  and  the  opinions  of  gentlemen  who  are  engaged  in  com- 
merce. 

The  Chairman.  What  road  started  the  reduction  of  rates  on  through 
freight  from  here  to  the  East  ? 

Mr.  Clark,  You  mean  on  this  matter  f 

The  Chairman.  Yes. 

Mr.  Clark.  The  Baltimore  and  Ohio. 

The  Chairman.  So  that  the  American  roads  really  began  the  move- 
ment for  the  reduction  of  rates  between  Chicago  and  New  York  f 

Mr.  Clark.  They  did  in  this  instance. 

The  Chairman.  Has  it  been  a  fact  heretofore  that  these  Canadian 
lines  inaugurated  reductions  to  a  greater  extent  than  the  American 
lines  f 

Mr.  Clark.  In  some  cases  perhaps  they  have,  but  as  far  as  the  re- 
duction of  rates  is  concerned  I  think  probably  the  American  lines  have 
reduced  the  rates  as  fast  as  the  Canadian  lines  have. 

The  Chairman.  As  a  matter  of  fact  they  generally  cooperate  with 
each  other,  whether  upon  the  basis  of  differentials  or  not ;  they  have 
generally  gone  along  and  charged  the  public  the  same  rates  between 
here  and  New  York  and  Boston  f 

Mr.  Clark.  Yes. 

The  Chairman.  One  road  has  charged  the  same  as  another  t 

Mr.  Clark.  As  a  general  thing,  sir. 

THE  exportation  OP  GRAIN. 

The  Chairman.  You  are  a  shipper! 

Mr.  Clark.  Yes,  sir. 

The  Chairman.  What  do  yon  ship  t 
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Mr.  Clark.  Grain. 

Tbe Chairman.  Are  you  a'commission  merchants 

Mr.  Clare.  Yes,  sir. 

The  Chairman.  Over  what  road  do  you  sliipT 

Mr.  Clark.  Over  all  the  roads. 

The  Chairman.  Dependinij:  on  the  circamstances  f 

Mr.  Clark.  Yes,  sir. 

The  Chairman.  Do  you  ship  gralu  largely  for.  export  t 

Mr.  Clark.  In  some  cases  I  do ;  but  I  do  nothing  on  tbe  other  side. 

The  Chairman.  Do  you  not  ship  on  through  bills  of  lading  from 
Chicago  to  Liverpool  f 

Mr.  Clark.  Yes,  sir;  I  buy  property  and  ship  it  on  through  bills  of 
lading ;  but  I  do  it  for  parties  in  this  country  and  not  for  parties  on 
the  other  side. 

The  Chairman.  Not  for  Liverpool  purchasers  f 

Mr.  Clark.  No,  sir. 

The  Chairman.  Over  what  route  do  you  send  grain  for  export  f 

Mr.  Clark.  I  have  used  most  all  the  lines  at  different  times. 

The  Chairman.  Do  you  do  your  own  correspondence  with  the  steam- 
ship companies  to  ascertain  what  rate  they  will  give  you  1 

Mr.  Clark.  No,  sir. 

The  Chairman.  Who  does  ! 

Mr.  Clark.  The  rate  is  quoted  here  generally,  but  in  some  cases  ve 
do  considerable  export  business  by  way  of  Boston,  upon  which  the  rate 
is  obtained  there  and  we  are  notified,  and  the  parties  there  make  their 
own  rate  with  the  steam-ship  company. 

The  Chairman.  When  you  ship  over  the  Canadian  Pacific  do  yoa 
ever  find  that  for  the  portion  of  the  charge  for  the  transportation  of  tbe 
grain  on  the  water  you  get  a  better  rate  by  shipping  over  the  Grand 
Trunk  than  by  the  American  line  !  I  will  tell  you  why  I  ask  that  ques- 
tion. One  witness  whom  we  had  before  us  in  Detroit  stated  that  he 
was  a  shipper  of  lumber,  and  that  he  could  get  an  advantage  of  $1.25 
a  thousand  by  shipping  over  the  Grand  Trunk  on  the  water  transporta- 
tion from  New  York  to  Liverpool  or  London,  or  to  wherever  he  shipp^; 
that  he  could  get  $1.25  per  thousand  less  ocean  rate  by  shipping  over  the 
Grand  Trunk  to  the  point  of  export  than  he  could  by  shipping  over  the 
American  line  to  New  York  and  then  exporting. 

Mr.  Clark.  I  did  not  know  of  anything  of  that  kind  being  done.  On 
all  the  property  I  have  shipped  for  export  by  way  of  Montreal  tbe 
ocean  rate  has  been  named  by  Montreal  agents. 

The  Chairman.  Yon  ship  at  published  rates  on  the  railroad  for  the 
inland  shipment,  do  you  not? 

Mr.  Clark.  I  can  not  tell  you.  It  has  always  been,  as  I  understand 
it,  that  they  have  used  the  basis  of  the  New  York  rate  on  their  ship- 
ments. 

The  Chairman.  You  know  that  heretofore  you  would  get  a  rate  from 
here  to  Liverpool,  for  instance,  and  tbe  railroad  would  make  yon  that 
rate  without  informing  yon  or  letting  the  country  know  what  proi>or- 
tion  of  it  was  the  inland  charge.  The  Commission  has  decided  that  tbe 
railroad  must  publish  its  inland  rates  and  adhere  to  them,  and  that  the 
rate  on  the  water  must  be  a  separate  and  distinct  rate.  You  do  not 
know  anything  about  how  that  is  divided  T 

Mr.  Clark.  I  have  not  since  the  Commission  made  the  decision  to 
which  you  refer.  I  shipped  all  last  winter  by  way  of  Portland,  and 
some  by  way  of  Boston. 

The  Chairman.  You  gentlemen  are  in  favor  of  keeping  open  these 
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avenues  of  commerce  by  way  of  the  Chicago  and  Grand  Trunk  and  the 
Grand  Trunk  proper  to  the  Eastern  markets  t 
Mr.  Clask.  YeSy  sir. 

BEGULATION  OF  THE  CANADIAN  BOADS. 

The  Ohaibman.  Suppose  it  should  be  ascertained  definitely  that 
under  the  interstate  commerce  law^  which  is  now  in  force  in  the  United 
States  the  American  roads  were  at  a  disadvantage  in  competition  with 
the  Canadian  roads,  have  you  any  objection  to  or  do  yon  know  of  any 
reason  why  the  Canadian  roads  should  not  be  placed  under  the  same 
regulations,  if  they  do  business  in  this  country,  as  the  American  roads 
are  placed  under  t 

Mr.  CiiABK.  To  divide  my  answer  to  that  question,  Mr.  Chairman,  I 
can  not  see  where  the  American  roads  are  placed  at  any  disadvantage. 

The  Chaibman.  Tou  do  not  believe  they  are ;  but  suppose  they  aret 

Mr.  Clabk.  Then  beyond  that,  if  you  will  allow  me  to  say  it,  it  seems 
to  me  that  if  under  the  interstate  commerce  law  all  the  roads  running 
in  connection  with  the  Canadian  roads  are  amenable  to  that  law,  it  is 
an  international  question.  ^ 

The  Chaibman. ^Suppose  it  is  an  international  question;  that  does 
not  make  any  difference. 

Mr.  Clabk.  If  it  can  be  arranged  by  any  treaty  or  by  any  arrange- 
ment otherwise  made,  I  see  no  objection,  so  far  as  carrying  American 
products  is  concerned,  why  the  law  should  not  cover  the  Canadian 
roads. 

The  Chaibman.  That  the  two  systems— the  American  and  Canadian 
systems  of  railroads — should  be  put  on  the  same  level,  so  far  as^Gov- 
ernment  regulations  are  concerned  T 

Mr.  CiiABK.  If  it  can  be  carried  out  by  any  treaty  X)r  any  other  arrange- 
ment. 

The  Chaibman.  I  am  not  saying  whether  it  can  or  can  not  be  done, 
or  whether  it  is  necessary  to  do  anything;  but  I  want  to  know  from 
you,  as  a  business  man  of  Chicago,  if  you  see  any  reason  why  the  same 
regulations  should  not  prevail  in  Canada  and  in  this  country,  if  it  seems 
necessary  to  do  so,  in  order  to  put  the  two  systems  of  railroads  on  an 
equality. 

Mr.  Clabk.  'I  do  not  see  any  objection  to  it. 

The  Chaibman.  That  is  the  point  I  wanted  to  get  at. 

the  objeot  of  tbaffio  assqoiations. 

Senator  Beagan.  What  do  you  understand  to  be  the  object  of  the 
formation  of  the  associations  referred  to  in  the  fifth  answer  of  the  Board 
of  Trade  f 

Mt.  Clabk.  As  I  stated  to  Senator  Hiscock,  my  ideals  that  they 
hold  forth  for  the  purpose  of  gathering  statistical  information.  That 
is  the  object  for  which  they  were  first  started,  as  I  understand  it. 

Senator  Beagan.  Is  not  the  object  to  regulate  rates  and  to  prevent 
competition  t 

Mr.  Clabk.  If  that  is  so  they  have  not  been  very  successful. 

Senator  BEAa/VN.  I  do  not  assume  any  thing  about  it ;  I  am  just  ask* 
log  your  opinion  whether  they  are  not  formed  for  the  purpose  of  regu- 
lating rates  and  preventing  competition. 

Mr.  Clabk.  That  is  their  tendency  in  my  judgment. 
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Senator  Reagan.  Is  not  that  the  reaM>n  why  your  committee  in  its 
written  report  says : 

Saoh  aftsooiatioDS  tend  to  destroy  oompetition  and  to  oppose  or  evade  the  eofoi  ce- 
ment of  the  interstate  commerce  law. 

Mr.  Olabk.  Yes,  sir. 

Senator  Reagan.  Is  there,  in  fact,  any  difference  in  the  effect  of  the 
present  associations  and  what  we  formerly  understood  as  pooling  f 

Mr.  Glabk.  Yes,  sir ;  there  is  some  difference. 

Senator  Reagan.  In  what  does  that  difference  consist  f 

Mr.  Glabk.  There  is  no  money  paid  over  for  any  extra  tonnage  car- 
ried, while  before  the  law  was  passed  under  the  old  -pooling  system 
money  was  paid  over  for  extra  tonnage  carried. 

Senator  Reagan.  Differentials,  as  they  are  called,  are  substituted  for 
pooling.  What  is  the  difference  in  fact  between  differentials  and  tarn- 
ing  over  the  money  in  excess  of  the  tonnage  a  road  is  entitled  to  carry  1 

Mr.  GuLBE.  There  is  considerable  difference.  I  do  not  know,  as  1 
stated  to  Senator  Hiscock,  of  «any  differential  ou  east-bound  property; 
only  on  west-bound. 

Senator  Reagan.  I  was  not  inquiring  about  that. 

Mr.  Glabk.  And  while  the  money  pool  before  the  law  was  passed, 
applied  to  all  tonnage,  the  differential,  as  I  understand  it,  now  applies 
only  to  dressed  beefl 

Senator  Reagan.  Do  you  regard  it  as  wise  public  policy  to  compel 
the  roads  that  do  the  larger  business  to  surrender  the  right  to  do  t^at 
business  in  order  that  other  roads  may  do  itf^ 

Mr.  Glabk.  I  do  not  quite  comprehend  your  question.  Senator,  as 
you  put  it,  though  I  think  I  know  what  you  mean. 

Senator  Reagan.  Do  yon  regard  it  as  good  public  policy  to  compel 
the  roads  that  are  able  to  do  the  larger  business  to  concede  the  right 
to  roads  doing  the  smaller  business  to  charge  the  lesser  rate?  In  other 
words,  is  the  policy  of  differentials  a  wise  policy? 

Mr.  Glabk.  It  might  be  a  wise  policy,  so  far  as  the  roads  are  con- 
cerned.   It  might  prevent  a  rate  war  or  something  of  that  kind. 

Senator  Reagan.  Is  not  the  eSect  of  it  to  increase  freight  rates  to 
the  i>eople  who  ship  and  those  who  consume  ? 

Mr.  Glabk.  It  might  in  some  cases. 

Senator  Hiscock.  Let  me  put  this  question  to  you :  You  take  the 
United  States  trunk  lines  and  the  Canadian  trunk  lines,  and  the 
United  States  trunk  lines,  one  of  them,  at  least,  and  I  do  not  know  but 
that  there  are  two,  have  by  far  an  easier  grade ;  they  all  go  through 
densely  populated  country,  as  compared  with  the  Canadian  trunk  lines; 
their  local  freight  and  local  passenger  traffic  are  immensely  larger  on 
each  of  them  than  on  the  Ganadiau  trunk  lines.  Now  I  submit  to  you 
as  a  commercial  man  whether  it  would  be  better  to  have  a  war  of  rates 
between  the  American  trunk  lines  and  the  Canadian  trunk  lines,  which 
of  course  might  temporarily  embarrass  all  the  roads,  and  unless  the 
Canadian  trunk  lines  are  supported  as  political  necessities  by  Canada, 
would  embarrass  them  more  than  all  the  rest — would  it  be  better  for 
Chicago  to  have  an  arrangement  by  which  differentials  were  given  the 
Canadian  trunk  lines  so  that  they  could  have  their  share  of  the  busi- 
ness or  to  have  this  rate  war  f 

Mr.  Glabk.  In  answer  to  that  question  J  will  tell  you  candidly  that 
as  respects  traffic  outside  of  the  dressed  beef  business  in  the  commod- 
ities in  which  I  deal,  on  even  rates  the  Grand  Trunk  line  will  get  more 
business  out  of  this  town  to-day  than  the  system  you  speak  of. 
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Senator  HtsoocK.  On  even  rates,  very  likely ;  bat  supposing  it  were 
a  question  of  catting  rates,  sappose  the  question  oame  up  wbicli  one  of 
these  roads  coold  do  business  cheapest  and  quickest — say  there  were  two 
competing  lines,  one  of  which  could  do  business  cheaper  or  had  the 
shorter  line  and  had  facilities  superior  to  those  of  the  other  road — would 
it  be  better  for  the  trank  line  that  had  such  facilities  to  surrender  a 
share  of  the  business  to  the  weaker  line  or  go  in  and  wipe  out  the  weaker 
linef  That  is  a  question  of  railroad  policy  that  is  being  discussed  by 
commercial  men  and  railroad  men  all  over  the  United  States,  and  it  is  a 
serious  problem.  It  is  fair  to  say  that  the  general  tendency  for  the  last 
five  or  six  years,  or  seven  years,  has  been  in  favor  of  giving  the  weaker 
line  a  share  of  the  business. 

Mr.  Glabk.  I  am  aware  of  that  fact. 

Senator  HiscooK.  £  do  not  know  bat  what  that  has  been  the  general 
opinion  for  ten  years.  What  I  wanted  to  know  was  whether  this  lan- 
guage here  in  the  report  went  in  as  a  deliberate  judgment  against  that 
policy  or  rather  as  a  rhetorical  expression  t  Since  I  have  been  here 
one  of  the  largest  shippers  in  Chicago  ^pressed  to  me  the  opinion  un- 
qualifiedly that  if,  under  the  interstate  commerce  law,  pooling  copJd  be 
adopted  which  would  be  under  the  supervision  of  the  Interstate  Gcm- 
merce  Commission  it  would  give  stability  to  rates  and  in  the  end  tend 
to  reduce  rates.  I  do  not  care  to  mention  his  name,  but  that  was  his 
opinion. 

Mr.  CiiABK.  Ifthe  Government  could  make  the  rates  without  ihe  pool 
I  think  we  would  be  better  off. 

Senator  Hiscogk.  The  Government  would  practically  make  he  rates 
l>etween  these  other  trunk  lines  and  the  Grand  Trunk  line. 

STATEHEHT  OF  WltllAV  J.  POPR 

Mr.  William  J.  Pope,  a  member  of  the  committee  of  the  loard  of 
Trade,  appeared. 

The  Chairman.  What  is  your  uame,  sir  t 

Mr.  Pope.  William  J.  Pope. 

The  Chairman.  Proceed  to  make  whatever  statement  seems  i  twtineut 
to  this  inquiry,  Mr.  Poi)e. 

Mr.  Pope.  Mr.  Chairman  and  gentlemen,  the  lineof  examina^donhaa 
taken  an  entirel^^  different  drift  from  what  I  expected  when  I  came 
before  you. 

The  Chairman.  It  has  been  a  little  bit  on  the  side  track. 

Mr.  Pope.  There  is  nothing  in  the  resolutions  which  w< '  e  sub 
mitted  to  us  that  touches  the  question  of  pooling. 

The  Chairman.  That  question  does  not  esi)ecially  belong  to  \\m  in 
vestigation. 

Mr.  Pope.  And  therefore,  while  I  am  greatly  interested  in  th^  sub 
ject,  I  am  here  without  special  preparation. 

The  Chairman.  The  committee  does  not  expect  you  to  talk  abonf 
pooling  unless  you  choose  to  do  so. 

the  question  op  pooling. 

Mr.  Pope.  I  would  like  to  say  a  word  about  pooling  from  practical  ex 
perience,  and  tell  you  why  I  am  opposed  to  it. 

The  Chairman.  I  remember  when  you  gave  your  testimony  before 
this  committee  a  few  years  ago  you  expressed  yourself  as  opposed  t^ 
pooling. 
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Mr.  Pope.  I  am  opposed  to  pooling  because  it  is  utterly  aud  wbollj 
ou-Americau.  I  thiuk  it  begets  indifference  on  the  part  of  the  railroads 
to  the  wants  and  wishes  of  the  trade.  That  sort  of  iodiffereoce  begets 
indolence;  and  not  infrequently  indolence  begets  insolence.  I  will  re- 
cite to  you  an  experience  I  had  of  that  sort ;  and,  by  the  way,  it  occnrred 
only  recently  before  the  meeting  of  your  committee  od  its  former  trip. 

We  had  an  extremely  high  priced  corn  market  here  iu  1884;  corn  was 
selling  at  something  like  70  cents  per  bushel.  We  have  an  extensive 
trade  through  the  West.  One  of  our  customers,  living  at  Arkansas 
City,  as  I  remember,  had  one  hundred  and  fifty  cars  of  corn  that  be 
ordered  us  to  sell  for  arrival  here,  provided  we  could  secure  for  him  its 
prompt  shipment.  I  called  immediately  on  the  general  freight  agent  of 
the  Chicago,  Bock  Island  and  Pacific,  and  the  Chicago,  Burlington  and 
Quincy,  and  arranged  for  the  transportation  of  the  corn.  On  the  arrival 
of  the  property  at  Kansas  City  the  pool  commissioner  there  put  in  his 
oar  and  insisted  upon  the  diversion  of  that  property  to  the  Wabasb 
system.  Now,  the  Wabash  was  a  line  which  at  that  time  was  not  solv- 
ent; its  equipment  was  in  a  wretched  condition;  its  road-bed  was  in 
still  worse  condition,  and  had  my  property  been  ditched  in  transit— in 
the  first  place  it  was  not  at  all  probable  that  the  Wabash  bad  the  mo- 
tive power  to  get  it  here  in  time — I  would  perhaps  have  been  whistling 
even  to-day  for  the  pay  for  it ;  that  is  under  the  old  management  of  the 
Wabash.  It  was  only  by  the  greatest  effort  that  my  property  was  saved 
from  that  sort  of  diversion. 

I  roust  say  that  I  should  have  regarded  that  treatment  of  diverting 
my  property  from  two  lines  selected  by  myself,  good  and  responsible 
lines,  to  a  line  which  I  would  not  have  chosen,  as  unjust  I  can  not  help 
but  think  it  approaches  insolence,  and  therefore  I  have  used  the  word 
advisedly. 

It  would  be  equal  to  this:  This  committee  knows  that  the  Grand 
Pacific  is  a  firs^class  hotel,  and  it  engages  rooms  here.  Now,  suppose 
there  was  a  hotel  pool,  and  after  you  had  engaged  your  rooms  at  the 
Grand  Pacific,  on  arriving  here  you  should  be  given  rooms  on  Clark 
street,  iu  some  inferior  house.    It  is  entirely  un-American. 

The  railroad  lines  flourish  and  have  flourished  for  some  time.  I  have 
lived  here  for  thirty  odd  years,  and  have  been  a  patron  of  all  the  lines, 
and  they  have  flourished  without  the  pooling  system. 

So  far  as  respects  this  question  at  the  close  of  our  repnort,  which  I  did 
not  consider  very  fully,  I  concede  a  great  deal  can  be  said.  I  think  the 
questions  put  by  Senator  Hiscock  are  very  important.  Something  can 
be  said  on  both  sides,  however.  The  most  stalwart  friends  I  have 
among  the  railroad  i>eople  are  large  holders  of  railroad  securities,  and 
I  would  not  like  to  see  them  injured  materially  or  wronged,  or  even 
damaged  in  pocket ;  but  there  are  the  great  people  of  this  country,  and 
their  rights  are  something  as  well  as  those  of  the  stockholders  of  the 
railroad  lines. 

I  am  opposed  to  these  associations,  not  so  much  as  to  what  they  are, 
but  as  to  what  they  are  drifting  to.  It  means  a  great  pool,  with  just 
that  sort  of  indifference  to  the  wants  of  the  people,  just  that  sort  of  in- 
dolence, I  thiuk  we  should  avoid. 

But  a  few  years  ago — I  am  going  to  speak  from  experience,  because 
I  think  that  is  a  little  better  than  theory — there  was  a  pool  of  the 
three  lines  which  have  been  named  going  out  of  Chicago — ^the  principal 
lines  out  of  Chicago — the  Michigan  Central,  the  Michigan  Southern, 
and  the  Pennsylvania  system.  They  exacted  45  cents  on  freight  to  New 
York  and  50  cents  to  New  England,  and  there  was  no  power  in  this 
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town,  no  sapplications,  no  appeals,  no  prayers,  that  coald  move  them  on 
that  point. 

A  gentleman  who  said  that  his  average  hanl  was  fourteen  cars  a  day 
stated  that  unless  the  pool  was  broken  up  his  company  would  be  ruined. 
Property  billed  for  Portland,  Me.,  started  90  miles  below  Chiciigo, 
although  Chicago  is  on  a  direct  line,  and  took  a  southeasterly  course, 
then  to  Spriugfleld,  from  Springfield  to  Flora,  then  to  Gincinnati, 
and  then  over  the  Hamilton  and  Dayton  system  to  Detroit,  there  to 
take  the  Grand  Trunk  road  to  Portland.  This  was  owing  to  the  bill- 
ing system  adhered  to  here  with  great  tenacity.  Property  ran  around 
three  sides  of  a  square,  and  I  lost  money  on  some  of  that  property, 
while  the  pool  sat  here  with  indifference  and  refused  to  change  that 
condition  of  afiEairs.  By  running  those  extra  miles  &  cents  a  hundred 
was  saved.  As  a  boy  brought  up  in  Chicago,  where  there  is  a  chance 
for  all  and  fair  treatment  all  around,  yon  see  I  have  the  wjong  educa- 
tion to  believe  in  pools.  I  heard  the  Senator  ask  the  question  if  the 
making  of  a  pool  did  not  benefit  the  weaker  line  and  thereby  create 
competition  and  maintain  competition. 

Senator  Hisgogk.  I  do  not  know  that  I  did  in  connection  with  the 
pool;  I  may  have  in  connection  with  the  differential. 

Mr.  Pope.  This  is  a  digression,  but  I  am  clear  about  what  I  say  in 
regard  to  los^^s  on  that  business  and  other  business. 

The  Chairman.  While  you  are  on  this  subject,  which  is  somewhat 
outside  of  our  inquiry,  please  stAte  what  is  the  situation  now  under  the 
interstate  commerce  actf 

Mr.  Pope.  I  think  the  situation  now  is  very  much  a  .question  of 
management  on  the  part  of  the  railway  people — a  question  of  good 
management.  You  are  somewhat  familiar  with  the  condition  of  the 
Wabash  road  in  this  State.  There  was  a  property  running  through  an 
excellent  territory,  with  large  crops  usually,  and  yet  the  previous  man- 
agement of  that  road  allowed  its  first-mortgage  bonds  to  be  defaulted 
upon  in  interest.  Those  bonds  were  taken  here  largely  by  trust  asso- 
ciations, and  widows  and  orphans  took  them,  and  they  declined  to  some- 
thing like  60  cents  on  the  dollar.  These  people  holding  these  bonds 
went  to  our  distinguished  court,  and  Judge  Oresham  appointed  a  re- 
ceiver, and  an  efficient  receiver,  yet  when  that  road  was  given  to  the 
receiver  it  was  not  calculated  to  earn  money.  For  two  years  we  had 
from  one-half  to  three-fourths  of  a  crop.  Under  the  administration  of 
that  man,  however,  who  had  no  experience  in  pools,  he  established  au 
esprit  de  corps j  stood  here  to  serve  the  people  and  not  to  punish  them, 
and  in  a  short  while  paid  the  defaulted  interest,  the  bonds  went  to  par, 
and  finally  he  turned  over  the  property  with  everybody  in  love  with  it, 
the  roadbed  in  fine  order  and  the  equipment  in  first-class  condition. 
So  management  has  something  to  do  with  it.  He  could  not  stay  some- 
times in  Europe,  sometimes  in  Washington,  and  at  all  times  in  politics, 
and  do  that  sort  of  thing  with  a  road. 

The  Chairman.  What  I  thought  was  that  this  practice  of  having 
grain  travel  three  sides  of  a  square  and  finally  going  east  had  ceased 
sometime  ago  and  bad  not  been  the  case  since  the  enactment  of  the 
interstate  commerce  law.  That  sort  of  thing  is  not  going  on  now, 
is  itf 

Mr.  Pope.  No,  sir;  it  is  not  going  on  to  any  great  extent  at  the 
present  time;  there  has  been  diversion. 

Tbere  is  another  thing  I  shall  speak  of  briefly.  The  Baltimore  and 
Ohio  made  a  20-cent  rate  on  corn  but  maintained  a  25-cent  rate  on 
wheat,  and  the  presidents'  association  of  the  trunk  linos^  me^Xx^vsi,  xic^l 
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New  York,  ratifie<l  that  heresy.  Grain  has  always  gone  at  a  unifOTm 
rate.  Oats  are  of  less  value  than  corn,  and  if  any  dtscrimiDation  should 
be  made  in  favor  of  any  grain  it  should  be  with  respect  to  oats.  I  do  not 
think  the  Interstate  Commerce  Oommission  or  this  committee  would 
ratify  that  sort  of  humbug,  and  yet  the  trnnk*line  presidents  meet  in 
New  York  and  say  it  is  all  right.  They  say  ^^  Panish  wheat  and  oats 
all  you  can."  That  is  the  outcome  when  men's  hands  are  tied  by  rate 
associations,  etc.  They  do  not  go  into  the  channel  where  they  will  learn 
the  wants  of  the  people.  I  think  that  action  alone  is  one  of  the  most 
remarkable  I  have  ever  known  of,  and  a  remarkable  frnit  of  the  cla^ 
of  associations  I  have  been  trying  to  describe  to  yon. 

The  Chairman.  The  volume  of  com  to  be  moved  is  mnch  the  larger, 
I  take  it. 

Mr.  Pope.  Yes,  sir;  the  larger  portion. 

The  Chairman.  I  suppose  they  took  that  into  justification,  as  far  as 
it  goes,  in  this  discrimination  between  corn  and  oats  t 

Sir.  Pope.  Yes,  sir. 

Senator  Hisooge.  What  difference  did  they  maintain  between  corn 
and  wheat  1 

Mr.  Pope.  The  wheat  and  corn  rate  are  the  same,  bat  they  allow  the 
reduction  on  corn. 

Senator  HisoocK   Reduced  corn  below  wheat  T 

Mr.  Pope.  Yes,  sir,  and  below  oats.  There  might  be  some  jostifica- 
tion  if  the  reduction  was  on  the  grain  of  lesser  value. 

The  Chairman.  As  a  shipper  and  business  man  here,  I  will  ask  yoa 
if  the  interstate  commerce  act  is  obeyed  or  not,  as  far  as  yoa  know  f 

Mr.  Pope.  I  think  It  is  very  generally  obeyed.  There  was  a  recent 
action  taken  here  by  one  of  these  associations— I  think  it  is  called  the 
Interstate  Commerce  Association — in  regard  to  rates  at  competiog 
points  in  the  Northwest.  But  I  think  the  law  is  very  generally  obeyed. 
The  law  is  very  popular  in  the  United  States,  1  take  it. 

Senator  Hisoogk.  Do  yon  carry  your  argument  against  pooling  to 
the  same  extent  against  differentials  f 

Mr.  Pope.  No,  sir ;  I  do  not.  I  concede  that  where  these  differen- 
tials are  agreed  upon  between  different  lines  of  railway  they  are  hdp- 
ful.  I  think  the  roads  should  keep  their  agreements,  but  of  course  rail- 
way men  do  not  keep  their  agreements  with  each  other. 

The  Chairman.  Do  you  perceive  very  much  difference  between  the 
principle  of  allowing  differentials  between  railroads,  which  means  the 
helping  of  the  weak  by  the  stronger,  and  the  ordinary  pooling  arrange- 
ment, by  which  freights  are  dividecl  and  profits  are  divided  f 

Mr.  Pope.  I  think  they  are  wholly  and  totally  dissimilar;  absolutely 
dissimilar.  No  one  charges  the  Pennsylvania  system,  I  fancy,  with  vio- 
lation of  the  interstate  commerce  act  by  cutting  rates.  Previous  to 
the  Johnstown  disaster  it  did  the  largest  passenger  business  out  of  this 
city.  And  why  ?  Because  it  makes  the  quickest  time,  furnishes  the 
best  character  of  road-bed,  and  has  better  accommodations.  If  some 
other  road  that  runs  around  Bobin  Hood's  barn  chooses  to  make  $1.50 
or  $2  less  rate,  it  is  no  concern  of  the  Pennsylvania.  They  do  not 
do  it  by  consent  of  the  Pennsylvania,  but  of  necessity. 

The  Chairman.  When  the  Pennsylvania  and  the  other  roads  are 
being  interfered  with  more  or  less  by  traffic  being  taken  by  a  round- 
about road  that  you  refer  to,  they  get  together  and  say:  *'Thi8  will  not 
do;  they  are  taking  our  business  from  us,  and  to  stop  that  we  must  give 
them  a  differential,  and  publish  their  rates." 

Mr.  Pope.  That  is  different  from  the  pooling  system. 
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The  Chairman.  Take  the  Chicago  and  Grand  Tronk  in  connection 
with  the  Grand  Trunk  of  Canada,  and  they  say,  ^<  We  will  carry  this, 
that,  and  the  other  ^t  a  given  rate,"  which  is  very  much  below  the  rate 
at  which  the  other  roads  carry  the  same  thing.  Then  the^e  other  roads 
say,  ^' We  can  not  allow  this;  it  will  ruin  ns,'^  and  they  state  to  the 
Grand  Trunk  "If  yon  do  not  do  that  we  will  give  you  a  5-cent  differen- 
tial.''   That  is  a  sort  of  a  pooling,  is  it  notf 

Mr.  PoPK.  I  do  not  think  itany  kin  whatever  to  the  ik>o1.  If  I  thought 
it  was  I  would  not  have  answered  as  I  have.  These  wars  of  rates  have 
occurred  before,  and  the  roads  have  adjusted  them.  I  am  not  one  who 
desires  to  see  them,  but  if  they  are  an  evil,  they  are  a  lesser  evil  than 
that  which  would  follow  anything  like  a  legalization  of  the  pooling  sys- 
tem in  this  country. 

The  Chairman.  Tou  are  a  large  shipper  t 

Mr.  Pope.  I  handle  a  great  deal  of  grain. 

The  Chairman.  What  roads  do  you  ship  over  to  the  eastt 

Mr.  Pope.  We  do  not  confine  ourselves  to  any  particular  line.  At 
certain  seasons  of  the  year  we  like  the  New  York  Central  delivery. 
Our  fioston  grain  goes  largely  by  the  Grand  Trunk.  I  think  a  large 
proportion  6f  this  business  going  to  New  England  goes  there  because  it 
does  not  have  the  canal  competition  in  the  distribution  of  grain  that 
the  New  York  Central  system  has.  The  New  York  Central  system 
loses  a  large  amount  of  its  business  after  it  reaches  Buffalo  because  of 
the  canal.  While  these  percentages  show  a  large  volume  of  business 
in  the  New  England  trade  by  the  Grand  Trunk,  on  any  other  branch  of 
trade,  for  the  reasons  I  have  suggested,  the  Grand  Trunk  would  stand 
at  almost  m2  in  percentages. 

The  Chairman.  Do  you  ship  for  export  T 

Mr.  Pope.  Sometimes. 

The  Chairman.  Are  you  familiar  with  the  inland  rates  as  well  as  the 
ocean  rates  1 

Mr.  Pope.  I  am  familiar  with  the  changed  system  under  the  inter- 
state-commerce law  as  compared  with  what  it  was  previously. 

The  Chairman.  You  get  a  published  rate  from  here  to  Boston  t 

Mr.  Pope.  Yes,  sir. 

The  Chairman.  And  then  you  make  the  best  bargain  you  can  at 
the  port  from  which  the  goods  are  shipped  across  the  ocean  for  the 
ocean  transportation  f 

Mr.  Pope.  No,  sir ;  the  eastern  consignee  makes  the  ocean  rate. 

The  Chairman.  Do  you  believe  that  the  American  railroads  under 
the  interstate-commerce  act  and  State  regulations  are  at  a  disadvan- 
tage in  competition  with  the  Canadian  roads  t 

Mr.  Pope.  Well,  we  have  said  in  our  report  that  we  think  not.  That 
is  candidly  my  opinion. 

The  Chairman.  If  it  should  turn  out  that  yon  are  mistaken  and  that 
they  are  at  a  disadvantage,  what  would  you  favor  t  Would  you  favor 
placing  the  Canadian  roads,  if  there  is  any  power  to  do  it,  upon  the  same 
level,  or  would  you  want  to  change  the  laws  of  the  (Tnited  States  T 

Mr.  Pope.  The  two  systems  of  roads  should  be  placed,  in  my  judg- 
ment, on  the  same  level.  As  far  as  I  know,  the  Canadian  lines  compet- 
ing for  business  here  can  not  be  reached.  I  think  the  Canadian  Pacific 
owns  and  operates  its  line  in  Vermont  or  Maine.  There  is  no  difficulty 
about  reaching  the  Grand  Trunk  any  more  than  there  is  in  reaching  the 
Chicago  and  Grand  Trunk. 

The  Chairman.  Their  officers  testified  that  they  observe  the  inter- 
state commerce  act  fully  in  all  business  touching  the  United  States, 
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whether  it  goes  out  of  the  United  States  into  Canada,  or  through  Can- 
ada into  the  United  States,  or  goes  through  Canada  for  exportation  at 
Montreal,  or  comes  through  Canada  into  the  United  States.  TLey  in- 
sist that  they  obey  the  interstate  commerce  act  as  to  such  shipments. 
Our  railroad  officials  insist  that  the  Canadian  roads  can  recoup  and 
make  themselves  whole  upon  their  own  i>eople  iu  their  local  traffic, 
with  which,  of  course,  we  have  no  right  ta  interfere. 

Mr.  Pope.  As  far  as  my  observation  goes  from  reading  the  testimony 
given  at  your  interesting  sessions  in  other  cities  and  here,  the  only  com- 
plaint is  from  attorneys  of  lines  in  direct  competition  with  the  Canadian 
lines.  I  have  yet  to  find  the  first  merchant  in  this  city  who  finds  any 
such  fault.  While  the  intelligent  and  honorable  gentlemen  who  are  the 
traffic  managers  of  this  line,  and  who  ought  to  know  all  about  it,  say 
they  do  obey  the  law,  some  attorney,  who  knows  nothing  whatever 
about  their  traffic  business,  says  they  do  not.  Now  I  say  between  tbe 
two  the  preponderance  should  be  with  the  man  who  knows  with  respect 
to  the  business  and  not  the  man  who  does  not. 

Senator  Hisgook.  Ooing  back  to  this  other  question  that  I  say  yon 
have  interjected  in  here— did  I  understand  that  you  are  in  favor  of  dif- 
ferentials but  not  in  favor  of  pooling  f  * 

Mr.  Pope.  To  answer  tbe  question  fairly  I  will  say  this:  I  see  uo ob- 
ject ion  whatever  to  any  agreement  that  the  managers  of  the  railways 
may  make  among  themselves  for  the  allowance  of  a  differential.  I  do 
not  desire  to  go  ui)on  record  as  saying  that  I  would  like  to  see  that 
thing  legalized,  or  any  further  steps  taken  than  the  interstate  commerce 
act  does  in  that  respect.  For  the  peace  and  harmony  and  good  man- 
agement of  the  roads,  and  the  interest  of  their  stockholders,  I  can  see 
how  the  allowance  of  these  differentials  at  times  may  be  wise  and  proper. 
I  hope  I  am  not  a  crank  on  the  subject. 

Senator  Uisoogk.  I  hope  you  do  not  think  I  am  insinuating  anything 
of  that  kind. 

STATEMEHT  OF  A.  M.  WBIGHT. 

Mr.  A.  M.  Wright,  a  member  of  the  committee  of  the  Board  of  Trade, 
appeared. 

The  Chairman.  This  report,  I  suppose,  represents  the  feeling  of  the 
Board  of  Trade,  Mr.  Wright. 

Mr.  Wright.  I  think  so.  I  think  there  is  no  attempt  at  rhetoric  in 
the  report,  and  I  hope  tbe  committee  will  not  think  that  anything  is 
put  in  it  for  the  purpose  of  pointing  off  sentences.  I  think  the  report 
represents  the  sentiments  of  the  Board  of  Trade.  Of  course  it  has  been 
formulated  by  only  a  small  number  of  the  board,  but  I  would  say  iu  a 
general  way  that  the  commercial  world  of  the  West  will  view  with  a 
great  deal  of  apprehension  any  experimental  legislation.  We  think  we 
are  getting  along  well  with  Canada,  and  the  -trade  that  goes  througli 
Canada,  and  the  Canadian  trade,  and  the  merchants  of  the  West  and 
the  producers  and  farmers  of  the  West,  I  think,  would  view  with  alarm 
any  experiments  undertaken  for  the  purpose  of  remedying  a  fancied 
evil,  unless  that  evil  is  very  plainly  shown  to  exist. 

The  Chairman.  This  committee,  as  you  well  understand,  is  simply 
charged  with  the  duty  of  inquiring  as  to  the  effect  of  Canadian  compe- 
tition, and  the  questions  affecting  and  bearing  upon  the  subject,  and 
have  no  expressed  opinion  of  our  own,  certainly  ;  and  we  do  not  expect 
to  have  any  until  we  have  heard  substantially  all  the  facts  in  the  case. 


THE   UNITED   STATES   AND   CANADA.  635 

• 

We  have  beeu  to  New  York,  Boston,  aud  Detroit,  and  thought  that 
after  hearing  yon  gentlemen  in  Chicago  wq  would  probably  have  cov- 
ered the  ground  sufficiently  to  know  whether  we  should  do  anything 
except  report  the  facts  to  the  Senate  of  the  United  States* 

Mr.  Wbioht.  I  may  say  that  the  pool  has  always  operated  against 
Ohicago. 

The  Ohaibman.  You  are  speaking  now  of  the  general  pooling  sys- 
temf 

Mr.  Wright.  Yes,  sir ;  as  it  existed  before  the  law  was  passed,  and 
we  do  not  know  that  it  will  ever  be  better.^  I  may  say  it  has  always 
worked  to  the  disadvantage  of  Ohicago. 


StATEHBNT  OF  H.  F.  DOUSMAV. 

Mr.  H.  F.  DouSMAN,  a  member  of  the  committee  of  the  Board  of 
Trade,  appeared. 

The  Ohaibman.  What  do  you  know  about  the  situation,  Mr.  Dous^ 
mant 

Mr.  DouSMAN.  I  know  that  in  February,  a  year  ago,  I  bought  two 
cars  of  com  in  Atlantic,  Iowa.  I  shipped  one  car  direct  to  Baltimore, 
and  the  other  to  Ohicago  and  then  to  Baltimore.  I  know  that  the  tariff 
on  the  car  coming  here  and  going  from  here  to  Baltimore  was 43}  cents, 
and  the  tariff  on  the  car  going  direct  to  Baltimore  was  28}  cents.  Both 
cars  were  loaded  with  the  same  property,  going  over  the  same  line,  to 
the  same  place,  and  to  the  same  party. 

The  Ohaibman.  You  say  the  two  cars  went  over  the  same  linet 

Mr.  DousMAN.  Precisely ;  the  same  two  roads,  the  Ohicago,  Book 
Island  and  Pacific,  and  then  the  Baltimore  and  Ohio. 

Senator  Hisccgk.  Did  it  change  in  bulk  heret 

Mr.  DousMAN.  Yes,  sir ;  in  both  cases. 

The  Ohaibman.  How  do  you  explain  that  t 

Mr.  DousMAN.  The  tariff  was  published  at  28}  cents  from  Atlantic, 
Iowa — from  all  Iowa  points — to  Baltimore.  I  am  testing  that  case  be* 
fore  the  Oommissicn. 

The  Ohaibman.  At  the  present  timet 

Mr.  DousMAN.  Yes,  sir. 

The  Ohaibman.  If  the  tariff  was  published  and  you  were  shipping  to 
the  same  man  in  the  same  city  two  car-loads  of  the  same  freight  over 
the  same  road,  how  did  it  happen  that  you  paid  different  rates  on  the 
two  car-loads  f 

Mr.  DousMAN.  The  railroad  claimed  that,  under  the  interstate  com- 
merce act,  as  long  as  the  total  rate  from  the  point  of  origin  was  greater 
thjsin  the  rate  from  Ohicago,  which  was  24}  cents,  they  were  entitled  to 
doit;  that  one  is  an  original  shipment  from  here  and  the  other  is  a 
through  shipment  from  the  other  place.    The  service  was  the  same. 

The  Ohaibman.  I  do  not  quite  understand  how  it  was  an  original 
shipment  from  here. 

Senator  Hisoogk.  There  was  a  break  in  the  bulk  here.  In  other 
words,  the  question  involved  was  this :  Whether  they  had  a  right  to 
charge  more  from  Ohicago  to  Baltimore  than  they  charged  from  Atlantic 
to  Baltimore. 

The  Ohaibman.  The  shipment  from  Atlantic  to  Ohicago  was  under  a 
sort  of  arbitrary. 

Mr.  DousMAN.  No,  sir ;  it  was  the  regular  rate.  Last  winter  prop- 
erty was  taken,  as  I  understand — and  I  have  it  very  straight — from 
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Iowa  points  to  Beardatown^  111.,  and  forwarded  from  there  to  Baltimore 
at  lower  rates  than  the  regalar  agreed  rates. 

The  Ohaibman.  Yon  claim  that  yoa  were  discrimioated  against  and 
that  it  was  the  result  of  this  combination  traffic  system. 

Mr.  DousMAN.  The  combinations  pretend  to  regulate  rates,  bat  th^ 
do  not. 

Senator  Reagan.  When  was  freight  taken  from  points  in  Iowa  to 
Beardstown,  in  this  State,  for  shipment  to  Baltimore  at  lower  rates  than 
the  rates  agreed  upon  by  the  roads  f 

Mr.  DousMAN.  A  year  ago ;  in  February,  1888. 

Senator  Reagan.  Was  the  matter  presented  to  the  Interstate  Com- 
merce Commission  t 

Mr.  DousMAN.  It  is  before  them  now.  The  papers  are  all  on  file. 
Mr.  Wicker's  road  at  that  time  made  a  tariff  from  Tamer,  M  miles  from 
here,  providing  one  rate  if  it  went  co  Baltimore,  another  if  it  went  to 
New  York,  another  if  it  went  to  Boston.  He  was  not  to  blame.  He 
had  to  do  it  to  get  any  freight.  He,  perhaps,  can  give  you  the  reasons 
for  it  better  than  I  can. 

Mr.  WiOKEB.  I  will  speak  of  them  when  I  get  on  the  stand. 


STATEMEHT  OF  HEHBT  C.  WICKER. 

Mr.  Hbnby  0.  Wicker,  traffic  manager  of  the  Ohioago  and  Norlli- 
western  Railway  Company,  appeared. 

The  Chairman.  What  is  your  business f 

Mr.  WiOKER.  I  am  traffic  manager  of  the  Chicago  and  JfTorthwestern 
Railway  Company. 

The  Chairman.  You  have  heard  the  statements  here  this  morning, 
and  you  may  go  on  in  your  own  way  and  tell  us  what  yoa  know  aboat 
the  subject-matter  before  us. 

Mr.  Wicker.  The  facts  in  reference  to  these  transactions  are  sub- 
stantially as  stated  by  the  gentleman  who  preceded  me.  In  order  to 
make  the  situation  plain  it  will,  perhaps,  be  necessary  to  state  some 
things  that  you  are  all  cognizant  of. 

The  system  of  making  rates  eastward  bound  is  a  system  that  starts 
with  Chicago  as  the  unit  Say  the  rate  is  22  cents  from  Chicago  to 
Baltimore.  That  was  taken  as  100.  The  rates  from  Peoria,  Beards- 
town,  and  St.  Louis  and  other  towns  south  of  here  were  made  at  cer- 
tain i>erceutages  above  those  rates,  being  a  greater  distance  from  the 
sea-board.  The  rates  were  published  from  these  other  places  on  that 
scale,  but  the  lines  leading  from  Beardstown  more  especially,  and  I 
think  the  same  is  true  of  Peoria  disregarding  that  scale,  and  instead  of 
charging  25  cents  on  corn  from  Beardstown,  say  they  pat  in  rates  in 
compliance  with  the  interstate  commerce  law  of  suppose  20  cents.  In 
other  words,  tboy  refuse  to  abide  by  the  scale.  Being  an  interested 
party  controlling  about  2,500  miles  of  road  in  the  State  of  Nebraska, 
grain  was  being  taken  from  us  by  lines  leading  to  Beardstown,  etc.,  at 
this  reduced  rate.  We  appealed  in  vain  to  lines  running  into  Chicago 
to  meet  this  reduction.  We  said,  <<  Either  bring  the  lines  south  of  here 
to  an  observance  of  the  scale  or  come  down  yourselves — give  us  an  out- 
let here.  We  have  no  roads  reaching  these  southern  outlets.  Our  out* 
let  is  solely  by  way  of  Chicago.''  They  tailed  to  bring  these  lines  south 
of  here  to  an  observance  of  the  scale  and  declined  to  reduce  their  own 
rates. 
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I  think  it  can  be  shown  very  plainly  why  they  did  not  reduce  the  rate 
fh)m  here.  Their  sitnation  was  entirely  dififerent,  as  it  will  be  noticed, 
from  these  lines  reaching  the  seaboard  from  Peoria  and  Beardstown« 
There  is  always  a  very  large  volume  of  traffic  lu  Chicago.  The  ele- 
vators contain  more  or  less  grain,  and  the  large  manufacturing  interests 
of  variotfs  sorts  constantly  afford  a  large  volnme  of  business.  These 
points  south  of  here  are  nothing  bat  junction  points.  Peoria  has  some 
little  traffic  it  may  call  its  own,  but  Beardstown  is  nothing  but  a  cross- 
ing. The  Chicago  lines  failed  to  get  the  southern  lines  to  meet  this 
situation,  because  under  the  interstate-commerce  act  they  would  be 
compelled  to  reduce  their  rates  on  a  large  volume  of  every -day  traffic 
here  if  tliey  reduced  their  rate  on  corn. 

I  see  why  they  were  loth  to  do  it.  They  said  to  themselves,  "  We  had 
better  lose  this  traffic  from  Nebraska  rather  than  reduce  our  rates  on  the 
whole  volume  of  business."  But  we  did  effect  an  arrangement  with 
some  of  the  lines  for  billing  this  property  at  a  point  between  Cjiicago 
and  the  Mississippi  Biver  at  a  rate  which  was  equivalent  to  the  rate 
from  Beardstown,  billing  our  freight  up  to  this  point.  Tbe  point  was 
just  this  side  of  the  Mississippi  Biver.  My  impression  is  that  it  was 
Sterling.  They  gave  ns  exactly  the  same  rate  from  that  point  to  the 
sea  board  as  was  made  from  Beardstown,  akid  we  took  it  and  arranged 
with  them  for  proportions  between  Chicago  and  that  point,  and  tacked 
on  our  rate  from  Nebraska  to  hold  our  business. 

The  Chaibman.  You  did  it,  did  you  t 

Mr.  WiOKER.  And  we  did  it  as  a  measure  of  self  defense.  Now  those 
are  the  facts. 

I  will  sabmit  data  hereaftei  showing  what  the  figures  were  in  refer- 
ence to  this  traffic. 

The  Chaibman.  Are  yon  the  traffic  manager  of  the  whole  system  t 

Mr.  Wicker.  No,  sir. 

The  Chaibman.  How  far  does  your  jurisdiction  extend  f 

Mr.  WiOKEB.  From  here  to  the  Missouri  Biver,  Council  Bluffs. 

The  Chaibman.  Ton  have  nothing  to  do  with  the  traffic  from  here 
here  to  St.  Panl  and  Minneapolis  f 

Mr.  WlOKEB.  On  westward  bound,  yes,  sir. 

The  Chaibman.  But  not  eastward  f 

Mr.  WiGKEB.  On  eastward  bound  the  rate-making  power  on  our 
line  remains  with  the  Chicago,  St.  Panl,  Minneapolis  and  Omaha  road. 

The  Chairman.  Are  you  in  charge  of  the  traffic  between  here  and 
St.  Paul,  or  between  here  and  Sioux  City ;  or  have  you  a  line  to  Sioux 
City  f 

Mr.  WmBiBB.  Yes,  sir,  we  have  a  line  to  Sioux  City. 

The  Chaibman.  It  is  stated  that  you  scud  goods  around  from  Chi- 
cago to  St.  Panl  and  then  down  to  Sioux  City  at  as  low,  if  not  lower, 
rate  than  you  send  the  same  through  directly  from  here  to  Sioux  City. 

Mr.  WiO£BB.  I  presume  it  is  possible  that  with  the  extremely  low 
commodity  rates,  so  called,  put  in  force  on  the  5th  of  July  from  Chicago 
to  St.  Paul,  on  certain  freight  in  car-load  lots  as  against  Lake  Superior 
and  Canadian  Pacific  sompetition,  you  would  find  some  articles  in  that 
list  which,  with  the  current  rate  added  from  Chicago  to  Sioux  City, 
would  amount  to  less  than  by  the  direct  line.  This  fact  exists,  if  at  all, 
by  combination  of  rates. 

The  Chaibman.  What  is  the  distance  f^om  here  to  St.  Paul  t 

Mr.WiOEEB.  Four  hundred  miles. 

The  Chaibman.  What  is  the  distance  from  St.  Paul  to  Sioux  City  f 

Mr.  WiGKEB.  I  think  it  is  270  miles. 
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The  Ohaiaman.  What  is  the  distance  from  here  to  Sioax  Git^l 

Mr.  WiOKEB.  Five  haadred  and  thirty-six  miles,  I  thinlL. 

The  Ohaibman.  Making  a  difference  in  the  route  around  of  150  milei 
perhaps  t 

Mr.  WiCKEB.  By  roads  which  we  own  or  cootrol,  yes,  sir.  The  other 
lines  are  very  much  longer  to  St.  Paul  than  ours. 

The  Ohaibman.  Still  you  send  goods  around  cheaper  than  yon  send 
them  across.    What  is  the  explanation  of  that  f 

Mr.  WiOKEBw  It  is  .not  done  by  any  published  tariff  from  Cbicago 
via  St.  Paul  to  Sioux  Oity.  It  can  only  be  done  by  a  combination  of 
rates.  I  do  not  know  that  that  can  be  done,  but  it  would  not  surprise 
me  if  you  should  find  some  commodities  where  it  could  be  done. 

THE  OOMPETITION  OF  OANADIAN  RAILROADS. 

The  Ghaibman.  Have  yon  had  sufficient  experience  in  traffic  man- 
agement between  Ohicagfo  and  St.  Panl  and  the  East  to  enable  yon  to 
express  an  opinion  on  the  question  of  whether  Canadian  lines  have  any 
advantage  over  or  interfere  with  your  shipments  to  any  very  large  ex- 
tent? 

Mr.  WiOKEB.  I  think  they  have  a  decided  advantage  over  American 
ri^ilways. 

The  Chaibman.  Why  t 

Mr.  WiOKEB.  Because  they  are  not  restricted  in  their  charges  as  to 
intermediate  or  local  traffic. 

The  Ghaibman.  In  their  own  country  t 

Mr.  WiOKEB.  In  their  own  country.  They  may  be  able  to  reooap 
themselves  partially  for  any  supposed  loss  on  through  traffic 

The  Ghaibman.  iiave  you  any  evidence  that  they  do  f 

Mr.  WiOKEB.  I  have  not  the  facts. 

The  Ghaibman.  Does  the  interstate  commerce  act  embarrass  you  in 
any  competition  with  them  f 

Mr.  WiOKEB.  It  has  done  so  heretofore. 

The  Ghaibman.  In  what  way  t 

Mr.  WiGKEB.  In  the  competition  between  the  Ganadian  Pacific  work- 
ing via  Sault  Ste.  Mane  and  what  is  called  the  -^  Boo  "  line. 

The  Ghaibman.  Why  does  the  law  embarrass  you  f 

Mr.  WiOKEB.  In  making  the  low  rates  from  the  sea-board  through, 
in  connection  with  these  lines  and  routes  with  lines  via  Chicago,  work- 
ing in  connection  with  eastern  lines,  we  are  not  to-day  meeting  them, 
although  arrangements  are  on  foot  to  meet  them.  A  committee  has 
been  appointed  to  confer  with  the  trunk-lines  to  meet  that  competition 
in  some  way. 

The  Ghaibman.  If  the  American  roads  are  at  a  disadvantage  on  ac- 
count of  the  interstate  commerce  act  in  competition  with  Onnadian 
roads,  do  you  think  there  ought  to  be  anything  done  to  change  the  sit- 
uation t 

Mr.  Wicker.  I  think  {hat  they  shonld  be  put  on  an  equality  and  be 
subject  to  tlie  same  restrictions  that  American  lines  are  subject  to.  and 
if  it  is  not  possible  to  do  that  my  opinion  is  that  that  fact  alone  would 
create  conditions  which  would  be  dissimilar,  and  that  the  American 
lines  should  be  relieved  from  the  operation  of  the  provisions  of  the 
fourth  section  of  the  act  in  their  competition  with  these  foreicrn  lines. 

The  Ghaibman.  Is  there  anything  in  the  law  that  you  think  inter- 
feres with  your  competing  with  the  Ganadian  roads,  excepting  the  fourth 
section  t 
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Mr.  WiOKEB.  !No,  8ir ;  X  know  of  nothing  more  than  that  they  have 
absolute  control,  as  we  anderstaud  it,  over  their  local  rates,  aside  from 
the  fact  that  the  Canadian  Pacific  is  a  subsidized  road.  I  do  not  see 
that  the  Grand  Trunk  would  have  any  advantage  in  that  respect.  The 
Canadian  Pacific  is  a  semi-official  road,  as  I  understand  it. 

THE  TBUNK  LINE  ASSOOIATION. 

Senator  Hisgogk.  Tell  me  what  the  Trunk  Line  Association  isf 

Mr.  WiGKEB.  The  Trunk  Line  Association,  as  I  understand  it  to  be, 
is  an  association  of  railways  in  the  East,  reaching  from  tide- water,  con- 
necting with  their  western  termini,  ranging  from  Huntington  to  Niagara 
Falls,  Suspension  Bridge,  and  Toronto,  organized  for  the  purpose  mainly 
of  securing  information  in  the  establishment  of  rates  and  classification 
of  freight.  Their  compilation  of  statistics  is  merely  incidental,  and  is 
simply  made  that  they  may  have  a  knowledge  of  what  each  other  road 
is  doing. 

Senator  Hisgogk.  Is  the  Grand  Trunk  in  it  t 

Mr.  WiGKEB.  I  so  understand  it. 

Senator  Hisgoge.  Tou  understand  that  the  association  covers  all  the 
trunk-lines.    Now  what  is  the  Central  Traffic  Association  t 

Mr.  WiGESB.  It  is  composed  of  lines  commencing  at  the  western 
termini  of  the  lines  in  the  Trunk  Lijue  Association. 

Senator  HiSGOGK.  What  Ls  the  Interstate  Commerce  Bail  way  Asso- 
ciation f 

Mr.  WiGKEB.  The  Interstate  Commerce  Railway  Association  is  an 
association  of  lines  westward  from  Chicago,  formed  for  similar  purposes. 
The  Trans-Continental  is  an  association  formed  of  lines  west  of  the  Mis- 
souri Eiver,  reaching  the  Pacific  cdast.  They  are  all  formed  for  sub- 
stantially the  same  purpose. 

Senator  Hisgogk.  Are  they  separate  organizations  or  are  they  made 
up  of  representatives  of  these  several  organizations  which  are  in  them  t 

Mr.  WiGKEB.  The  Trunk  Line  Association  and  the  Central  Traffic 
Association  are  made  up  of  individual  lines.  The  Interstate  Com- 
merce Railway  Association  is  composed  of  two  or  three  or  more  auxil- 
iary associations.    It  took  them  in. 

STATEMEHT  OF  V.  G.  IGLEHABT. 

Mr.  N.  G.  laLEHABT,  commissioner  of  the  Chicago  Freight  Bureau, 
appeared. 

The  Ghaieman.  What  is  your  position,  Mr.  Iglehart  f 

Mr.  laLEHABT.  I  am  commissioner  of  the  Chicago  Freight  Bureau. 

The  Chaibman.  Will  you  and  your  representative  men  formulate 
your  views  in  respone  to  the  resolution  of  the  Senate  under  which  we 
are  acting  and  forward  the  same  to  met 

Mr.  laLEHABT.  I  shall  be  glad  to  do  so,  and  I  will  endeavor  to  see 
them  and  have  them  formulate  their  views. 

The  Chaibman.  If  that  is  satisfactory  to  them  as  well  as  to  you,  it 
will  answer  the  purpose.  As  those  other  gentlemen  are  not  present  we 
will  not  request  them  to  be  heard  in  person. 

Mr.  laLEHABT.  AU  right|  sir. 
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ABDinOVAL  STATEMEHT  OF  H.  C.  WICKEB. 

Mr.  WiGKEB.  On  the  question  of  recognizing  pooliDg,  wbile  I  regard 
that  as  somewhat  different  from  the  question  of  the  ecu  tin  nation  of 
these  associations,  I  think  it  is  apparent  that  if  the  doings  of  thesA 
associations  were  subject  to  the  Interstate  Commerce  Oommission,  and 
the  Oommission  bad  supervision  over  them,  the  state  of  things  that  I 
cited  here  would  not  have  occurred. 

The  Ohaibman.  Your  judgment  is  that  if  contracts  or  arrangements 
are  made  between  railroads  they  should  be  subject  to  the  Interstate 
Oommerce  Commission,  to  be  approved  or  disapproved  as  in  their  judg- 
ment is  proper  t 

Mr.  WiGKEB.  Yes,  sir ;  and  the  Oommission  to  have  power  to  enforce 
them. 

The  Ohaibman.  I  have  received  several  communications  in  the  form 
of  statements  from  various  individuals  bearing  on  the  subject  of  our 
investigation,  and  will  insert  them  in  the  record  at  this  point. 

The  statements  are  as  follows: 

8TATEHEHT  OF  ABLACB  F.  WALKBB. 

Mr.  Ablaob  F.  Walkeb,  chairman  of  the  Interstate  Commeroe  Bail- 
way  AjBsociation,  submitted  the  following  statement: 

I  have  not  sufficiently  studied  the  subject  of  legislation  desirable  in 
view  of  the  participation  in  our  interstate  commerce  by  Canadian  lines 
to  enable  me  to  feel  that  I  could  be  of  much  assistance  to  the  commit- 
tee. The  question  is  too  wide  and  important  to  be  treated  hastily.  I 
shidl  be  pleased,  however,  at  any  time  to  answer  all  inquiries  that  joa 
may  desire  to  make  in  respect  to  matters  of  fact  within  my  knowledge. 

In  respect  to  the  questions  contained  in  your  circular  letter,  I  would 

say: 

That,  in  my  opinion,  the  Canadian  lines  of  transportation  operating 
in  the  United  States  affect  the  commercial  (or  business)  interests  of 
certain  parts  of  this  country  favorably;  especially  New  England  and 
some  other  sections  immediately  contiguous  to  the  border.  As  a  quite 
natural  corollary  they  affect  business  interests  in  other  parts  of  the 
country  to  some  extent  unfavorably.  Circumstances  which  add  to  the 
advantages  of  competing  centers  of  trade  in  one  locality  naturally  do 
so  more  or  less  at  the  expense  of  rival  communities  elsewhere.  For 
example,  there  can  be  no  doubt  that  the  Grand  Trunk  Railway  and  the 
Canada  Southern  have  been  large  factors  in  the  development  of  Chicago; 
it  is  also  quite  probable  that  the  influence  of  these  transi)ortation  routes 
has  diverted  traffic  to  some  extent  from  St.  Louis  and  some  other 
western  cities 'to  the  Chicago  gateway;  and  again,  the  usefulness  of 
the  Canadian  roads  above  mentioned  to  the  merchants  and  traders  of 
Chicago  may  fairly  be  offset  by  the  injury  done  to  that  city  as  a  dis- 
tributing point  through  the  opening  of  the  ^^Soo"  line  to  Minneapolis 
and  St.  Paul,  that  route  operating  with  the  Canadian  Pacific  to  tbe 
Atlantic  seaboard,  now  making  rates  which  very  largely  assist  the 
merchants  of  the  "twin  cities"  at  the  expense  of  their  Chicago  rivals;  it 
is  likewise  undoubtedly  true  that  the  competition  of  the  Grand  Trunk 
has  materially  aided  in  bringing  about  the  exceptionally  low  long- 
distance rates  which  have  prevail^  for  the  past  few  years  uiK)n  commod- 
ities transported  in  <both  directions  between  the  Western  and  North- 
western States  and  the  Eastern  seaboard;  these  rates  have  very  largely 
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promoted  the  development  of  many  States  and  Territories  in  tbe  west, 
but  in  order  to  af[t>rd  thia  result  the  interests  of  the  agricultural  com- 
munities at  intermediate  localities,  sind  to  some  extent  in  New  England, 
even,  have  correspondingly^  suffered. 

These  illustrations,  which  might  be  multipied  indefinitely,  indicate 
some  of  the  ways  in  which  the  Canadian  lines  affect  commercial  inter- 
ests in  the  United  States ;  and  the  extent  of  their  influence  is  un- 
doubtedly very  considerable.  Whether  the  result  obtained  has  on  the 
whole  been  more  favorable  than  otherwise,  is  not  for  me  to  say.  In 
fact  it  hardly  seems  worth  while  to  adjust  the  balance;  the  Canadian 
railroads  are  in  existence;  commercial  conditions  have  become  firmly 
settled  in  their  use,  and  they  are  rapidly  working  their  way  in  other 
directions.  It  is  obvious  that  their  relations  to  interstat^e  commerce 
in  the  United  States  can  by  no  possibility  be  entirely  eradicated. 

Trafiic  originating  in  the  United  States  is  carried  over  Canadian 
lines,  to  a  quite  large  extent,  to  other  points  in  the  Union.  Whether 
this  is  a  traffic  which  would  "naturally ''be  carried  over  American  lines 
depends  upon  the  meaning  of  the  word  employed  by^  the  committee. 
Some  of  the  Canadian  routes  geographically  are  perfectly  natural 
routes ;  those,  for  example,  from  Detcoit  to  Buffalo,  across  the  Province 
6f  Ontario ;  even  the  line  of  the  Canadian  Pacific  from  Sault  Ste. 
Marie  to  its  various  eastern  connections  in  the  United  States  is  a  rea- 
sonably direct  route.  Nevertheless,  in  these  cases,  if  the  Canadian 
lines  were  not  available  for  the  service,  it  would  be  practicable  for  the 
traffic  to  be  carried  by  lines  wholly  within  the  territory  of  the  United 
States;  and  in  other  cases,  for  example  from  San  Francisco  via  the 
Canadian  Pacific  to  Chicago  and  the  Eivst,  considerable  traffic  is  car- 
ried over  a  route  wliich  by  courtesy  only  can  be  called  a  natural  chan- 
nel. 

In  reference  to  the  inquiry  for  proposals  for  additional  legislation,  I 
am  not  oue  of  those  who  consider  a  modification  of  the  short-haul  pro- 
vision, so  called,  of  the  interstate  commerce  law  important  by  reason 
of  any  fact  connected  with  Canadian  competition,  lor  the  reason  that 
where  Canadian  competition  exists  I  do  not  regard  the  short-haul  pro- 
vision as  applicable.  On  the  contrary,  to  my  apprehension  the  fact  of 
competition  of  Canadian  lines  which  are  not  subject  to  the  regulation 
of  the  act  appears  to  constitute  a  conspicuous  example  of  that  diversity 
of  circumstances  and  conditions  which  excepts  traffic  upon  American 
lines  from  the  application  of  the  rule.  This  I  understand  to  have  been 
the  practical  construction  given  to  the  short-haul  clause  hitherto.  So 
long  as  competition  by  the  Canadian  Pacific  was  active,  that  is,  during 
the  whole  of  the  year  1887,  no  attempt  was  made  to  enforce  the  section 
in  respect  to  the  competing  traffic  of  the  transcontinental  lines.  Thi3 
situation  led  to  an  agreement  with  the  Cana^lian  Pacific  for  an  advance 
of  the  through  transcontinental  rates  in  February,  1888;  in  the  adjust- 
ment the  Canadian  road  was  allowed  a  differential  or  a  somewhat  lower 
rate  than  the  American  lines  to  x)oints  on  and  east  of  the  Missis8ip[)i 
River. 

To  Missouri  Eiver  points  it  received  no  differential,  and  ])ractically 
retired  from  such  traffic.  Afterwards  the  Commission  ruled  that  the 
rate  from  San  Francisco  to  Denver  could  not  properly  exceed  the  rate 
from  San  Francisco  to  Kansas  City.  If  at  the  present  time,  a  fact  con- 
cerning which  I  know  nothing,  an  unreasonable  amount  of  tonnage 
moves  from  the  Pacific  coast  to  points  east  of  the  Mississippi,  over  the 
Canadian  Pacific  line,  it  would  indicate  that  the  agreed  differentials  are 
too  high;  and  if  the  transcontinental  lines  desire  to  meet  the  i:q.<j^*^^1 

6543 41 


I 

642  TBAN8P0RTATI0N  INTERE6T8  OF  ^ 

* 

the  Oanadian  Pacific  to  or  from  such  i>oint8,  it  is  my  nuderatandiug 
that  the  I'ourth  aectioo  of  the  law  does  not  constitute  an  obstacle  to 
their  doing  so.  In  like  manner,  if  the  lines  between  the  Atlantic  t^ea- 
board  and  8r.  Paul  via  Chicafro  desire  to  meet  the  rates  estsiblished 
by  the  Canadian  Pacific  between  the  same  points,  as  I  understand  the 
matter  they  are  qnite  at  liberty  to  do  so  without  regard  to  the  fact  that 
intermediate  rates  may  be  higher.  For  this  reason  I  do  not  fhink  that 
any  new  legislation  in  respect  to  the  fourth  section  is  necessary*  If 
my  construction  of  the  statute  is  erroneous,  the  principle  stated  should 
certainly  be  incorporated  in  the  law. 

In  certain  other  respects  the  law  as  it  stands  is  absolute  npon  the 
American  lines,  while  the  restrictions  imposed  are  either  not  applicable 
to  the  Canadian  lines  or  are  so  difficult  of  enforcement  as  to  be  prac- 
tically nugatory.  This  is  the  case  in  respect  to  the  provisions  forbid- 
ding the  obtaining  of  traffic  by  rebates  or  by  other  forms  of  concession 
to  favored  shippers;  the  manipulation  of  rates;  and  all  the  deviceis  by 
which  carriers  have  been  accustomed  to  secure  competitive  business 
from  each  other  by  the  use  of  considerations  in  money,  favor,  or  advan- 
tage. These  facilities  are  practically  still  open  to  the  lines  which  operate 
in  Canada,  as  to  portions  of  their  routes,  the  results  of  which  largely 
influence  the  aggregate  revenues ;  and  in  other  ways  the  law  bears  with 
less  rigor  upon  the  lines  in  Canada  than  upon  those  on  this  side  the 
border,  in  their  competition  for  similar  traffic. 

In  view  of  these  features  of  the  case,  it  apparently  would  not  be  un- 
just for  our  Oovernment  to  require  from  Canadian  lines  which  are  em- 
ployed in  conducting  commerce  between  the  different  States  of  the 
Union  an  engagement  with  the  United  States  Government  in  some  ef- 
fectual form,  and,  if  necessary,  under  the  sanction  of  a  ti'eaty,  provid- 
ing that  the  entire  traffic  of  the  roads  comi>osiiig  the  several  routes  so 
nsed  shall  be  conducted  in  accordance  with  all  the  provisions  of  the  act 
to  regulate  commtTce,  adding  suitable  arrangements  for  the  service  of 
process  and  the  enforcement  and  collection  of  penalties.  In  other 
words,  all  that  is  required  would  seem  to  be  some  provision  which  should 
put  the  Canadian  roads  upon  an  exact  parity  with  onr  own :  that  being 
accomplished  our  roads  can  safely  be  left  to  fight  their  own  battles,  and 
those  communities  which  find  the  Canadian  roads  of  use  comuiercially 
can  continue  to  enjoy  the  facilities  which  they  afford. 

STATEMENT  OF  E.  P.  EIPLBT. 

Mr.  E.  P.  Ripley,  general  manager  of  the  Chicago,  Burlington  and 
Quincy  Kailroad,  submitted  the  following  statement: 

In  reply  to  questions  propounded  I  would  answer  as  follows: 
Question  1.  Do  Canadian  lines   of  trausi)ortatiou   operated  in  the 
United  States  aftect  the  commercial  interests  of  this  country  favorably 
or  unfavorably  f 

Answer.  Probably  the  effect  is,  as  a  whole,  favorable,  in  so  far  as 
commerce  is  favorably  affected  by  having  oi)en  to  it  as  many  channels 
of  communication  as  possible.  The  northern  y)ort{on  of  the  United 
States  is  so  situated  that  the  Canadian  lines,  both  water  and  rail,  offer 
a  short  and  expeditious  method  of  transportation  to  a  considerable  por- 
tion  of  New  England,  northern  New  York,  and  Canada.  So  that  proba* 
bly  the  commercial  interests  of  the  country,  taken  as  a  whole,  are  favor- 
ably affected  by  the  existence  of  these  Canadian  lines  rather  than  un- 
favorably. The  exception  to  this  is  the  railroad  interest,  which  is,  of 
coursef  injuriously  affected,  especially  as  regards  certain  lines. . 
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Qaestian  2.  Id  what  maiiDer  do  they  affect  sacta  interests,  and  to  what 
extent? 

Answer.  This  question  is  partially  answered  in  the  answer  to  the 
previous  question.  The  amount  of  transportation  done  by  Canadian 
lines  between  poinds  in  the  United  States  is  very  lar^e.  The  amount 
done  by  Ganndian  lines  from  points  in  the  United  States  to  points  in 
Canada  is  also  large,  and  it  can  not  be  held  that  injury  is  done  to  any 
interest  except  to  United  States  railroads,  who  are  deprived  of  a  con- 
siderable portion  of  the  carrying  trade  by  tbe  Canadian  lines. 

QuestioB  3.  Is  traffic  originating  in  the  United  States,  and  which 
would  naturally  be  carried  over  American  lines,  diverted  from  them  to 
Canadian  lines ;  arid,  if  so,  to  what  extent  and  by  what  means  t 

Answer.  Unquestionably  a  large  amount  of  traffic  originating  in  the 
United  States  and  destined  to  other  points  in  the  United  States  is  di- 
verted from  American  lines  to  Canadian  lines.  The  precise  extent  of 
this  I  am  unable  to  state,  nor  can  I  state  what  means  are  empl6yed  to 
effect  this  result,  except  that,  as  is  doubtless  well  known  to  your  com* 
mittee,  there  have  been  times  when  rates  by  the  Canadian  lines  have 
been  lower  than  by  United  States  roads. 

Question  4.  Do  you  consider  any  additional  legislation  expedient  or 
desirable  for  the  regulation  of  commerce  carried  on  by  railroad  or  water 
routes  between  the  United  States  and  Canada  t    If  so,  what  measures 
.  would  you  suggest? 

Answer.  I  am  unable  to  suggest  any  legislation  which  would  have 
the  effect  of  regulating  commerce  carried  on  by  railroad  or  water  routes 
between  tbe  United  States  and  Canada,  unless  the  carriage  of  American 
freight  by  Canadian  lines  be  prohibited,  which  I  am  not  prepared  to 
recommend.  I  am  unable,  at  this  writing,  to  see  what  effective  addi- 
tional legislation  can  be  introduced  in  this  country  which  would,  at  the 
same  time,  preserve  to  our  Northern  States  the  benefit  of  Canadian 
competition  and  do  justice  to  our  own  railroads  engaged  in  competition 
with  these  Canadian  lines. 

Question  5.  Is  any  legislation  necessary,  with  respect  to  the  opera- 
tion of  Canndinn  lines  of  transportation^  in  order  to  promote  the  en- 
forcement of  the  interstate  commerce  actt  If  so,  what  would  you 
suggest? 

Answer.  As  before  stated,  I  am  unable  to  see  how  tbe  United  States 
can  legislate  in  regard  to  Canadian  railroads  or  linos  of  water  transpor- 
tation, except  in  the  way  of  throwing  about  them  restrictions  which 
would  in  all  probability  have  the  effect  of  making  tliem  less  desirable 
to  the  people  of  the  United  States  as  competitors  for  the  carrying  trade 
in  which  this  country  is  rightly  interested.  At  tbe  same  time  it  is  un- 
deniable that  a  very  great  injustice  is  at  present  being  done  to  the 
American  lines;  in  fact,  tbe  latter  are  tied  up  by  the  interstate  com- 
merce act,  and  are  unable  freely  to  meet  the  competition  of  their  Cana- 
dian rivals.  Especially  is  this  the  case  in  view  of  the  enforcement  of 
the  so-called  long  and  short  haul  clause  of  the  interstate  commerce  act, 
under  which  the  American  lines  are  precluded  from  entering  into  com- 
petition with  Canadian  roads,  except  at  the  expense  of  heavy  reduc- 
tions in  rates  to  intermediate  stations,  which  stations  are  in  nowise 
affected  by  the  Canadian  competitjon,  while  Canadian  roads,  on  the 
other  band,  are  subject  to  no  such  regulation  and  can  make  abnormally 
low  rates  from  one  point  in  the  United  States  to  another  point  in  tbe 
United  States  without  interfering  either  with  their  local  Canadian  busi- 
ness or  with  their  buciiness  from  points  in  Canada  to  points  in  the  United 
States. 
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It  seems  to  me  clear  enough  that  the  right  to  regnlate  affiairs  of  rail- 
road corporatioDH  should  aud  does  carry  with  it  the  daty  to  protect 
them,  but  the  present  national  policy  seems  to  be  to  protect  eTei^thiDg 
but  the  railroads. 

At  present,  foreign  railroad  corporations  have  niore  privileges  in  the 
United  States  than  our  own  corporations  have,  because  the  latter  are 
burdened  with  restrictive  and  ill-advised  legislation. 

I  can  see  no  remedy  for  the  existing  state  of  things,  except  suspension 
of  the  long  and  short  haul  clause  of  the  interstate  commerce  law,  or 
the  repeal  of  the  law  as  a  whole.  I  favor  repeal  of  the  law,*  because  it 
has  flailed  wholly  to  benefit  any  considerable  class  of  the  community, 
while  it  has  in  many  cases  been  disastrous  to  railroad  iuterests;  and 
this  not  60  much  because  of  the  features  of  the  law  itself  as  because 
many  of  the  State  governments  have  sought  to  nullify  the  effect  of  the 
national  law,  which  sought  to  wipe  out  distinctions  between  classes  and 
localities  by  class  legislation,  which  should  preserve  the  advantages 
previously  enjoyed. 

8TATEMEHT  OF  OUSTAWS  F.  SWIFT. 

Mr.  Gustayus  F.  Swift,  president  of  Swift  &<.Go.,  slaughterers  and 
shippers  of  beef,  mutton,  and  pork,  submitted  the  following  statement: 

My  name  is  Oustavus  F.  Swift;  resident  of  Chicago  for  past  fourteen 
years,  and  president  of  Swift  &  Co.,  slaughterers  and  shippers  of  dressed 
beef,  mutton,  and  pork,  and  have  been  in  said  business,  either  as  a  firm 
or  corporation,  since  November,  1878. 

The  average  shipments  of  dressed  meats  east  from  Chicago  by  our 
company  are  more  than  400  cars  per  week,  and  for  the  past  ten  years 
our  company  has  had  large  transactions  with  the  Grand  Trunk  Railway 
of  Canada,  and  while  the  dressed-meat  industry  Of  Chicago  has,  from 
many  of  the  trunk  lines,  been  persecuted  and  subjected  to  unjust  dis- 
crimination in  the  matter  of  freight  rates,  it  has,  from  the  Grand  Trunk 
Railway  of  Canada,  generally  received  fair  treatment. 

i  inclose  yon  circular  No.  666,  from  joint  executive  committee,  issued 
by  Albert  Fink,  chairman,  December  11, 1884.  You  will  please  notice 
the  last  para  graph,  which  reads  as  follows: 

It  was  also  agreed  that  when  different  classes  of  meats  were  loaded  in  same  car, 
the  highest  rate  shall  apply  to  the  entire  car-load. 

Also  inclosed  please  find  joint  tariff  No.  17,  from  Chicago,  quoting 
dressed  beef  in  car  loads  of  20,000  pounds,  New  York  or  Boston,  70 
cents;  dressed  hogs  when  loaded  in  refrigerator  cars,  New  York,  55 
cents;  Boston,  60  cents;  dressed  sheep  in  refrigerator  cars,  New  York, 
90  cents ;  Boston,  $*! ;  dressed  sheep  in  refrigerator  cars,  whether 
loaded  with  other  meat  or  not,  minimum  weight,  20,000  pounds;  by 
which  you  will  readily  see  were  we  to  load  in  refrigerator  car  12,500 
pounds  dressed  beef,  7,300  pounds  dressed  hogs,  and  200  pounds  dressed 
sheep,  consigned  to  Boston,  that,  though  the  rate  for  20,000  pounds  of 
dressed  beef  would  be  $140,  or  for  20,000  pounds  of  dressed  hogs.  $120, 
the  freight  on  the  one  car-load  of  dressed  beef,  dressed  hogs,  and  dressed 
sheep  (20,000  pounds)  to  Boston  would  be  $200,  thus  virtually  x>rohibit- 
ing  Chicago  parties  in  the  dressetf-meat  business  supplying  their  East- 
ern branch  houses  with  assortments  of  dressed  meats. 

This  move  was  not  supported  by  the  Grand.Trunk  Railway  system 
of  Canada,  and  a  vigorous  i)rotest  was  made  by  our  Live  Stock  Ex» 
change,  a  copy  of  which  I  herewith  inclose,  and  the  joint  executive  com- 
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mittee  finding  the  move  so  unpopular,  afterward  abandoned  the  posi* 
tion  that  when  difierent  classes  of  meats  are  loaded  in  the  same  car,  the 
highest  rate  shall  apply  to  the  entire  car-load,  and  allowed  each  class 
of  meat  to  bear  its  respective  rate. 

It  was,  however,  their  rule  to  charge  a  m  uch  higher  rate  on  dressed  sheep 
than  on  dressed  beef,  even  though  loaded  in  the  same  car,  which  rale, 
on  account  of  the  strong  protest  of  shippers,  and  aided  by  sympathy  from 
the  Grand  Truuls  Bail  way  system  of  Oanada,  was  abandoned  sometime 
In  1887. 

I  am  pleased  to  say  that  the  Grand  Trnnk  Railway  system  of  Oanada 
was  the  first  and  best  champion  the  dressed-meat  trade  has  ever  had, 
and  except  for  the  sympathy  and  protection  of  the  Grand  Trunk  Bail- 
way  system  of  Canada  the  Western  dressed  beef  business  would  to-day, 
in  my  opinion,  be  in  its  infancy. 

I  think  not  only  the  New  England  States  bave  received  great  benefits 
from  the  Grand  Trunk  Bailway  system,  but  the  Western  States  have 
also  shared  its  benefits. 

Circular  No.  666— Joint  Executive  Cohmittxb. 

Office  of  the  Chairman, 
346  Broadway f  New  Tork,  December  11, 1884. 

RATES  ON   dressed  U0G8  AND  DRESSED  SHEEP. 

At  a  meeting  of  the  Standing  Committee  held  this  day  the  fo1lowiD£  recommenda- 
tion of  the  East-bound  Classification  Committee  was  adopted,  to  take  effect  Mondaj, 
December  15,  1884: 

Dressed  hogs,  in  common  cars,  C.  L.,  5th  class. 

Dressed  hogs,  in  common  cars,  L.  C.  L.,  2d  class. 

Dressed  hogs,  in  refrigerator  cars,  C.  L.,  5  cents  per  hundred  pounds  above  rate  in 
common  cars. 

Dressed  hogs,  when  loaded  with  dressed  beef  and  forming  part  of  a  car-load,  same 
as  dressed  beef. 

It  was  also  agreed  that,  taking  effect  same  date,  the  rates  on  dressed  sheep  will  be 
on  the  following  basis : 

Chicago  to  New  York, 

Dressed  sheep,  in  common  cars,  85  cents  per  100  pounds. 

Dressed  sheep,  in  refrigerator  cars,  whether  loaded  with  other  meats  or  not,  C.  L., 
minimum  weight  20,000  pounds,  90  cento  per  100  pounds. 

The  rates  on  dressed  sheep  from  Buffalo,  Pittsburgh,  etc.,  to  New  York,  in  common 
cars,  will  be  42i  oent«,  and  in  refrigerator  cars,  C.  L.,  47i  cents  per  100  pounds. 

It  was  also  agreed  that  when  different  classes  of  meats  arc  loaded  in  same  car  the 
highest  rate  shall  apply  to  the  entire  car-load.  • 

Albert  Fink, 

Chairman, 

C.   W.  BULLEN, 

Seoretarif. 
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No.  17. ^Joint  ngies  of  Iransportalion  from  Chicago,  taking  efoei  Deeemkor  15,  1884. 
[Sabjectto  offloUl  daMifioatlon  of  Murtward  boand  fretgbt^  and jralM  and  z««a1atlotta  m  prialedfai 


biiU  of  UdiDg  of  Um  lespeetiTe  nUway  linea.    rariicalar  attsntloa  te 
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to 


daaa  and  qnaaUtj. 


FInt cla8«,  per  100  pounds ......«••....•• 

Second  chixH,  {Mr  lOOponnds 

Thinl  cIahh.  pc-r  100  pounds --.•• 

Fourth  class,  per  100  pounds 

Fifth  class,  p^r  100  pounds  ....... mm 

Sixth  class,  per  100  pounds 

Seventh  class.  p<>r  100  pounds 

Eiehtb  class,  per  100  pounds 

Ninth  (-Ias!!i.  per  100  pounds 

Tenth  cla«s,  prr  100  pounds '••• 

Dn-ftsed  beef,  in  car  loads  of  .;20,000  pciands,  per  100 
pouutls 

Ale,  bcor.  porter,  in  gisss,  O.  R.  C.  L.,  and  same  In  wood, 
0.  L.  O.  R.  fn-vziug,  leakage,  and  fermenting,  per  100 
ponnds — 

Tonacco,  numanuractiired,  and  tobacco  stems,  in  bogs- 
hesila  or  cases,  per  100  pounds 

Staves,  heading.  hoi)p-poles,  shocks,  hoops,  stave  bolta,  or 
roueh  nndressiMl  stone,  in  car  loads  t 

Spe<lal: 

Hij;h  wines,  whiRky.  alcohol,  and  domestic  spirits,  C.  L. 
of  21000  pounds,  $20  valuation,  O.R.  leakage,  per  100 
pounds  

DrvNSfd  ho^s,  when  loaded  in  common  cars,  car  loads  . .. 

Dre.Hiicd  ho^s.  less  than  car  loads 

DresActl  hogs,  when  loaded  in  refrigerator  ears,  car 
loads 

I>rcnsed  sheep,  when  loaded  In  common  cars,  any  quan- 
tity  

Dresspd  sheep,  in  refrigerator  cars,  whether  loaded 
with  oth(-r  meats  or  not*  minimum  weight,  20,000 
pounds 
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*  Diniotes  change  since  last  issue. 

t  For  conditions  applvinf;  to  lumber,  staves,  stone,  ete..  see  lumber  tariff  No.  29l 

{The  following  articles  must  take  rates  as  quoted  in  specislrat  >  column :  Sliver,  lend,  aniiraony.  or 

copper  ore ;  cslnmlne ;  copper  residue :  copp«>r  matte,  ingots,  cskes,  slabs  or  pigs,  base  bullion— vahis 

not  to  exceed  flOO  per  net  ton ;  pig  lead,  car  loads.    See  claasiflcation. 

Special  att^^ntion  is  called  to  the  ruline  of  the  trunk  line  stsnding  committee 
'Ubat  when  different  classes  of  meats  are  loaded  in  the  same  car,  the  bigheet  rate 
shall  apply  to  the  on  tire  car  load.'' 

The  change  in  the  basis  of  Albany  rates  on  seventh  and  ninth  classes  ia  made -as 
per  inHtrnctioiiB  contained  in  Commissioner  Fink's  circulars,  Nos.  597  %>f  March  S7, 
And617of  Jnnel7,  1884. 

A.  P.  Bigclow.  Qeneral  Agent,  Baltimore  and  Ohio  R.  R. 

A.  8.  Crane,  General  Freight  Agent,  Chicago  and  Atlantic  Ry« 

Geo.  B.  Reeve,  Traffic  Manager,  Chicago  and  Grand  Tnink  Ry. 

D.  T.  McCnbe,  General  Western  Freight  Agent,  Chicago,  St.  Loaisaiid  Pitts- 

bnrgh  R.  R. 
0.  M.  Gray,  Assistant  General  Freight  Agent,  Lake  Shore  and  Michigan 

Sonthern  Ry. 
A.  Mackay,  General  Freight  Agent,  Michigan  Central  R.  R. 
N.  A.  Skinner,  Coniuiercial  Agent,  New  York,  Chicago  and  St.  Loais  By. 
Wm.  Borner,  General  Western  Freight  Agent,  Pennsylvania  Company. 

Tuo8.  C.  MOORB, 
Cbicago,  Dfoemher  15,  1884.  «IMitl  Jgtm$, 
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EXTfiACT. 

[From  the  Chicago  Times,  December  16^  18M.1 

SHIPPERS'   PROTEST. 

The  Liw-stock  Exchange  declares  that  the  new  cMt-hound  ratea  are  finjuat. 

The  Live-Btock  Exchungo  held  a  meetini;  in  the  town  of  Lake  yesterday,  and  after 
the  discussion  of  various  minor  matters,  tuo  following  resolntions  were  reported  and 
adopted : 

Whereas  the  east-bound  pool  of  railroads  rnuniug  from  Chicago  to  the  seaboard 
have  adopted  a  new  tariff  ou  dressed  meats,  the  same  to  take  effect  this  day  (Decem- 
ber 15) ;  and, 

Whereas,  by  the  provisions  of  said  tariff,  rates  are  made  as  follows  from  Chicago : 
Dressed  hogs^  in  common  cars,. car-load  lots,  50  cents  per  100  pounds  to  New  York 
and  55  cents  per  100  x>ounds  to  Boston ;.  dressed  hoxs,  in  common  cars,  less  than 
car-load  lots^  8o  cents  per  100  pounds  to  New  York,  95  cents  per  100  pounds  to  Bos- 
ton ;  dressed  hogs,  in  refrigerator  cars,  car-load  lots,  55  cents  per  100  pounds  to  New 
York,  60  cents  per  100  pounds  to  Boston ;  dressed  sheep,  in  common  cars,  any  quantify, 
85  cents  per  100  pounds  to  New  York,  95  cents  per  100  pounds  to  Boston ;  dressed 
sheep,  in  reft>igerator  cars,  alone  or  with  other  meats,  90  cents  per  100  pounds  to  New 
York,  $1  per  100  pounds  to  Boston ;  and, 

Whereas,  said  tariff  provides  that  when  different  classes  of  meats  are  loaded  in  the 
8ame  car  the  highest  rate  shall  apply  to  the  entire  car  load,  thus  compelliug  a  car 
load  of  dressed  beef  which  contains  oven  one  or  more  dressed  sheep  to  pay  the  sheep 
rate  olf  90  cents  per  100  pounds  to  New  York,  and  $1  per  100  pounds  to  Boston,  while 
the  rate  which  the  railroads  exact  for  dressed  beef  is  only  70  cents  per  100  pounds  to 
either  Boston  or  New  York,  and  thus,  also,  compelling  one  or  more  dressed  hogs 
loaded  in  the  car  with  dressed  beef  to  pay  the 'dressed-beef  rate  of  70  cents  per  100 
pounds,  while  the  railroad  companies'  rate  on  dressed  hogs  is  only  55  cents  to  New 
York,  or  60  cents  to  Boston,  per  100  pounds ;  be  it,  theretbre — 

Beeolvfdj  That  we  consider  the  rates  on  dressed  hogs  and  sheep,  as  fixed  by  the 
aforesaid  tariff,  as  excessive,  as  exorbitant,  and  calculated  to  injnre  the  business  of 
this  market. 

Meeolved,  That  wo  hereby  most  emphatically  protest  against  such  action  by  the 
railroad  companies,  and  we  hereby  resxiectfully  ask  that  they  reconsider  said  tariff 
and  make  instead  such  rates  as  will  not  so  clearly  and  unjustly  discriminate  agaiust 
this  market,  and  against  the  live-stock  interests  of  the  West. 

Beeolved,  That  a  copy  of  these  resolutions  be  forwarded  to  the  managers  of  each  of 
the  railroads  running  east  from  Chicago. 

Signed  by  S.  E.  \\^od,  chairman ;  E.  R.  Price,  Thomas  Brown,  Jr.,  J.  M.  Robinson, 
and  B.  Hancock. 

The  Chairman.  If  there  is  no  geDtleman  present  who  desires  to  be 
heard  the  committee  will  adjourn. 

At  1  o^clock  and  fifteen  minutes  p.  m.  the  committee  adjourned. 
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The  following  statement  from  Mr.  Joseph  Nimmo,  jr.,  was  sabmitted 
at  the  request  of  the  committee : 

BTATEMEHt  OF  JOSEPH  HIMMO,  Jr. 

By  way  of  introduction  to  this  large  and  complex  subject,  I  would 
invite  tlie  attention  of  the  committee  to  the  irapntiuit  foot  that  the 
Canadian  Government  difters  radically  from  the  Government  of  the 
United  States  with  respect  to  its  relation  to  the  snbjvct  of  transporta- 
tion and  commerce.  For  the  last  fifty  years  the  Canadian  Government 
has  been  closely  allied  to  the  trans])ortation  interests  of  Canada,  and 
that  Goverument.is  to-day  not  only  a  large  owner  of  canals  and  rail- 
roads, but  it  also  exercises  a  control  over  the  operations  of  its  transpor- 
tation lines,  with  respect  not  only  to  commercial  but  to  political  objects. 

On  the  other  hand,  the  Government  of  the  United  States,  as  you  are 
well  aware,  has  confined  itself  almost  entirely  to  the  regulation  of  rail- 
roads, and  has  never  become  an  owner  or  practical  manager  of  the  sub- 
ject of  transportation,  leaving  those  matters  to  the  interaction  of  com- 
mercial forces.  A  proper  appreciation  of  this  distinction,  is,  in  ray 
opinion,  vital  to  a  correct  understanding  of  the  whole  subject  of  the 
relations  of  Canada  to  the  United  States.  And  now  I  will  proceed  to 
state  to  you  in  a  general  way  the  interests  which  the  Canadian  Govern- 
ment has  in  transportation. 

CANADA'S   INTEBBST  IN  TRANSPORTATION. 

About  the  time  when  the  State  of  New  York  embarked  in  the  work 
of  constructing  the  Erie  Canal,  the  Dominion  of  Canada  began  the 
construction  of  its  system  of  canals  connecting  Lake  Erie  with  oceau 
navig^ation  at  the  port  of  Montreal.  This  was  accomplished  by  the 
construction  of  the  Welland  Canal,  which  overcomes  the  fall  between 
Lake  Erie  and  Lake  Ontario;  and  the  system  of  St.  Lawrence  River 
canals  which  overcomes  the  rapids  in  the  St.  Lawrence  River  between 
Kingston  and  Montreal. 

I  will  also  remark  here  that  from  the  beginning  the  Dominion  of 
Canada  and  Great  Britain  have  had  direct  interest  in  transportatioQ 
lines  with  reference  to  military  objects.  While  the  systems  of  canals 
of  which  I  have  just  spoken  were  being  constructed,  an  interior  line  of 
navigation,  known  as  the  Ottawa  and  Ridean  canal  system,  was  con- 
structed between  Montreal  and  Kingston,  mainly  for  military  purposes, 
as  the. St.  Lawrence  Canal  was  too  much  exposed  to  an  attack  from  the 
United  States. 

The  canal  system  of  Canada  cost  a  little  over  $52,000,000,  and  it  is 
still  owned  and  operated  by  the  Dominion  Government.  As  we  fol- 
low the  history  of  Canada  we  shall  discover  the  fact  that  her  Govern- 
ment is  as  much  a  commercial  and  transportation  corporationas'a  politi- 
cal corporation. 

That  is  an  important  fact  and  one  which  muet  be  kept  in  mind  all 
the  way  through.  In  my  opinion  it  is  the  most  important  characteristic 
of  the  Dominion  Government,  in  so  far  as  relates  to  the  question  of  the 
relations  of  Canada  to  the  United  States. 

CANADA'S  INTEREST  IN  RAILROADS. 

I  will  next  meiition  to  you  the  interests  which  Canada  has  in  railroads. 

Up  to  the  year  1867  the  several  British  North  American  provinces 

were  entirely  independent  of  each  other.    The  political   bond  be- 
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tween  tbciu  was  their  commou  relations  to  the  British  Government. 
Dariug  the  civil  war  in  this  coautry  the  question  of  the  political 
anion  of  these  provinces  and  the  project  of  connecting  them  by  govern- 
ment railroads  was  agitated  both  in  Canada  and  in  Great  Britaip,  and 
in  80  far  as  I  have  been  able  to  comprehend  the  subject,  it  has  seemed  to 
me  to  be  part  and  parcel  of  the  general  spirit  of  opposition  which  at 
that  critical  period  was  manifested,  by  Great  Britain  and  Canada  toward 
the  maintenance  of  the  Union  of  the  States. 

By  an  act  of  the  British  Parliament  of  March  29, 1867,  known  as  the 
British  North  American  act,  the  several  colonies,  exceptiug  Newfound- 
land and  Prince  Edward  Island,  became  united  as  the  Dominion  of 
Canada.  One  of  the  conditions  under  which  this  union  was  effected 
was  that  a  railroad  should  be  built  by  the  Dominion  Government  con- 
necting the  provinces  of  Ontario,  Quebec,  Nova  Scotia,  and  New  Bruns- 
wick. This  road  was  accordingly  built  by  the  government.  Its  main 
line  extends  from  Point  Levis,  opposite  Quebec,  to  Halifax.  It  pursues 
quite  a  circuitous  roate.  The  cost  of  the  intercolonial  railway  system 
was  about  $^6,000,000.  That  system  is  still  owned  and  operated  by  the 
Dominion  Government.    Commercially  it  is  a  non-payiug  enteri)nse. 

According  to  the  report  for  the  latest  year  the  cost  of  operating  the 
system  was  $232,106  in  excess  of  the  receipts. 

THE  CANADIAN  PACIFIC  BAILWAY. 

But  the  most  important  railroad  enterprise  in  which  the  Dominion 
Government  is  interested  is  the  Canadian  Pacific.  The  scheme  of  con- 
structing a  Canadian  railroad  across  the  continent  is  said  to  have  been 
first  suggested  thirty  or  forty  years  ago,  but  it  did  not  assume  a  practi- 
cal shape  until  during  our  civil  war.  The  definite  plans  for  construction 
were  finally  determined  upon  about  the  year  1867,  the  year  in  which  the 
Dominion  Government  was  inaugurated.  The  date  of  the  inaugura- 
tion of  that  Government  was  July  1,  1867.  That  day  is  celebrated 
every  year  in  Canada  as  '*  Dominion  Day." 

The  construction  of  the  Canadian  Pa<;ific  Railroad  is  so  closely  identi- 
fied with  the  present  administration  of  government  aflairs  in  Canada 
that  I  will  turn  aside  here  to  make.a  general  statement  to  the  commit- 
tee in  regard  to  that  government. 

CONSTRUCTION  OF  THE  CANADIAN  PACIFIC  RAILWAY. 

Sir  John  A.  Macdonald,  the  present  Premier  of  Canada,  was  the  po- 
litical leader  of  the  plan  of  confederation,  which  embraced  not  only  the 
political  union  of  the  provinces,  but  their  commercial  union,  by  means 
of  railroad  construction.  As  before  remarked,  one  of  the  fundamental 
principles  of  this  scheme  was  the  construction  of  the  Intercolonial 
Bailway  The  other  was  the  construction  of  the  Canadian  Pacific 
Bail  way.  The  Macdonald  party  saw  that  the  natural  affinities  of  trade 
of  all  the  colonies  were  with  the  United  States.  This  they  resolved  to 
overcome  by  means  of  railway  construction,  and  thus  to  hold  the  prov- 
inces in  their  allegiance  to  Great  Britain. 

Sir  John  Macdonald's  party  assumed  control  of  the  affairs  of  the  Do- 
minion at  the  time  of  the  inauguration  of  that  government,  July  1, 1867. 
The  Canadian  Pacific  Railway  was  soon  afterwards  begun  as  a  govern- 
ment road,  but  in  the  course  of  a  few  years  difficulties  arose,  and  in 
consequence  of  a  public  scandal  concerning  the  financial  management 
of  the  enterprise,  Sir  John  Macdonald  was  driven  from  qov^^c  \m  \&T^, 
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Bat  in  1878  he  trininphantlj  retnrBeU  to  power  upon  the  original  ia«ie 
of  coDStractiug  the  Canadian  Padfic  Baalvmy,  and  his  pa&tj  has  le- 
mained  in  power  ever  since. 

Id  conseqaence  Of  pablic  prejndiee  which  had  ariseu  in  conneetiou 
with  the  attempt  of  the  government  to  conatract  the  road,  its  ooDStrac* 
tion  was  assigned  to  a  private  corporation,  the  Ganadian  Pacific  Railway 
Company,  which*  corporation  in  all  things  toaching  qaestious  of  commer- 
cial and  political  policy  has  been  and  still  is  the  alier  ego  of  the  Doioiuiou 
Government.  All  that  had  been  done  in  the  way  of  coustroction  of 
the  road  was  at  once  turned  over  to  the  Canadian  Pacific  JEtiiilway  Com- 

Sany  as  a  gift*    The  portions  of  the  completed  line,  which  bad  cost 
35,000,000,  were  thus  donated  to  the  Canadian  Pacific. 
The  total  value  qf  aids  of  various  sorts  extended  to  the  Canadian 
Pacifij^  by  the  Dominion  Government  is  stated  in  the  following  table : 


BevUed  €$Hmateof  gifU  from  ihtt  DomMon  Qowmment  to  the  CUinadian  Padjle  BmihtiHf 
Company,  and  Boeurities  which  that  company  has  been  enabled  to  float  {giock  and  bondi) 
a$  the  result  of  the  Dominion  guaranty  and  the  land  grant  of  25,000,000  aorm  of  land, 

(\\  Oftsli  BubsidcB  AM  follows* 

(a)  Subsidy  of  925,000/000  mentioned  iu  section  3  oi  act  of  Fobrn- 

ary  13,  1881. 

(b)  714  mileRpf  railroad  constructed  by  the  Dominion  Government, 

costing  135,000,000,  which  was  presented  to  the  Canadian 
Pacific  Company  as  a  gift,  with  interest,  to  Jane  30,  1887 

(see  public  accounts  of  Canada  for  1867) 1 $61, 7^,  785 

<2)  Capital  stock  originally  9100,000,000,  but  reduced  to  965^060,000,  with 
a  miuimum  diyidond  of  3  per  oenk  goaxaotled  for  ten  years 
(see  Poor's  Manual) 05,000,000 

(3)  During  the  session  of  Parliament  of  1884,  the  Doounion  QoTemnient 

authorized  a  loan  to  the  company  of  |29,880,9i3>  to  be  paid 
as  the  work  of  construction  progressed^  and  for  the  purpose 
of  expediting  construction.  Thia  constated  of  49,880,912 
secured  by  lieq  on  the  entire  road  and  land  srant,  aabjeot  to 
the  then  outstanding  land-grant  bonds^  also  Government 
bonds  to  the  amount  of  9^,000,000,  which  was  ezchan^^ 
for  a  like  amount  of  the  company's  loan  of  935,000,(XM),  which 
had  been  issued  in  the  place  of  the  935,000,000  of  original 
stock  which  had  been  retired  (see  see.  4,  act  20th  July, 
1885) 29,880.913 

(4)  Balance  of  935,000,000  loan  after  deducting  9^,000,000  placed  in  the 

hands  of  the  Government  in  order  to  aeoore  the  f^,00O^GOQ 

bonds  above  mentioned ; 15,000,000 

(5)  Land-grant  bonds  issued  by  the  company  as  alien  npon  thelanda 

which  it  acquired  by  gift  of  the  Dominion 25, 000,000 

(6)  BondS|  interest  guarantied  by  the  Dominion  for  fifty  yearaat  3^  per 

cent,  issued  to  the  company  for  the  pnrpoas  of  remnneratuiR 
i  t  for  the  loss  of  i  ts  relinquishment  of  the  monopoly  of  railibaa 
building  in  Manitoba - 15,000,000 

(7)  Subsidy  of  9186,000  a  year  for  twenty  yean  for  a  line  throngb  the 

State  of  Maine 3,720,000 

Total 215,361,097 

Of  this  snm  about  llOS^OOO^OOO  may  be  classed  as  cash  and  gifts 
available  as  cash,  and  $110,000,000  asgnaranties  of  secarities. 

According  to  the  balance  sheet  of  the  company  for  December,  188S» 
tbe  total  cost  of  the  road,  and  its  equipments  plants  materials,  and  sup- 
plies was  $167,093,895.  The  total  stock,  bonded  debt,  and  current 
liabilities  of  the  company  on  tbe  same  day,  amounted  to  $181,350,019. 
From  this  it  appears  that  the  various  aids  received  from  the  Govern- 
ment at  their  par  value  were  $48,207,802  in  excess  of  the  cost  of  the 
road,  and  $84^011,678  in  excess  of  its  liabiUties. 
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DOMINION  AIDS  TO  THE  CANADIAN  PACIFIC  RAILWAY. 

In  order  to  give  yoa  a  clear  idea  of  the  interest  which  the  Oanadian 
Government  has  in  the  Canadian  Pacific  oA  a  commercial  and  ^litical 
enterprise,  I  have  prepared  for  yoa  the  following  scbedale  of  gifta^ 
guaranties,  exemptions,  concessions,  and  franchises  granted  to  the 
company  by  the  Dominion  Government: 

(a)  'Direct  gifto  of  money,  land  grant,  and  other  privileges  which  have 
become  available  as  cash  aeeete  ^i  the  proceaeee  of  fanding,  as 
beforestated $105,000,000 

(6)  Bonds  and  stock  guarantied  by  th^  Dominion  Government  as  before 

stated 110,000,000 

(o)  Exemption  from  taxation  for  all  time.  As  the  taxes  on  both  the  Union  Pacific 
and  Southern  Pacific  Companies  exceed  $1,000,000  a  year  (see  Poor's  Manual), 
I  assume  that  the  Canadian  Pacific  taxes  remitted  would  amount  to  at  least 
$600,000  a  year. 

{d)  Bemission  of  duties  on  rails  and  all  imported  material,  amounting  to 

at  least $7,000,000 

(«)  Protection  against  the  construction  t>f  competing  lines  Tor  twenty  years,^  the 
value  of  which  concession  can  not  be  accurately  estimated.  To  an  American 
line  such  a  concession  would  constitute  a  guaranty  of  a  fair  rate  of  interest 
on  the  cost  of  the  road. 

(/)  The  Dominion  Qoverament  has  granted  an  annual  subsidy  of  $186,000  to  the  por- 
tion of  the  line  of  the  Canadian  Pacific  Railway  which  extends  across  the 
State  of  Maine.  The  obvious  effect  of  this  line  would  be  to  divert  American 
and  Canadian  commerce  from  Boston  and  Portland,  Me. 

COST  OP   CANALS  AND  EAILWAYS. 

In  the  constmction  of  her  canals  and  railways,  Canada  has  expended 
in  cash  over  $200,000,000,  and  granted  exemptions  and  franchises  which 
andoubtedly  swell  the  total  valne  of  governmental  aid  to  nearly  $300.- 
000,000. 

The  intimate  association  of  the  Oovernment  of  Canada  with  the  trans- 
portation interests  of  the  Dominion  is  clearly  indicated  by  the  fact  that 
in  order  to  secure  the  commercial  and  political  union  of  the  Provinces, 
by  means  of  railroad  construction,  the  people  of  Canada  have  submitted 
to  a  burden  of  debt  equal,  in  proportion  to  population,  to  the  burden 
of  debt  which  was  assumed  by  the  people  of  the  United  States  in  order 
to  save  the  Union.  This  burden  has  been  willingly  borne  by  the  people, 
and  to-day  this  association  of  political  powers  with  the  control  of  the 
transportation  interests  of  the  Dominion  in  such  manner  as  to  afEect 
both  political  and  commercial  objects,  is  the  predominating  political 
sentiment  of  the  Dominion. 

It  is  my  firm  belief  that  if  the  present  administration  of  governmental 
affairs  in  Capada  should  go  out  of  power,  by  the  death  of  Sir  John  Mac- 
donald  or  otherwise,  no  political  party  which  should  attempt  to  re- 
verse this  political  transportation  policy  of  the  Dominion  could  retain 
power  for  six  months,  so  intimately  has  this  policy  become  interwoven 
into  the  very  fabric  of  government. 

PUBLIC  DEBT  OF   OANADA. 

The  public  debt  of  Canada  increased  from  $93,000,000  in  1867,  the 
year  of  the  x^onfederation,  to  $235^107,948  on  the  30th  of  November, 
1889.  This  increase  in  the  Dominion  debt  since  the  confederation  has 
been  due  chiefly  to  the  construction  of  the  great  political  railroads  of 
Canada. 

When  we  consider  our  Canadian  relationships  we  must  remembex 
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that  we  are  dealing  not  only  with  a  government  bat  with  a  great  sj» 
tern  of  transportation  sharply  competing  with  the  commercial  and  trans- 
portation interests  of  the  United  States.  If  the  Domiuiou  of  Canada 
were  as  completely  separated  from  actaal  conduct  of  commerce  aud 
transportation. as  is  the  United  States,  our  Canadian  relationships  would 
be  purely  of  a  political  character;  but  the  diiBcalty  involved  in  tbe 
whole  matter  is  that  the  United  States  Government  in  its  foreign  policy 
is  ingenuously  political  while  the  Dominion  Government  is  shrewdly 
commercial  from  the  compulsion  of  proprietary  interests  and  financial 
obligations.  The  fact  that  the  ownership  and  control  of  railroads  is  a 
fundamental  part  of  its  policy  makes  it  commercially  aggressive.  The 
very  fact  of  its  ownership  of  canals  and  railroads  and  its  deep  interest 
in  commerce  and  transportation  for  i>olitical  purposes  subjects  it  tea 
sort  of  public  responsibility  of  which  we  have  no  conception  in  this  conn- 
try.  By  virtue  of  these  facts  the  Dominion  Government  is  necessarily 
aggressive.  The  very  fact  that  the  Dominion  Government  has  assumed 
responsibility  for  the  commercial  success  of  the  country  brings  to  bear 
upon  it  a  public  responsibility  which  compels  it  to  have  recourse  to  all 
the  sharp  expedients  of  transportation  and  of  trade.  So  we  see  the  Do- 
minion Government  doing  toward  the  transportation  lines  of  the  United 
States  just  as  one  great  railroad  company  is  doing  toward  another. 

This  fact  is  now  clearly  appreciated  by  the  Inter-State  Commerce 
Commission.  In  their  third  annual  report,  just  issued,  referring  to  the 
Canadian  railroads  generally,  the  Commission  say : 

They  are  practically  onder  do  restrictions  imposed  by  their  own  atatntca  in  re- 
spect to  loDg  and  short  haal  traffic,  but  are  at  liberty  to  charge  high  rates  on  local 
business  to  indemnify  for  losses  on  through  or  international  business.  Their  man* 
agors  deny,  with  more  or  less  emphasis,  that  their  local  traffic  is  subjected  to  higher 
rates,  but  when  the  liberty  to  make  such  charges  and  the  necessity  for  it  can  exist, 
the  inducenicut,  at  least,  is  strong.  Tbe  provisions  of  the  Canadian  atatote  ou  this 
subject,  arc  as  follows: 

**Src.  226.  The  company  in  fixing  or  regulating  the  tolls  to  be  demanded  and  ta> 
ken  for  the  transportation  of  goods,  shall,  except  in  respect  to  through  iraffie  to  or  from 
the  United  SiaU'Sf  adopt  and  conform  to  any  uniform  classification  of  freight  which 
the  governor  in  council  on  the  report  of  the  minister,  from  time  to  time  prescribes. 

''Sec.  232.  No  company  in  fixing  any  toll  or  rate  shall,  under  like  conditions  and 
circumst.-'iices,  make  any  unjust  or  partial  discrimination  between  different  localities, 
but  no  discrimination  between  localities,  which  by  reason  of  competition  by  water  m 
railwayf  it  is  necessary  to  make  to  secure  traffic,  shall  be  deemed  to  be  unjust  or  i>artiaL'' 

These  enactments  give  all  traffic  carried  in  competion  with  our  carriers  unlimited 
freedom. 

In  a  word,  the  Dominion  Government  in  the  condnct  of  its  railroad 
policy  is  doing  as  railroad  managers  are  doing  everywhere.  Bailroad 
managers  are  engaged  in  a  never  ending  fight.  That  is  a  characteristic 
of  competition.  The  Canadian  aggression  upon  American  interests  is 
therefore  a  natural  expression  of  the  character  of  their  OovemmenU 

That  fact  to  my  mind  is  a  very  important  one,  and  it  seems  to  me  to 
be  the  root  of  the  whole  matter.  Just  take  the  whole  case  in  review. 
First,  the  Canadian  ownership  of  canals,  which  cost  $52,000,000;  second, 
the  direct  ownership  and  management  of  the  intercolonial  system,  which 
cost  $46,000,000,  and  third,  the  interest  of  the  Dominion  Government  in 
the  Canadian  Pacific  Railway,  which  it  has  aided  in  various  ways  to  the 
amount  of  $215,000,000.  All  this  has  really  transformed  the  Dominion 
Government  from  a  political  organization  into  a  commercial  institution — 
an  aggressive  transportation  system.  At  least  that  is  the  character 
it  assumes  towards  the  United  States  in  all  matters  of  international  re- 
lationships. 

A  man  gets  himself  into  a  certain  method  of  doing  business  and  he 
has  got  to  follow  up  that  line  of  policy  in  order  to  succeed.    Just  so  it 
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is  with  a  government.  It  is  by  a  fuithixil  adherence  to  this  sort  of 
policy'  that  the  present  Macclonald  government  has  become  so  firmly 
intrenched  in  power.  It  is  impossible  for  his  party  to  enter  into  any 
treaty  agreement  which  woald  relieve  it  from  the  necessity  of  having 
recourse  to  all  those  tactical  and  strategetical  expedients  with  which 
the  great  trnnk  lines  of  the  country  are  continually  competing  with  each 
other..  So  I  favor  reciprocal  legislation  with  Canada  in  preference  to 
commercial  treaties,  and  as  we  hold  the  advantage  over  Canada  all 
along  the  line  we  can  dictate  the  detail  of  our  Canadian  relationships. 
It  is  difficult  for  us  in  the  United  States  to  appreciate  the  force  of 
public  sentiment  which  in  Canada  has  created  a  vast  public  debt  for 
the  construction  of  railways  and  canals  and  which  compels  the  admin- 
istration of  the  Dominion  to  manage  those  enterprises  according  to 
the  dictates  of  apparent  commercial  need. 

THE     TBANSATLANTIO    AND     TRANSPAOIFIO     STEAMEB    LINES     AND 
CONNECTIONS  OF  THE  CANADIAN  PACIFIC  BAILWAT. 

Upon  the  completion  of  the  Canadian  Pacific  Bailway,  in  the  spring 
of  1686,  a  line  of  steamers  was  established  between  Vancouver,  British 
Columbia,  and  China  and  Japan.  Eecently  the  preliminary  steps  have 
been  taken  for  the  establishment  of  a'  British  steamer  line  from  Van- 
couver to  Australia  and  New  Zealand ;  also  for  the  establishment  of  a 
steamer  line  from  St.  Johns,  New  Brunswick,  and  Quebec,  to  Liver- 
pool. The  provisions  of  law  for  the  establishment  of  the  British  lines 
just  mentioned  are  embraced  in  the  following  act  of  the  Dominion 
Government,  passed  at  its  late  session : 

AN  ACT  nlBtiiig  to  oc«an  steamship  suVsldies. 

Her  Majesty,  by  and  with  the  advice  and  coDsent  of  the  Senate  and  House  of  Com 
mons  of  Canadai  enacts  as  follows: 

1.  The  governor  in  council  may  grant  to  any  individual  or  company  a  subsidy 
nq|  excee<ling  the  sum  of  twenty-five  thousand  pounds  sterling  per  annum,  to  assist 
in  establiHbing  an  effective  fortnightly  steam-ship  service  between  ^ritioh  Columbia 
and  the  Anstraliau  colonies  and  New  Zealand,  or  such  proportion  thereof  as  is  decided 
npon  by  the  gov^nior  in  council  to  assist  in  establishing  a  monthly  service  with  the 
said  countries,  such  subsidy  to  be  granted  for  such  term  of  years,  not  exceeding  ten, 
and  ou  such  conditions  as  the  governor  in  council  considers  expedient. 

2.  The  governor  in  conncil  may  grant  to  any  individual  or  company,  to  whom 
there  is  grunted  by  the  Government  of  the  Cnited  Kingdom  the  aid  hereinafter  men- 
tioned, a  subsidy  not  exceeding  the  sum  of  fifteen  thousand  pounds  sterling  per  an- 
num for  a  monthly  steam-ship  service,  or  a  subsidy  not  exceeding  the  sum  of  twenty- 
five  thousand  pounds  sterling  per  annum,  for  a  fortnightly  steam-ship  service  between 
British  Columbia  and  China  and  Japan,  such  subsidy  to  bo  granted  for  such  term  of 
years  and  on  such  conditions  as  the  governor  in  conncil  considers  expedient:  Pro- 
vided attvay,  That  during  such  term  the  Government  of  the  United  Kingrlum  grants 
to  such  individual  or  company  a  subsidy  of  not  less  than  forty-five  thousand  pounds 
sterling  per  annum  for  the  monthly  service,  or  of  not  less  than  seventy-five  thousand 
pounds  sterling  per  annum  for  the  fortnightly  service  above  mentioned. 

3.  The  governor  in  council  may  enter  into  a  contract  for  a  term  not  exceeding  ten 
years  with  any  individual  or  company  for  the  performance  of  a  fast  weekly  steam- 
ship service  between  Canada  and  the  United  Kingdom,  inuking  connection  with  a 
French  port,  on  ciuch  terms  and  conditions  as  to  the  carriage  of  mails  and  otherwise 
as  the  governor  in  council  deems  expedient,  for  a  subsidy  not  exceeding  the  sum  of 
five  hundred  thousand  dollars  a  year. 

This  act  provides  for  the  establishment  of  the  following  British  lines 
of  steamers: 

First.  A  fortnightly  line  from  Vancouver  to  Australia  and  New  Zeal- 
and, with  a  Canadian  subsidy  of  $125,000  a  year,  eiibrts  being  made 
for  securing  an  additional  subsidy  from  Australia  and  New  Zealand. 

Second.  A  line  from  Vancouver  to  China  and  Japan,  with  a  subsidy 
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of  about  $300,000  in  the  case  of  a  monthly  service,  and  of  aboat  9500,000 
iu  the  case  of  a  fortnightly  semee;  and 

Third.  A  British  line  of  steamers  from  St.  Johns,  New  Brunswick,  to 

^i#brpool|  with  a  Canadian  subsidy  of  $500,000  a  year.     This  is  to  be 

supplemented,  I  understand,  by  a  British  subsidy,  the  amount  of  wliich 

is  not  known,  but  is  publicly  stated  at  $300,000  a  year,  inaking  a  total 

subsidy  of  $800,000  a  year. 

The  steamers  of  the  Pacific  line  to  China  and  of  the  Atlantic  lin^  to 
Enfriand  are  to  be  so  constructed  as  to  be  readily  available  as  armed 
cruisers  in  the  military  navy  of  Great  Britain,  and  in  conaideratioD 
thereof  they  are  to  receive  in  addition  to  the  sums  above  mentioned, 
certain  admiralty  or  navy  subsidies,  the  amount  of  which  is  not  pnb- 
Holy  known.  It  is  understood,  however,  that  this  admiralty  subsidy 
consists  of  a  construction  bounty  and  subsequent  navigation  bounty, 
which  runs  for  a  terra  of  years.  The  steamers  on  the  Atlantic  line  are 
to  be  of  large  size  and  great  speed.  This  scheme  has  been  delayed  by 
Canadian-Pacific  scheming  to  get  the  control  of  a  part  of  the  intercolo- 
nial railway  system,  bnt  there  can  be  little  doubt  of  the  final  cousam- 
mation  of  the  whole  plan  as  above  outlined. 

Iu  the  whole  history  of  commerce  tbere  is  nothing  in  the  nature  of 
governmental  promotion  whioh  can  be  compared  to  this  enormoas 
scheme  of  subvention,  embracing  the  Canadian  Pacific  Railway  with 
its  enormous  grants,  privileges,  and  franchises,  and  its  connecting 
ocean  steamer  lines  receiving  enormous  oommercial  and  naval  subsidies. 

The  object  of  this  scheme  is  not  alone  Canadian  union  and  Canad^io 
commercial  and  political  advancement;  it  goes  far  beyond  this.  It  is 
part  and  parcel  of  the  gigantic  political  scheme  of  imperial  confedera- 
tion. It  was  in  this  view  that  Lord  Lausdowne,  late  governor-general 
of  Canada,  declared  that  '<  without  the  Canadian  Pacific  Railway  the 
British  North  American  act  was  not  worth  the  paper  it  was  written 
upon." 

The  ruling  political  party  in  Canada  recognizes  this  fact,  and  (he 
leaders  of  that  party  make  no  pretense  of  disguising  it.  The  ^*  Hand 
Book  of  Canada,"  pnblished  by  the  Dominion  Government,  states  that 
the  Canadian  Pacific  was  constructed  ^*in  the  interests  of  the  empire  at 
large,  as  well  as  those  of  Canada."  And  it  adds:  ^^Had  these  far-see- 
ing i)lan8  been  taken  up  when  [first]  mooted  Canada  would  have  been  at 
least  two  generations  in  advance  of  her  present  position,  whilst  **  Greater 
Britain"  [L  e.  British  imperial  confederation]  would  have  been  in  a  much 
higher  state  of  development  than  it  is."  Thrn  significant  remark  also 
follows : 

It  wa0  a  singular  ooiucidence,  and  perhaps  a  prophetic  omen  of  the  fniore  imperial 
importance  of  this  railway,  that  the  first  loaded  train  that  pasa«d  o/er  its  entire  length 
from  ocean  to  ocean  was  freighted  with  naval  stores,  helonging  to  the  im|ieriid  war 
department,  transferred  from  Quebec  to  Vancouver. 

This  shows  the  politico  commercial  aspect  of  the  Canadian  Pacific 
Bailway,  in  a  way  which  forces  the  United  States  Government  to 
consider  the  question  as  to  whether  the  United  States  or  the  British 
Empire  is  to  hold  tbe  commercial  supremacy  on  this  coutineut. 

These  facts  emphasize  and  more  clearly  bring  out  the  point  which  I 
have  before  stated,  namely,  that  the  United  States  is  confronted  at  the 
north  by  a  government  which  is  thoroughly  committed  to  a  political 
policy  involving  a  participation  in  commerce  which  is  essentially  aggress- 
ive toward  American  interests.  This  is  the  real  question  which  we 
have  to  meet,  and  it  must  be  determined  in  order  to  protect  American 
ships,  American  sea-ports,  and  American  transportation  liuea. 


• 
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This  viow  of  the  case  has  been  very  cleariy  set  forth  Id  the  recent  reso- 
latious  adopted  by  the  commercial  conferetlce  ou  the  Pacific  coast, 
wherein  it  is  clearly  shown  that  this  Ganadian  and  British  policy  of 
*  subsidized  steamer  lines  and  subsidized  railroads  across-  the  conti* 
nent  will  inevitably  break  down  American  steamer  navigation  on  the 
Pacific  Ocean,  the  eftect  of  which  will  be  to  divert* commerce  from  the 
Pacific  ports  and  from  oar  own  lines  of  transportation  between  Pacific 
coast  ports  and  the  eastern  side  of  the  continent. 

THE  UNITED  STATES  AND  GANADIAN  TBANSIT  TRADE. 

A  clear  understanding  of  our  Ganadian  relationship  of  transportation 
involves  a  careful  consideration  of  what  is  commonly  known  as  ''  the 
United  States  and  Canadian  transit  trade." 

The  United  States  and  Ganadian  transit  trade  had  its  origin  in  an 
exercise  of  administrative  discretion.  About  the  year  1848  the  inference 
was  raised  that  if  nnder  our  laws  imported  goods  held  in  agovernmentT 
warehouse,  for  example,  in  New  York  City,  could  be  taken  out  of  the 
warehouse  and  transported  across  the  streets  of  New  York  to.  a  sea- 
going vessel  and  reexported  without  the  payment  of  duties,  it  might 
be  lawful  to  take  them  out  of  the  warehouse  in  New  York  and  place 
them  on  board  of  a  railroad  car  and  ship  them  across  the  United  States 
to  Canada  without  the  payment  of  duty.  This  was  done  and  con- 
stituted the  beginning  of  the  transit  trade.  At  the  same  time  the 
privilege  was  extended  to  Canadians  of  shipping  their  produce  across 
the  United  States  to  be  exported  from  New  York  or  from  Boston  to 
foreign  countries  without  exacting  duties  upon  them  in  the  United 
States.  This  latter  privilege  was  of  great  value  to  the  Canadians,  ibr.the 
reason  that  the  St  Lawrence  River  is  closed  by  ice  and  fogs  abbnt  six 
months  of  each  year,  during  which  period  they  are  practically  interior 
provinces.  At  the  same  time  this  traffic  brought  business  to  shipping 
at  the  port  of  New  York  and  to  American  transportation  lines,  and  it 
had  about  it  the  essential  elements  of  reciprocity. 

The  St.  Lawrence  system  of  canals  was  completed  about  the  year 
1848.  During  that  year  the  Canadian  Government  very  gladly  ex* 
tended  to  the  people  of  the  United  States  the  privilege  of  importing 
and  exporting  goods  through  Montreal  without  the  payment  of  duties 
in  Canada.  The  Canadian  Government  did  everything  it  could  to  en- 
courage this  traffic  because  it  tended  to  promote  the  commercial  inter- 
ests of  Canada.  At  the  same  time  it  afibrded  to  the  people  of  our  West- 
ern and  Northwestern  States  the  competitive  advantage  of  an  alterna- 
tive route.  This  movement  also  had  about  it  the  essential  elements  of 
reciprocity. 

These  two  movements,  embracing  the  privilege  afforded  by  each 
country  of  exporting  or  importing  good%  across  the  territory  of  the 
other  without  the  payment  of  duty,  I  shall  hereinafter  designate  as  ^^  the 
foreign  transit  trade."  It  may  be  remarked  in  passing  that  the  ad- 
vantages which  the  foreign  transit  trade  affords  to  Canada  are  pro- 
portionately very  much  greater  than  those  O'fforded  to  the  United  (States. 

THE  DOMESTIC  TBANSIT  T&ADE. 

There  is  another  and  more  important  branch  of  the  United  States 
and  Canadian  transit  trade  to  which  I  would  more  particularly  invite 
your  attention.    I  refer  to  the  transportation  of  merchandise  from  out 
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point  in  tbe  United  States  to  another  point  in  the  17nite<l  States  across 
the  territory  of  C'anacla,«and  to  the  transportation  of  goods  from  oue 
point  in  Canada  to'another  ix>int  in  Canada  across  the  territory  of  tbe 
United  States,  in  both  cases  without  payment  of  duty.  This  I  desig-* 
nate  as  the  domestic  transit  trade.  This  branch  of  the  transit  trade 
had  its  origin  in  the  geographical  circamstance  that  east  of  Minnesota, 
where  tbe  parallel  of  49  degrees  is  theinternatioual  boundary,  the  terri- 
tory of  tbe  two  countries  interject,  the  one  into  tbe  other)  through  a 
range  of  G  degrees,  or  about  400  miles  of  longitude. 

The  entire  settled  portions  of  the  provinces  of  Ontario  and  Quebec 
are  situated  south  of  a  line  drawn  from  the  northerurboundary  of  Min- 
nesota to  the  northernmost  point  of  Maine. 

Just  73  per  cent,  of  the  total  population  of  the  Dominion  of  Canada 
is  embraced  in  this  interjection  of  territory,  as  will  be  seen  from  tbe 
i  statement  of  population  recently  prepared  by  the  statistical  bureau  of 

Canada : 

Popalation.  PopaLitiffii. 

Ontario 2,189,107 

Quebeo 1,496,-4226 

Novft  Scotia 489,618 

New  Branswick 348,568 

Maiiitoba... 146,545 


i 


{ 


British  Colanibia 150,999 

Prince  Ed war/l  Inland 121,852 

Northwest  Territories 106,000 


Total 5,045?,915 

On  the  other  hand,  the  State  of  Maine  almost  separates  the  proTiaee 
of  Quebec  from  the  province  of  New  Brunswick. 

Now,  I  bog  y(fii  will  carefully  observe  the  fact  that  the  "  transit 
trade''  is  based  absolutely  upon  these  interjections  of  territory,  and 
upon  the  fact  that  navigation  on  the  St.  Lawrence  River  is  closed  for 
I  about  six  months  each  year.    But  for  these  physical  characteristics  of 

the  two  countries  on  the  east  side  of  the  continent,  there  never  wonld 
have  been  any  ''  transit  trade." 

The' origin  of  the  domestic  "transit  trade  ^  was  as  follows ; 

About  the  Ist  of  April,  1855,  the  railway  suspension  bridge  two 
miles  below  Niagara  Falls  was  completed.  By  this  means  the  New 
York  Central  Hailroad,  the  Great  Western  Railroad,  of  Canada,  and  the 
Michigan  Central  Railroad  formed  the  first  all-rail  line  from  New  York 
•to  Chicago,  with  the  single  break  caused  by  the  Deti-oit  River,  which 
was  crossed  by  a  ferry.  A  large  freight  and  passenger  traffic  at  once 
sprung  into  existence  over  this  line. 

The  question  arose  whether  American  goods  could  be  loiuied  into  a 
foreign  railroad  car  at  Suspension  Bridge  and  carried  across  the  inter- 
|j  jecting  territory  of  Canada  to  Detroit  without  the  payment  of  duty. 

jj  The  ansvlogy  furnished  by  our  navigation  laws,  which  forbid  the  car- 

riage of  goods  from  one  point  in  the  United  States  ta  another  point  in 
the  United  States  in  any  other  than  an  American  vessel,  was  set  aside. 
In  the  absence  of  any  specific  statute  on  the  subject,  theauthorities  at 
Washington  yielded  to  the  popular  demand,  and  thus  the  domestic 
transit  trade,  like  the  foreign  transit  trade,  had  its  origin  in  the  mere 
exercise  of  administrative  discretion.  The  Canadian  government  very 
freely  acceded  to  the  arrangement,  for  it  was  one  of  great  advantage 
to  the  traflac  interests  of  the  then  most  important  railroad  in  Canada, 
the  Great  Western  Railroad. 

Since  the  inauguration  of  the  domestic  transit  trade  over  tbe  Cana- 
dian route  just  mentioned,  the  relative  importance  of  that  rente  has 
greatly  decreased  in  consequence  of  the  construction  of  the  several 
powerful  trunk  lines  south  of  Lake  Erie,  which  carry  the  great  bulk  of 
the  commerce  between  the  West  and  the  sea-board. 
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TBANSIT  TRADE  LEGISLATION  AND  TBSATY  STIPULATIONS. 

Both  branches  of  the  transit  trade  Jiereinbefore  described  and  desig- 
nated as  the  foreign  transit  trade  and  the  domestic  transit  trade,  exist^ 
from  the  time  of  their  inception  by  virtne  of  administrative  discretion, 
and  in  the  absence  of  any  specific  provisions  of  law  sanctioning  them, 
nntil  Jnly  28, 1866,  when  the  following  act  of  Congress  was  passed 
(Revised  Statutes,  sections  3005  and  3006,  Chapter  GOXOVIII,  ap- 
proved July  28, 1866) : 

AIT  ACT  to  protect  the  rerenue  and  tn  otiier  pnrpoaeo. 

Sbc.  5»  And  he  it  further  enacted,  That  from  and  after  the  paMase  of  this  act,  all 
RoodSi  wares,  or  merchandise  arriviDK  At  the  porta  of  New  York,  Boston,  and  Port- 
land, or  any  other  port  of  the  United  States  which  ma^  be  specially  designated  by 
the  Secretarj^  of  the  Treasary,  and  destined  for  places  in  the  acUacent  British  Prov- 
inces, or  arnviug  at  the  port  of  Point  Isabel,  Texas,  or  any  other  port  of  the  United 
States  which  may  be  specially  designated  by  the  Secretary  of  the  Treasury,  and  dei»- 
tined  for  places  in  the  Republic  of  Mexico,  may  be  entered  at  the  custom-house  and 
conveyed,  in  transit,  through  the  territory  of  the  United  States,  without  the  pay- 
ment of  duties,  under  such  rules,  regulations,  and  conditions  for  the  protection  ox  the 
revenue  as  the  Secretary  of  the  Treasury  may  prescribe. 

Skc.  6.  And  he  it  further  enacted,  That  imported  goods,  wares,  or  merchandise  in 
bond,  or  duty  paid,  and  products  or  manufactures  of  the  United  State^  mAy»  with 
the  consent  of  the  prqper  authorities  of  the  provinces  or  republic  aforesaid,  be  trans- 
ported from  one  port  or  place  in  the  United  States  to  another  port  or  place  therein, 
over  the  territory  of  said  provinces  or  republic,  by  such  routes  and  under  such  rules 
regulations,  and  conditions  as  the  Secretary  of  the  Treasury  may  prescribe ;  and  the 
goods,  wares,  or  merchandise  so  transported  shall,  upon  arrival  in  the  United  States 
from  the  provinces  or  republic  aforesaid,  be  treated  in  regard  to  the  liability  to,  or 
exemption  from  duty  or  tax  as  if  the  teansportation  had  taken  place  entirely  within 
the  limits  of  the  United  States. 

Section  5  of  the  act  alMwe  quoted  in  terms  legalized  the  foreign 
transit  trade,  while  section  6  as  specifically  legalized  the  domestic 
transit  trade.  The  next  measure  in  the  order  of  time  having  reference  to 
the  establishment  of  the  United  States  and  Canadian  transit  trade  is 
foand  in  the  twenty-ninth  article  of  the  treaty  of  WashingtoUi  which 
was  concluded  May  8, 1871.    That  article  is  as  follows : 

Abtiols  XXIX. 

It  is  agreed  that,  for  the  term  of  ;^ears  mentioned  in  Article  XXXni  of  this  treaty, 
goods,  wares,  or  menchandise  arriving  at  the  ports  of  New  York,  Boston,  and  Port- 
land, and  any  other  ports  in  the  United  States  which  have  been  or  may,  firom  time 
to  time,  be  specially  designated  by  the  President  of  the  United  States,  and  destined 
for  Her  Britannic  Mi^esty's  possessions  in  North  America,  may  be  entered  at  the 
proper  custom-house  and  conveyed  in  transit,  without  the  payment  of  duties, 
through  the  territoiy  of  the  United  States,  under  such  rules,  regulatioiis,  and  condi- 
tions for  the  protection  of  the  revenue  as  the  Government  of  the  United  Statics  may 
from  time  to  time  prescribe ;  and,  under  like  rules,  regulations,  and  conditions, 

goods,  wares,  or  merchandise  may  be  conveyed  in  transit,  without  the  payment  of 
uties.  from  such  possessions  through  the  territory  of  the  United  States  for  export 
from  tne  said  ports  of  the  United  States. 

It  is  further  agreed  that,  for  the  like  period,  goods,  wares,  or  merchandise  arriving 
at  any  of  the  ports  of  Her  Britannic  Mi^esty's  possessions  in  North  America,  and 
destined  for  the  United  States,  may  be  entered  at  the  proper  custom-house  and  con- 
veyed in  transit,  without  the  payment  of  duties,  through  the  said  possessions  under 
such  rules  and  regulations  and  conditions  for  the  protection  of  the  revenue  as  the 
governments  of  the  said  possessions  may  from  time  to  time  prescribe;  and,  undet 
like  rales,  regulations,  and  conditions,  goods,  wares,  or  merchandise  may  be  con- 
veyed in  transit,  without  payment  of  duties,  from  the  United  States  through  the  said 
possessions  to  other  places  in  the  United  States  or  for  export  from  ports  in  the  said 
possessions. 

This  treaty  of  Washington  was  concluded  fifteen  years  before  the 
Canadian  Pacific  Railway  was  constructed,  and  only  two  ^^as^  ^Swst 
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the  first  transcontinental  railroad  was  completed  in  this  oonntay.  It 
is  absolutely  certain  that  it  never  would  have  been  signed  by  any  sane 
American  commissioner  nor  ratified  by  any  American  Congress  in  the 
presence  of  the  conditions  which  now  govern  the  transportation  inter- 
ests of  the  United  States  and  of  the  eft'orts  which  are  now  being  made 
by  the  Canadian  and  British  Qovernments  to  grasp  American  commerce 
and  to  exploit  British  imperial  confederation  on  this  continent. 

And  now  let  us  briefly  recapitulate  the  leading  facts  hereinbefore 
stated  in  regard  to  the  transit  trade. 

Both  branches  of  that  trade  were  inaugurated  by  administrative  dis* 
cretion.  Subsequently  they  were  sanctioned  by  the  act  of  July  28^ 
1866,  and  by  article  29  of  the  treaty  of  Washington.  All  this  was 
prompted  and  justified  by  the  particalar  cironmstances  of  interjecting 
territory,  by  the  disability  under  which  the  provinces  of  Qaebec  and 
Ontario  labor  of  having  no  winter  sea-ports,  and  by  the  advantage  of 
competition  which  the  St.  Lawrence  Biver  ronte  affords  to  our  Western 
and  Northwestern  States  during  the  season  of  navigation. 

On  the  western  side  of  the  continent  the  case  is  entirely  different. 

Kot  one  of  the  conditions  which  justify  the  transit  trade  on  the  east- 
ern side  of  the  continent  exists  as  a  justification  of  the  extension  of  the 
privileges  of  that  trade  to  the  western  side  of  the  continent;  bat,  not- 
withstanding this  obvious  and  most  important  characteristic  of  the 
commercial  life  of  the  country,  upon  the  completion  of  the  Canadian 
Pacific  Railway  to  the  Pacific  Ocean,  in  the  month  of  May,  1886,  tlie 
Secretary  of  the  Treasury  granted  to  the  Canadian  Pacific  Railway 
Company  the  privileges  of  the  transit  trade,  so  that  it  was  enaVled  at 
once  to  enter  into  competition  with  the  American  lines  for  the  domestic 
traffic  of  the  United  States  across  the  continent,  and  also  of  competing, 
by  the  sheer  force  of  British  and  Canadian'  governmental  subsidy,  wiUi 
American  steamer  lines,  American  sea-ports,  and  American  rsdlroads 
for  our  Asiatic  commerce. 

I  am  aware  of  the  fact  that  under  a  familiar  rule  of  constroction,  a 
statute  of  a  general  nature,  although  in  its  form  permissive,  is  never- 
theless mandatory  upon  the  officers  of  the  Government  charged  with 
its  administration,  and  that  Sec.  6,  of  the  act  of  July  28, 1866,  may  be 
regarded  in  this  light.  There  is,  however,  a  question  as  to  whether  the 
Secretary  did  or  did  not  err  in  allowing  the  transit  trade  on  the  Pacific 
coast  to  be  conducted  in  part  by  vessel  and  in  part  by  rail,  embracing 
the  transfer  of  cargo  on  foreign  soil.  But  I  submit  to  the  committee 
that  the  historic  facts  which  alone  justified  the  enactment  of  that  law, 
and  the  questions  of  public  policy  which  now  confront  the  conntry  re- 
garding the  encroachment  of  the  Dominion  Gk)vernment  upon  the  navi- 
gation, transportation,  and  commercial  interests  of  the  United  States 
clearly  demand  that  under  specific  statutory  provisions,  the  *'  transit 
trade''  shall  be  limited  to  the  conditions  under  which  it  was  origi* 
nally  established,  and  to  the  specific  purposes  which  it  still  subserves  on 
the  eastern  side  of  the  continent. 

I  maintain,  however,  that  in  a  certain  particular  the  ^^tannsit  trade'' 
as  now  conducted  on  the  Pacific  coast  is  in  open  violation  of  our  laws 
for  the  protection  of  the  revenue  from  customs. 

THE  TRANSIT  TBADB  ON  THS  EASTERN  AND  ON  THE  WESTERN  aiDE 

OF  THE  CONTINENT. 

Now,  what  are  the  real  differences  between  the  application  of  the 
transit  trade  on  the  eastern  side  of  the  continent  and  on  tiie  western 
side  t    To  make  this  perfectly  clear  to  your  committee^  even  at  t^e 
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risk  of  repeating  what  has  already  been  said,  I  invite  your  attention  to 
the  foflowing  statement,  showing  specifically  the  radical  differences 
which  exist  between  the  conditions  under  which  the  transist  trade  ex- 
ists on  the  eastern  and  on  the  western  side  of  the  continent. 

First.  The  eastern  transit  trade  is  across  interjecting  Canadian  ter- 
ritory, in  part  over  an  American  line,  the  Canada  Southern  Bailway. 
There  is  no  such  interjecting  territory  on  the  west  side  of  the  continent, 
and  the  exclusive  privileges  of  railway  construction  granted  to  the  Can- 
adian Pacific  do  not  tolerate  such  an  American  competitor  in  British 
Columbia. 

Second.  The  transit  across  this  interjecting  territory  at  the  east, 
while  enabling  some  of  the  principal  railroads  of  Canada  to  participate 
in  our  domestic  traffic,  affords  the  reciprocal  advantage  to  American 
shippers  of  short  and  direct  lines  between  our  Northwestern  and  our 
New  England  States ;  but  no  such  advantage  of  a  shorter  line  is  af- 
forded by  the  Canadian  Pacific  on  the  western  side  of  the  continent. 

Third.  The  most  populous  and  most  wealthy  portion  of  the  Dominion 
of  Canada  is  for  six  months  of  the  year  dependent  upon  transit  across 
the  territory  of  the  United  States  for  free  commercial  intercourse  with 
foreign  countries.  But  no  such  disability  affects  British  Columbia.  In 
common  with  all  the  Pacific  coast  ports,  as  far  north  as  Sitka,  Alaska, 
the  portB  of  British  Columbia  are  open  all  the  year. 

Fourth.  The  eastern  transit  trade  lines  tend  to  bring  trade  to  Amer- 
ican sea- ports,  while  the  Canadian  Pacific  Railway,  with  its  British 
steamer  line  adjuncts,  operates  very  strongly  to  turn  American  com- 
merce from  American  sea-ports,  a  fact  which  has  created  great  alarm  on 
our  Pacific  coast  and  has  led  the  convention  of  commercial  and  indus- 
trial organizations  of  that  section  to  utter  an  earnest  and  entirely  non- 
partisan appeal  to  Congress  for  protection  against  the  aggressions  of 
the  Canadian  and  British  Governments. 

Fifth.  The  St.  Lawrence  Biver  and  Canadian  canals  afford  the  com- 
petitive advantages  of  an  alternative  route  to  the  people  of  our  Western 
and  Northwestern  States  for  six  months  of  the  year;  but  no  such  nat- 
ural advantages  of  water  transportation  through  Canada  exist  on  the 
western  side  of  the  continent.  We  have  no  need  to  cross  Canadian 
territory  there,  even  for  the  purpose  of  gaining  the  advantages  of  an 
alternative  route. 

Sixth.  The  railroads  Of  Canada,  which  were  allowed  to  engage  in  the 
transit  trade  under  the  privileges  of  the  act  of  July  28,  1866,  and  of 
article  29  of  the  treaty  of  Washington,  were  all  constructed  as  com- 
mercial enterprises,  on  commercial  princit)les  and  to  subserve  merely 
commercial  purposes,  but  the  Canadian  Pacific  Railway,  as  I  have  be- 
fore shown,  was  constructed  by  the  Dominion  Government  for  political 
purposes  distasteful  to  and  in  a  measure  inimical  to  the  United  States. 

This  is  fully  evidenced  by  the  contribution  of  $216,000,000  in  gifts 
and  other  subventions  by  the  Dominion  Government  to  the  Canadian 
Pacific  Bailway;  by  the  exemption  of  the  property  of  that  company 
from  taxation,  amounting  to  $600,000  a  year;  by  the  remission  of 
duties  on  rails  and  other  materials,  amounting  to  $7,000,000  upon  the 
basis  of  the  rates  of  duty  charged  in  the  United  States;  by  protection 
against  the  construction  of  competing  lines,  and  by  the  subsidy  to  the 
Canadian  Pacific  lines  across  the  State  of  Maine,  amounting  to  $186,000 
a  year. 

Seventh.  The  Canadian  Pacific  Bailway  has  as  adjuncts  a  steamer 
line  to  Asia  so  heavily  subsidized  by  the  Canadian  government  as  to 
threaten  the  ruin  of  American  steamer  lines  between  San  Francisco  and 
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porta  in  Asia^  and  to  divert  our  Asiatic  commerce  from  American  sea- 
ports totbe  Canadian  port  of  Vancouver.  The  Canadian  and  British 
Governments,  with  the  idea  of  the  imperial  confederation  of  the  British 
Empire  prominently  in  view,  are  now  planning  for  the  establishment  of 
a  heavily  subsidized  British  steamer  line  to  Australia  and  New  Zealand. 
This  will  ruin  our  American  line  to  these  islands  unless  we  adopt  meas- 
ures which  will  protect  it  agaiost  the  efforts  of  the  Dominion  Govern- 
ment to  destroy  it. 

Those  governments  are  also  planning  for  a  heavily  subsidized  trans- 
Atlautic  steam  r  line  from  2St.  John's  or  Halifax  to  Liverpool.  This  line 
would  tend  to  divert  commerce  from  New  York,  Boston,  and  Portland, 
Me.  But  no  schemes  for  diverting  commerce  from  American  ships, 
from  American  seaports,  and  from  American  transportation  lines  char- 
acterized the  railroads  which  were  authorized  to  engage  in  the  transit 
trade  by  the  act  of  July  28,  1866,  or  by  the  treaty  of  Washington  of 
1871.  As  I  have  before  xemarked,  that  treaty  would  never  have  been 
signed  by  any  sane  commissioner  if  it  had  been  characterized  by  any 
such  feature  of  hostility  to  American  interests. 

Eighth.  The  Canadian  Pacific  Railway  is  closely  identified  with  mili- 
tary objects,  which  were  at  the  beginning  urged  with  effect  both  in  Gan> 
ada  and  Great  Britain  in  favor  of  the  construction  of  that  road.  This 
feature  of  the  enterprise  is  accentuated  by  the  formidable  fortress  and 
naval  station  at  Esquimault  on  the  Island  of  Vancouver,  and  it  is  also 
indicated  by  the  fact  already  noted  that  the  first  train  which  passed 
over  the  Canadian  Pacific  upon  its  completion  was  loaded  with  material 
of  war.  No  objectionable  feature  of  this  nature  characterized  th^  tran- 
sit trade  authorized  by  the  act  of  July  28,  1866,  and  by  the  treaty  of 
Washington,  and  it  is  certain  that  the  privileges  of  the  transit  trade 
should  never  be  griinted  to  any  railroad  which  is  characterized  by  any 
such  objectionable  features. 

THE  POSSIBILITY  OF  CANADIAN  BETALIATION. 

The  question  of  expediency  has  been  suggested  as  to  the  effect  which 
the  suspension  of  the  privileges  of  the  transit  trade  on  the  western  side 
of  the  continent  might  have  upon  American  interests  in  case  the  Cana- 
dian government  should  see  fit  to  retaliate  by  curtailing  the  privilege 
of  the  transit  trade  on  the  eastern  side  of  the  continent-  Kothing  could 
be  more  absurd  than  to  apprehend  evil  to  any  American  interests  from 
this  source.  In  the  whole  matter  of  the  transit  trade  from  New  Bruns- 
wick to  Vancouver  the  United  States  holds  an  overpowering  advantage 
over  Canada  at  every  point.  The  entire  suspension  of  this  trade  would 
be  of  comparatively  small  disadvantage  to  the  United  States,  whereas 
it  would  be  utterly  disastrous  to  Canada.  If  the  Dominion  Government 
should  forbid  the  transportation  of  Canadian  goods  in  bond  and  free  of 
duty  across  the  State  of  Maine  over  the  new  subsidized  Canadian  Pacific 
line,  or  should  forbid  the  transportation  of  goods  across  the  territory  of 
the  United  States  through  the  ports  of  ]Sew  York,  Boston,  and  Port- 
land, Me.,  in  the  conduct  of  the  foreign  commerce  of  Canada,  or  should 
forbid  the  carriage  of  American  merchandise  from  one  point  in  the 
United  States  to  another  point  in  the  United  States  across  the  inter- 
jecting territory  of  the  provinces  of  Ontario  and  Quebec,  or  should  for- 
bid the  Northwestern  States  from  carrying  on  foreign  commerce  through 
the  port  of  Montreal  except  upon  payment  of  duty,  such  action  would 
wreck  the  commercial,  industrial,  and  transportation  interests  of  Can- 
ada and  in  a  moment  dispel  the  cherished  dream  of  Cauadiw  commer- 
cial supremacy  upon  this  continent, 
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'  To  assume  tbat  the  suspension  of  the  privileges  of  the  transit  trade 
on  the  western  side  of  the  continent,  where  there  is  no  justifiable  ex- 
case  for  its  existence,  would  lead  the  Canadian  government  to  retali- 
ate by  any  interference  whatever  with  the  eastern  transit  trade  wonld 
be  to  impeach  the  common  sense  of  the  exceedingly  astute  and  able 
men  who  now  control  the  political  affairs  of  Cans^a.  NoUiing  could 
be  more  puerile  than  such  an  assumption.  It  is  today  entirely  within 
the  discretion  of  the  Government  of  the  United  States  to  afford  ample 
protection  to  American  shipping  interests,  to  American  sea-ports,  and  to 
American  transportation  lines  against  Canadian  encroachment  on  the 
western  side  of  the  continent  without  the  slightest  ground  for  appre- 
hending any  sort  of  Canadian  retaliation  on  the  eastern  side  of  the 
continent. 

It  is  high  time  for  the  people  of  this  country  to  appreciate  the  fact 
that  their  national  Government  holds  a  preponderance  of  commiercial 
power  on  this  continent  as  absolute  aq  the  preponderance  of  its  mili- 
tary power,  and  to  demand  that  those  who  are  charged  with  the  affairs 
of  Government  shall  adopt  such  measures  as  shall  prevent  any  inter- 
ference by  a  foreign  power  with  the  course  of  the  development  of  our 
domestic  or  foreign  commerce. 

THE  LEGALITT  OF  THE  ABBANGEMENTS  UNDEB  WHICH  THE  PBIYI- 
LEGES  OF  THE  TBANSIT  TBADE  HATE  BEEN  EXTENDED  TO  THE 
PACIFIC  OCEAN. 

The  legality  of  the  arrangement  whereby  the  privileges  of  the  do- 
mestic transit  trade  have  been  secured  by  the  Canadian  Pacific  Bail- 
way  Company  is  subject  to  serious  doubt.  Such  privileges  have  been 
secured  by  forming  a  connection  with  an  American  steamer  line  plying 
between  Vancouver  and  ports  in  the  United  States  as  far  south  as  San 
Diego,  Cal.  The  abrogation  of  Article  XXX  of  the  treaty  of  Washington 
denied  this  privilege  to  foreign  vessels.  The  connection  made  by  the 
Canadian  Pacific  with  an  American  steamer  line  is,  however,  question- 
able as  to  its  legality.  Our  navigation  laws  confine  the  domestic  car- 
rying trade  exclusively  to  American  vessels.  Obviously  an  American 
vessel  can  not  take  a  cargo  of  domestic  goods  from  San  Francisco  to 
Valparaiso,  Chili,  and  there  ship  them  by  a  foreign  vessel  to  New 
York,  but  American  vessels  are  carrying  goods  from  San  Francisco  to 
Vancouver,  British  Columbia,  there  to  be  shipped  to  New  York  by  the 
Canadian  Pacific  and  its  Eastern  railroad  connections,  under  conditions 
much  less  favorable  to  the  protection  of  our  revenues  ft'om  customs  than 
ill  the  former  case.  It  will  be  easy  for  the  committee  to  procure  in- 
formation fit>m  the  law  of&cers  of  the  Government  upon  this  subjects, 
and  I,  therefore,  leave  the  matter  with  the  simple  expression  of  my 
views  in  regard  to  it. 

There  is,  however,  a  feature  of  the  foreign  transit  trade  through 
Victoria  which  appears  to  be  openly  and  flagrantly  in  violation  of  the 
letter  and  spirit  of  the  law.  Our  existing  laws  concerning  the  trans- 
portation of  dutiable  goods  from  seaports  of  the  United  States  to  inte- 
rior points  in  the  United  States,  say,  for  example,  imported  goods  from 
San  Francisco  to  Chicago,  require  that  a  consular  invoice  of  such  goods 
shall  be  delivered  to  the  customs  ofQcer  at  San  Francisco  for  examina- 
tion; that  entry  of  the  goods  shall  be  made  at  that  port;  that  the 
goods  shall  be  shipped  under  a  transportation  bond  for  the  security  cf 
the  duties;  that  the  railroads  over  which  the  transportation  takes  place 
shall  aJso  be  bonded|  and  that  the  cars  in  which  they  are  carried  shall  ba 


.    SI 


.( 


662 


TRANSPORTATION   iNTERJEStS    OP 


sealed.  Bat  at  the  present  time  foreigii.good8  to  be  shipped  east  to  pdnts 
in  the  United  States  are  received  by  an  inspector  of  caatoms  of  the  dis- 
trict of  Paget  Sound,  who,  as  I  am  informed^  has  been  made  a  consolar 
agent  of  the  United  States.  He  simply  certifies  to  manifests  of  Amer> 
lean  goods,  and  forwards  them  without  examining  or  certifying  to  the 
invoices,  and  the  Canadian  Pacific  being  a  foreign  corporation  can  not 
execute  a  bond  to  the  United  States  for  the  faithful  performance  of  any 
service  whatever.    The  whole  proceeding  appears  to  be  unwarranted. 

So,  without  any  authority  of  law  and  by  a  manifest  abrogation  of  law, 
Vancouver  is  exempted  from  important  requirements  which  apply  at  San 
Francisco.  Thus  the  administrative  branch  of  our  own  Government  is 
actually  aiding  the  great  politico-military  railroad  of  Canada  in  iti 
work  of  deflecting  commerce  from  American  ships,  from  American  sea- 
ports, and  from  American  transportation  lines  by  the  sheer  force  of 
Canadian  and  British  subsidy. 

I  hesitate  not  to  characterize^this  as  disgraceful  to  the  Government 
of  the  United  States  and  a  matter  which  callfi  for  immediate  rectifica- 
tion, 

THS  STBUOOLE  MADE  BT  THE  CANADIAN  PAOIFIO  BAILWAT  OOMPANT 
FOB  THE  CONTROL  OF  AN  IMPORTANT  PART  OF  THE  INTBBNAX  AND 
FOBEIGN  COMMERCE  OF  THE  UNITED  STATES. 

The  Canadian  Pacific  Bailway  was  open  for  traffic  in  the  month  of 
June,  1886.  With  a  phenomenal  audacity  the  Dominion  GovemmeDt 
and  the  Canadian  Pacific  Bailway  management  assumed  that  the  priv- 
ileges of  both  the  internal  and  the  foreign  transit  trade  of  the  United 
States  applied  to  transcontinental  traffic,  notwithstanding  the  historic 
fact  that  the  entire  transit  trade  was  originally  established  under  the 
pecnliar  conditions  of  interjecting  territory  on  the  Eastern  side  of  the 
continent,  and  by  virtue  of  the  fact  that  the  Canadian  Provinces  of 
Ontario  and  Quebec  were  shut  off  from  foreign  commerce  by  ice  and 
fogs  during  six  months  of  the  year.  The  act  of  July  28,  1866,  made  the 
extension  of  the  ^<  transit  trade"  subject  to  the  discretion  lodged  with 
the  Secretary  of  the  Treasury  touching  the  protection  of  the  revenaes 
from  customs,  and  the  twenty-ninth  article  of  the  treaty  of  Washington 
in  terms  granted  the  privileges  of  the  transit  trade  in  favor  of  the  par- 
ticular routes  on  the  East  side  of  the  continent  described  in  that  article, 
and  to  snch  other  routes  as  might  be  '<  specially  designated  by  the  Presi- 
dent of  the  United  States.'^ 

I  think  that  from  the  stand-point  of  national  interest  and  honor  it  is 
a  cause  for  regret  that  the  late  administration  should  have  uncondi- 
tionally extended  the  privileges  of  the  transit  trade  to  transcontinental 
traffic  and  thus  have  aided  the  government  of  Canada  in  carrying  out 
a  line  of  policy  the  objects  of  which  are  inimical  to  the  commercial, 
navigation,  and  transportation  interests  of  this  country  and  in  a  polit- 
ical sense  offensive  to  the  United  States.  As  our  navigation  laws  for- 
bid that  any  foreign  vessel  shall  engage  in  our  domestic  commerce,  it 
was  necessary  that  an  American  line  of  steamers  should  form  the  con- 
nection with  Uie  Canadian  Pacific  iiailway,  whereby  that  agency  of  the 
Dominion  Government  might  be  able  to  compete  with  the  trauscouti- 
nental  and  eastern  trunk  lines  of  the  United  States  for  the  traffic  of  Cali- 
fornia, Oregon,  and  Washington  with  the  east  side  of  the  continents 
Under  the  arrangement  which  was  made  for  carrying  that  object  into 
effect  the  Canadian  Pacific  Bailway  at  once  began  a  bulldozing  policy  in 
regard  to  rates  with  the  object  plainly  in  view  of  wresting  from  the 


THE   UNITED   STATES  AND  CANADA.  663 

American  lin  5s  a  large  share  of  tbe  tbroagb  tra£Bc.  They  wanted  a  larger 
share  than  the  American  lines  conld  afford  to  grant  without  imperiling 
their  own  interests.  Besides  it  was  seen  that  a  very  material  reduction 
of  throagh  rates,  in  order  to  prevent  traffic  diversion,  would  compromise 
the  American  lines  with  respect  to  an  equitable  adjustment  of  through 
and  local  rates  and  generally  with  respect  to  competing  and  non-com- 
peting rates.  This,  however,  would  inevitably  have  led  to  popular 
discontent  all  along  tbeir  lines  and  the  blame  would  of.  course  have 
fallen  immediately  upon  the  managers  of  the  American  lines.  The 
general  manager  of  one  of  these  lines  remarked  that  with  them  it  was 
a  question  of  ^^no  traffic  or  no  rates." 

Everything  seemed  to  favor  Canadian  aggression.  The  Treasury  De- 
partment had  given  the  whole  case  away  and  soon  after  the  interstate- 
commerce  act  took  effect.  For  months  the  managers  of  the  American 
transcontinental  railroads  were  in  a  demoralized  state,  while  Mr.  Gol- 
lingwood  Schreiber,  chief  engineer  and  manager  of  the  government 
railways  of  Canada,  exultingly  reported  to  his  government,  under  date 
of  December  26,  iSST,  that  ^^  already  notes  of  alarm  have  been  sounded 
by  the  American  press  at  the  manner  in  which  the  Canadian  Pacific 
Eailway  is  cutting  into  the  business  of  the  transcontinental  roads  of 
the  United  States.''  The  Canadian  Pacific  Railway,  constructed  mainly 
by  the  gifts  and  aids  of  various  sorts  extended  by  the  Canadian  gov- 
ernment and  backed  up  by  that  government  in  every  act  of  aggression 
upon  American  interests,  was  fighting  a  set  of  American  lines  con- 
structed mainly  or  entirely  by  private  capital  with  large  financial  obli- 
gations and  confironted  by  a  jealous  and  somewhat  unfriendly  public 
sentiment  in  this  country  toward  the  railroads  generally.  The  situation 
seemed  to  illustrate  the  irony  of  fate. 

After  a  while  the  Interstate  Commerce  Commission  decided  that  the 
competition  of  the  Canadian  Pacific  Railroad  is  a  cause  for  departuie 
from  the  ^^  long  and  short  haul  rule."  This  was  a  great  relief  to  the 
transcontinental  railroads,  but  a  greater  relief  to  the  producing  indus- 
tries of  California,  which  depend  for  quick  markets  upon  that  portion 
of  the  United  States  situated  east  of  the  Missouri  liiver.  To  what  ex- 
tent the  long  and  short  haul  rule  may  be  departed  from  the  Commis- 
sion has  cautiously  refrained  from  saying,  and  the  country  is  still  at 
sea  upon  the  vitally  important  question  as  to  the  influence  which  shall 
be  exerted  in  the  determination  of  relative  rates  by  rival  commercial 
forces,  by  mountain  ranges  and  arid  wastes,  and  by  the  competition  of 
water  lines,  and  by  the  power  exerted  by  the  Dominion  Government 
through  its  alter  egOj  the  Canadian  Pacific  Railway  Company.  This  is 
the  emergent  question  of  our  raihroad  problem,  which  must  finally  be 
settled  by  judicial  determination.  For  many  months  a  war  of  rates 
continued  between  the  Canadian  Pacific  and  the  American  lines,  and 
the  situation  to- day  is  in  the  nature  of  an  armistice.  The  plan  adopted 
for  keeping  the  peace  is  that  of  differential  rates.  By  this  concession 
^  the  Canadian  Pacific  is  allowed  to  charge  lower  rates  in  order  to  secure 
'  a  share  of  the  through  traffic,  a  virtual  concession  to  the  financial 
power  of  the  Dominion  Grovernment  behind  the  Canadian  Pacific. 

This  is  illustrated  by  the  following  table  showing  the  rates  which 
now  prevail  on  through  traffic  from  San  Francisco  to  Chicago  by  direct 
American  routes  and  by  the  Canadian  Pacific  route  by  steamer  to  Van- 
couver, and  thence  by  Canadian  Pacific  Railway  and  its  eastern  con- 
nections. 
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Titr<m4ih  rales  from  San  FrandBCO  to  Chicago, 


IforohftiidiM  olftM. 


Firit.. 
Second 
Tbiid. 
Fourth 
Fifth. 


IMreot 

American 

nmteb 


IS.M 
3.40 
2.70 
2.10 
1.85 


Canadian 
Paclflo 
ronce. 


8.2 
2.68 
&0O 
L75 


Differ- 
entiaL 


.12 
.10 
.10 


MerrhandliMi  ol— e. 


B. 
C. 
D. 
B. 


IHnet 

Amoriean 

xoatew 


$1.90 
1.70 
1.S5 
1.20 
1.10 


Pacifle 
roatc. 


•LSI 

i.a 


LIS 
LOO 


DIte 


•^5 

.r, 


The  discrimination  in  passenger  traflSc  is  illnstxated  by  the  following 
statement  quoted  from  printed  schedale  showing  the  rates  in  foree  on 
the  26th  of  December,  1889. 

Bates  from  8L  Paul,  MUm.,  to  P&rttand,  Oreffon. 


CIlM. 


ITortheni 
Paelfiou 


IHa 


Limited- 

First  claM.. 
Second  oUuw 


1 


.  1 


During  the  year  1888  the  Canadian  Pacific  in  its  fi^ht  with  the  Amer- 
ican transcontinental  lines  secured  about  39  per  cent,  of  the  traffie 
between  San  Francinco  and  a  line  of  which  the  principal  eastern  points 
are  St.  Paul,  Milwaukee,  Chicago,  St.  Louis,  and  New  Orleans.  I 
have  not  been  able  to  procure  any  later  information  as  to  the  relative 
magnitude  of  this  movement. 

The  Interstate  Commerce  Commission,  .in  their  recently  published 
report,  say: 

It  is  estimated  that  fally  one-third  of  the  through  business  of  the  Canadian  Paoifie 
to  and  from  the  Pacific  coast  consists  of  traffic  furnished  from  the  United  States. 


TRAFFIC    BETWEEN  THE    ATLANTIC    SBA-BOABD   STATES  AND  CHINA 
AND  JAPAN  OYER  THE  CANADIAN  PACIFIC    BOUTK. 

There  is  a  traffic  over  which  neither  the  Transcontinental  Baflway 
Association  or  any  other  American  railway  organization  appears  to  ex- 
ercise any  sort  of  control.  I  refer  to  the  direct  traffic  between  points 
in  the  Atlantic  Sea-board  States  and  China  and  Japan,  over  the  Cana- 
dian Pacific  Railway  and  its  heavily  subsidized  ocean  steamer  Une. 
This  commerce  is  being  deflected  from  American  steamer  lines  on  the 
Pacific  Ocean,  from  American  sea-ports  on  the  Pacific  coast,  and  from 
American  railroads  across  the  entire  continent,  by  the  sheer  force  of 
subventions  granted  by  the  Dominion  and  British  Crovemments. 
Through  rates  are  quoted  between  Atlantic  and  Pacific  coast  cities, 
but  there  is  no  supervision  over  such  traffic  such  as  that  Vhich  is  exer- 
cised by  the  Transcontinental  Association  over  traffic  west  of  Ohioago 
and  St.  Louis. 

The  following  tables  exhibit  respectively  the  kinds  and  weights  of 
commodities  exported  from  the  Adantic  Sea-board  States  to  Ohuia  and 
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Japan  via  British  Golarabia  by  the  Canadian  Pacific  Railway  and  its 
heavily  sabsidized  British  steamer  line  across  the  Pacific  Ocean : 


iVo.  59. — Statement  shatring  the  kinde  and  tpeightsof  eommoditiee,  ike  produetUm  of  lft« 
IJniUd  StateSf  exported  jrom  the  United  Stales  through  Britith  Cohtmbiaf  via  the  CaiUH 
dian  Pacifio  Mailwayy  to  China  and  Japan  during  the  year  ending  June  30, 1888. 

[From  official  reports  by  the  United  States  inapeotor  of  ooatoma  at  Yaoconyer,  Brltiah  Coliimbla.1 


Artiolea. 


Books 

Boots  and  shoes,  India-rabher . . 

Clocks  and  watches 

Cottons 

Oypsam 

Boofs,  horns,  and  bones 

Labricants 

Ifsohinery 

HerohancUse 

Organs 


Weight 


Pound*. 

5,978 

910 

907 

4,000.168 

27,410 

72,096 

7,890 

678,047 

81,193 

21,193 


Artioles. 


Personal  effects 

Plumbago 

Battancors 

Talc 

Tobacco  and  cigarettes 

Tram-cars 

^rpe-writers 


Total 


Walffhi. 


Peunde. 
l^ffTO 


2,080 
1,726 

4^000 
00 

68,658 


6^626^350 


2fo,  60. — Statement  showing  the  kinde  and  weights  of  commodities,  theprodueUon  of  the 
United  States,  exported  from  the  United  States  throuoh  British  Columbia^  via  the 
Canadian  Pacifio  Bailwajff  to  China  and  Japan  during  the  year  ending  June  30,  1889. 

[From  official  report  by  the  United  States  inspector  of  onstoms  at  Yanoouver,  BiiUsh  Cotamhia.] 


Articles. 


Air-gnns...... 

Applen * 

Books,  stationery,  charts,  and  printed 

matter 

Boots,  India-mbber 

Carbons. 

Cartridges,  metallic 

Cases  of  wood 

Celluloid 

Clay  pipe 

Collars,  linen 

Copper  wire 

Cottons  

Cream  of  tartar 

Cresin 

Dry  goods,  not  specified 

Drugs,  not  specified 

Electric  fixtures 

Fireworks 

Oas-flxtures 

Ginseng 

Glassware 

Headl-ights  for  locomotiyes 

Hoolb  and  fertilisers 

Iron  and  steel : 

Castings 

Fire-arms 

Hardware 

Loeomotive  springs 

Haohinery,  not  specified 

Printing-presses 

Scales. 

Type-writers........ 

Wire  rope 


Weight. 


Potmds. 
40 
810 

40,588 

4,097 

i.140 

8,102 

800 

1,255 

2,801 

584 

19,070 

11,756,604 

821 

504 

11,401 

8,080 

196,451 

1.400 

2,119 

89,938 

100 

450 

182,780 

9,702 

861 

12»411 

470 

828,938 

1,819 

8,068 

200 

20,040 


Articles. 


Lamps.... 

Leather,  belting 

Mica.... f. 

Hilk,  condensed. 

MerehMidise,  not  specified 

IfissioDsry  goods 

Musical  instnunoits: 

Organs 

Pianos 

Oils,  lubricating 

Oils  and  paints 

Paper 

Pencils,  of  lead 

Personal  effects 

Phonographs 

Photographic  goods 

Pictures  

Sulphur. 

Silk,  raw 

Skates,  roller 

Te* 

Telegraphic  wire 

Tobaoco. 

Cigarettea 

Tinware 

Yamish 

Wood  mannfkotures: 

Boats 

OneshowHsase 

Was-oaadle  stock..... 

Total 


Weight. 


Pounds.    ^ 

410 

1,718 

65 

1.896 

6,400 

70,400 

2,720 

1,050 

18,016 

1,150 

100 

880 

U085 

9,100 

714 

110 

874 

8,002 

87,700 

480 

8,420 

753 

8,792 

1,531 

1,704 


ri 


2,840 

I 
7,780 


12;  884, 991 


*  ISq  wvight  girepu 
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Ko.  6l,^8latrmeiii  aMow'mg  the  kinds  and  velghU  of  cammediHe9  imported  info  ^  tJntrf 
States  through  BriiUh  Columbia,  via  the  Canadiam  Paeifie  Saiiwayj  from  CMm  mi 
Japan  during  Ihe  calendar  year  Ititid,  and  ike  eleven  n^onike  emdimg  Novemker  30|  l^. 

[From  official  nporta  of  the  United  States  iAspeetor  of  eiutoma  M  Taocoarer,  Britiah  Colombia.) 


CommodiUea. 


Tea 

Rloe 

Bawaaic 

Carioa 

Matting 

Straw  braid.... 

Flax  fiber 

Paper  ware;..... 

Silk  waate 

Fire-worlL* 

SilkE  gotMla 

Ja|iaaware 

Penonal  effects 


1888. 


Poimdt. 

14,687.e27 

2ie,385 

560,691 

140, 374 

i,030 


180 


Gleveii 
mootba  of 
.     1888. 


Pounds. 

8.000,650 

».  461, 382 

700. 791 

361,277 

305.912 

100.565 

83,370 

37.610 

27,920 

16,777 

10.391 

7.887 

7,850 


16^460 


Bamboo  ................ 

SilkfloM 

PoroelalD.. ....... ...... 

Animal  airtna. .......... 

Art  goods  ........—•.. . 

Orooeries  .............. 

Lilybnlba 

iTorioa 

Merohaadise  (not  other- 
wisedeseribed) I    l^Om,Vi% 


MtiWlf 


*5 


1«7.0«9 
180 


Totid. 


16^^77,417 


614. 4U 


14,467,1 


8.  6.  BiOCK, 

TUABUBT  DBPABTMBirr,  BURKAU  OF  STATIST106, 

DtotmbsrVU  1888. 

The  quantity  of  tea  imported  by  this  route  during^  the  year  eoded 
Jane  30,  1889,  constituted  20  per  cent  of  tiie  total  imports  of  tea 
into  the  United  States  daring  that  year. 

The  precise  question  which  confronts  Congress  and  the  ooontry  is: 
Shall  a  foreign  railroad,  built  by  a  foreign  government,  and  a  subsidized 
British  steamer  line,  established  in  connection  with  Chat  railroad  lor 
commercial  and  political  purposes  inimical  to  the  United  States,  be  per- 
mitted to  divert  American  commerce  from  American  vessela,  Americao 
sea-ports  and  American  transportation  lines,  and  if  not,  what  measares 
shall  be  adopted  for  the  protection  of  these  American  interests  t 

CANADIAN    DISGBIMINATIONS    IN    THB    MATTER    OF    KNTRANCE   AKD 

CLKABANOB  FEES. 

Almost  all  the  commercial  nations  on  the  globe,  Great  Britain  ia- 
cluded,  now  allow  American  vessels  to  enter  their  ports  from  all  foreign 
ports  upon  the  same  terms,  as  to  duties  of  tonnage  or  import,  as  are 
levied  upon  their  own  vessels  entering  from  foreign  ports.  In  other 
words,  no  nation  discriminates  against  the  vessels  of  another  in  the  mat- 
ter of  duties  of  tonnage  or  impost.  This  arrangement  of  maritime  re- 
ciprocity in  its  general  application  is  not  based  upon  treaty  stipula- 
tions, but  upon  reciprocal  statutory  provisions  of  a  general  or  special 
nature.  Such  legislation  was,  I  think,  initiated  by  the  United  States 
in  our  act  of  May  24,  1828.  But  notwithstanding  the  fact  that  this 
reciprocal  arrangement  now  characterizes  the  maritime  intercourse  of 
the  civilized  globe,  and  the  fact  that  Canadian  vessels  are  allowed  to 
enter  at  ports  of  the  United  States  upon  the  same  terms  as  to  tonnage 
duty  and  entrance  and  clearance  fees  as  are  charged  American  vessels, 
Oanada  charges  American  vessels  arriving  from  American  ports  an 
entrance  fee  of  50  cents  and  a  clearance  fee  of  50  cents,  making  $1 
for  every  visit  to  a  Canadian  port,  whereas  no  entrance  or  clearance  fee 
whatever  is  imposed  upon  Canadian  vessels  having  a  license  issued  by 
the  Canadian  authorities,  and  the  Commissioner  of  Kavigfation  of  the 
United  States  informs  me  that  '^  it  is  presumed  that  the  license  is  ob- 
tained by  such  vessels,  practically,  in  every  case." 
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This,  iu  dollars  and  cents,  is  comparatively  a  small  matter  to  tl«^ 
couutry  at  large,,  but  it  serves  to  illustrate  the  gCDcral  fact  that  ait 
aloug  the  lioe,  from  the  banks  of  Newfoundland  to  the  island  of  Van- 
couver, this  aggressive  Canadian  Oovernment  leaves  no  chance  of  en- 
croachment upon  American  commerce,  and  no  loop-hole  of  advantage 
for  Canadian  vessels  or  Canadian  trade  which  it  does  not  improve  by 
an  unfair  discrimination  of  some  sort  in  favor  of  Canadian  interests. 

In  passing  I  would  observe  that  the  United  States  does  not  allow 
Canadian  vessels  to  engage  in  tra^e  between  American  ports,  and  that 
Canada  does  not  allow  American  vessels  to  engage  in  trade  between 
Canadian  ports.  This  is  and  always  has  been  the  case.  Each  country 
absolutely  protects  its  own  coastwise  or  domestic  carrying  txade 
against  foreign  competition. 

CANADIAN  VIOLATIONS  OF  THE  TEEKS  OF  THE  TREATY  OF  WASHING* 
*   TON  AND  OF  THE  OBLIOATIONS  OF  THE  TRANSIT  TRADE. 

A  flagrant  and  most  absurd  violation  of  a  treaty  stipulation  between 
the  United  States  and  Great  Britain  was  brought  to  the  attention  of 
the  House  of  Kepresentatives  on  the  4th  of  January,  1888,  in  the  form 
of  a  resolution  submitted  by  the  Hon.  Nelson  Dingley,  jr.,  ofMaine. 
During  the  three  preceding  years,  through  the  device  of  an  <<  order  in 
council,"  a  rebate  of  18  cents  per  ton  had  been  allowed  out  of  the  total 
toll  of  20  cents  per  ton  on  grain  of  all  sorts  passing  through  the  Wel- 
land  and  St.  Lawrence  Canals,  if  shipped  to  Montreal.  This  constitutes 
a  premium  of  18  cents  a  ton  offered  by  the  Canadian  Government  in 
favor  of  the  diversion  of  American  commerce  from  American  sea-ports 
and  American  transportation  lines.  An  officer  of  the  revenue  depart- 
ment of  Canada  has  innocently  confessed  that  ^'the  object  of  the  Do- 
minion Government  in  promulgating  this  order  was  to  encourage  trade 
over  the  St.  Lawrence  route  instesul  of  allowing  it  to  go  to  American 
ports." 

On  the  16th  of  January,  1888,  Mr.  Dingley  showed  that  this  discrimina- 
tion was  clearly  in  violation  of  Art.  XXVII  of  the  treaty  of  Washing- 
ton, It  also  constitutes  a  most  flagrant  and  manifest  violation  of  the 
reciprocal  relations ^under  which  the  'Hransit  trade''  exists.  The  life 
of  that  arrangement  subsists  in  an  entire  abstinence  from  any  sort  of 
discrimination  in  favor  of  the  cars,  the  vessels,  or  the  ports  of  either 
conn  try.  When  the  two  countries  shall  attempt  to  vie  with  each  other 
by  discriminations  in  favor  of  their  own  cars,  or  vessels,  or  ports,  the 
whole  transit  trade,  with  all  its  conditions  of  mutual  benefit,  will  be 
wiped  out- 
It  was  hoped  that  the  Dominion  Government  would  have  recognized 
the  expediency,  if  not  the  justice,  of  receding  from  this  manifest  breach  of 
treaty  obligation ;  but  this  has  not  been  done.  On  the  20th  of  April,  1888, 
the  offensive  discriminating  order  was  renewed.  The  Dominion  Govern- 
ment  seemed  to  be  alarmed,  and  delayed  the  order  about  a  month,  un- 
til the  absorbing  issues  of  our  approaching  Presidential  campaign  had 
called  the  attention  of  Congress  and  the  country  away  from  Canada. 
But  again,  on  the  18th  ot  March,  1889,  the  discriminating  order  was 
issued  by  an  order  of  council  for  the  season  of  navigation  of  1889. 
Last  year  there  was  no  awakened  public  sentiment  to  be  feared  in  this 
country,  and  the  order  was  issued  at  an  unusually  early  date. 

It  is  observed  that  this  violation  of  the  provisions  of  the  treaty  of 
Washington,  and  of  the  conditions  under  which  the  transit  trade  ex- 
ists, is  not  committed  through  an  act  of  Parliament^  bTi\i\^^  \>^^^  ^^^^ 
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facile  expedient  of  an  annual  ^^order  in  council,"  a  method  of  wnfnp 
doing  for  which  Charles  I,  King  of  England,  was  adjudged  a  tjiant, 
and  for  which  he  at  once  lost  his  crown  and  bead. 

In  responding  to  this  indefensible  discrimination  against  Amerieu 
commerce,  the  Government  of  the  United  States  ought  at  once  to  im- 
pose a  tonnage  of  at  least  10  cents  per  ton  on  the  g^ross  tonnage  of  sil 
Canadian  vessels  passing  through  the  canal  at  Sault  Ste.  Marie,  tbe 
rapids  in  the  strait  which  connects  the  navigation  of  I^ke  Superior 
with  that  of  Lake  Huron.  This  canal,  with  its  locks  515  feet  long  and 
80  feet  wide,  was  constrncted  at  a  cost  of  about  $4^000,000,  and  is  dov 
owned  and  operated  by  the  Grovernraent  of  the  (Tnited  States.  Both 
American  and  Canadian  vessels  are  allowed  to  pass  throo^rh  Sanlt  Ste. 
Marie  Canal  free  of  tolls.  That  the  United  States  has  full  power  to 
order  snch  discriminating  tasL  npon  Canadian  vessels  will  be  readilj 
seen  by  examining  Article  XXVII  of  the  treaty  of  Washington,  odd- 
eluded  July  4, 1871..  At  that  time  the  canal  belonged  to  the  State  of 
Michigan,  and  it  was  not  transferred  to  the  United  States  until  Jane 
5, 1881. 

There  are  also  other  appropriate  and  effective  means  of  retaliatioa 
npon  Canada  for  this  unjust  discrimination  against  American  interests, 
which  will  readily  suggest  themselves  to  the  legislative  mind. 

THE  CANADIAN  BEFITSAL  TO  BEOIPBOCATB  IN  THE   MATTER  OF  AID- 

INO  VESSELS  IN  DISTBESS. 

On  the  4th  of  February,  1888,  the  late  Hon.  Newton  W.  Nutting,  of 
New  York,  brought  to  the  attention  of  the  House  of  Representatives 
the  fact  that  the  Dominion  Oovernmeut  refuses  to  accept  the  offer 
made  by  the  United  States  by  act  of  June  19, 1878,  to  allow  Canadian 
wrecking  vessels  and  machinery  to  assist  Oatiadian  vessels  wrecked 
in  American  waters,  provided  a  like  privilege  is  extended  to  Americao 
wrecking  vessels  and  machinery  in  Canadian  waters. 

This  matter  has  time  and  again  been  brought  to  the  attention  of  the 
Dominion  Government,  and  the  subject  has  several  times  been  discussed 
in  Parliament.  But  the  political  influence  of  two  or  three  Canadian 
wrecking  companies  has  been  strong  enough  to  prevent  the  Dominion 
Government  from  accepting  the  terms  of  our  proffered  reciprocity, 
although  the  refusal  has  already  resulted  in  Isss  of  life.  But  this  re- 
fusal to  reciprocate,  in  a  cause  which  api)eals  to  the  humane  impulses 
of  mankind,  is  perfectly  in  keeping  with  the  refusal  of  the  Canadian 
Government  to  allow  American  Ashing  vessels  the  common  privilege  of 
seeking  refuge  in  her  ports  in  time  of  storm,  and  for  replenishment 
and  necessary  repairs. 

AN  ATTEMPTED  VIOLATION  OF  THE  BEOIPBOOAL  CHABAOTSB  OF  THE 

TRANSIT   TRADE. 

The  grasping  and  unfriendly  disposition  of  the  Canadian  Ck>vern- 
ment  toward  the  United  States  was  strikingly  illustrated  by  the 
attempted  refusal  of  the  Canadian  authorities  to  allow  grain  prodnced 
in  the  province  of  Manitoba  to  be  shipped  ^'in  bond"  from  one  point  in 
Canada  to  another  point  in  Canada  over  American  railroads.  This  took 
place  upon  the  completion  of  the  Canadian  Pacific,  early  in  the  year 
1886.  The  movement  of  several  million  bushels  of  grain  was  thus  for 
a  time  restrained.  This  was  a  flagrant  violation  of  the  privileges  of 
t)ie  'transit  trade,"  under  which  reciprocal  arrangement  the  railroads 
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of  Canada  have  profited  ten  times  as  luncb  as  the  railroads  of  the 
United  States.  The  ^'transit  trade"  has  also  been  of  enormous  advan- 
tage to  the  commercial  and  indastrial  interests  of  Canada.  The  refusal 
of  the  Dominion  Government  to  allow  grain  to  be  transported  ^'iu  bond" 
over  American  railroads  was  not  openly  announced,  but  it  was  carried 
on  surreptitiously. 

The  Ottawa  authorities  declared  that  no  instructions  had  been  issued 
to  the  officials  iu  Manitoba  to  prevent  the  traffic,  and  the  customs  offi- 
cials in  Manitoba  declared  thlEit  no  instructions  had  been  issued  to  them 
whereby  they  could  issue  the  necessary  certificates  allowingthe  move- 
ment of  grain  from  one  point  iu  Canada  to  another  point  in  Canada  over 
an  American  line.  The  treaty  of  Washington,  concluded  May  8, 1871, 
bore  the  first  marks  of  this  scheme  of  refusing  to  be  bound  by  the  re- 
ciprocal conditions  of  the  transit  trade.  The  words  ^'  to  other  places  in 
the  United  States,"  near  the  end  of  the  second  paragraph  of  article  29, 
grant  to  Canadian  railroads  the  right  to  convey  goods  from  one  point 
in  the  United  States  to  another  point  in  the  United  States  withouy^ay- 
meut  of  duty,  whereas  there  are  no  corresponding  words  in  the  first  para- 
graph of  the  article  referred  to,  which  grant  a  reciprocal  privilege  to  the 
railroads  of  this  country.  The  Canadian  Pacific  seemed  to  be  trying 
the  experiment  of  taking  advantage  of  this  omission,  which  was  either 
the  result  of  a  blunder  or  of  a  fraud.  But  the  gathering  storm  of  indig- 
nation convinced  the  Canadians  that  the  whole  transit  trade  might  he 
endangered  by  their  refusal  to  observe  the  obligations  of  its  reciprocal 
character  and  they  prudently  withdrew  their  covert  opposition. 

I  have  presented  this  case  merely  a«a  further  illustration  of  the  char- 
acter of  the  Dominion  Oovernment  and  to  show  that  the  people  of 
Canada  carry  no  friendship  into  their  trade  with  the  United  States. 

AOTION  OF  THE  OOMMEBOIAL  AND  INDUSTRIAL  BODIES  OF  THE 
PAOIFIO  COAST  IN  BEaABP  TO  OANADIAN  PAOIFIO  RAILWAY  EN- 
OROAOHMENT) 

The  people  of  the  Pacific  coast  at  last  appear  to  be  awake  to  the 
dangers  of  Pacific  Bailway  encroachment.  A  resolution  was  unani- 
mously adopted  by  the  Chamber  of  Commerce  of  San  Fraucisoo,  on  the 
23d  of  July  last,  inviting  commercial  and  industrial  bodies  of  the 
Pacific  coast  to  meet  in  conference  at  San  Francisco  for  the  purpose  of 
considering  various  subjects  of  interest,  but  particularly  the  assault 
made  upon  the  maritime,  commercial,  and  transportation  interests  of 
that  section  of  the  country  through  the  enormous  subventions  granted 
by  the  Canadian  Government  to  the  Pacific  Railway,  and  the  subsidies 
granted  by  the  Canadian  and  British  Governments  to  ocean  steam 
lines,  which  are  threatening  the  entire  destruction  of  American  steam 
navigation  on  the  Pacific  Ocean,  and  the  diversion  of  trade  from  Pacific 
Coast  ports. 

That  conference  was  held  at  San  Francisco  on  the  29th  and  30th  of 
July  last.  Referring  to  the  whole  scheme  of  British  and  Canadian 
subvention  the  report  of  the  conference  says :  '*  With  such  special  ad- 
vantages the  Canadian  Pacific  can  afibrd  to  quote  rates  which  must 
drive  the  American  lines  out  of  the  China  trade,  and  inflict  an  almost 
irreparable  injury  upon  San  Francisco.'' 

t'he  commercial  disaster  which  the  merchants  and  other  business  men 
of  the  Pacific  coast  so  clearly  see  to  be  impending,  and  against  which 
they  ask  the  Government  of  the  United  States  to  protect  them,  is  not, 
as  before  remarked^  the  result  of  a  struggle  between  private  enterprise 
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I  in  the  two  jountries,  but  is  the  oatcome  of  a  strangle  between  priTate 

enterprise  in  the  United  States  as  against  a  Canadian  railroad  oorpon- 
tion  which  has  received  aid  from  the  Dominion  Oovernment  in  excess 
of  its  cost,  and  which  has  been  appropriately  styled  *^  the  DominioD 
Government  on  wheels."  It  is  also  the  oatcouie  of  a  straggle  on  tbe 
sea  between  private  enterprise  and  British  steamer  lines  so  lightly  pro- 
tected by  subsidy  as  to  take  the  contest  out  of  the  arena  of  competitioD. 
The  commercial  and  ]X)litical  schemes  of  Canada  and  Great  Britain 
are  re-enfoi-ced  by  the  formidable  fortress  and  naval  station  erected  b? 
the  governments  of  those  countries  at  Esquimault  on  the  island  of  Van- 
conver.  Certain  of  the  chief  ofiScers  of  the  Canadian  Pacific  have  de- 
clared that  these  works  are  merely  intended  to  serve  as  defenses  agalDst 
j      i;  a  possible  naval  attack  by  Russia.    This  is  manifestly  absurd,  and  is  m 

regarded  by  military  men.    Eussia  sold  Alaska  to  the  United  States  to 
avoid  the  risk  of  having  it  captured  by  Great  Britain  in  the  event  of 
war,  and  to  avoid  warfare  with  Great  Britain  in  that  part  of  the  worid. 
f      ['  The  4^ ly  object  of  the  Esquimault  works  is  to  hold  the  commercial  van- 

{  tage  of  this  protected  and  aggressive  transportation  line  across  North 

i  America,  and  connecting  Liverpool  with  China  and  Japan. 

In  an  editorial  notice  of  the  assembling  of  the  commercial  oonfereoce 
at  San  Francisco  the  Evening  Bulletin  of  that  city  stated  the  merits 
of  the  whole  case  in  a  single  paragraph:  '^Briefly  stated,  all  the  qae$- 
tions  (to  be  considered)  may  be  resolved  in  this  one,  What  power  is  to 
have  the  commercial  supremacy  on  that  part  of  the  Pacific  Ocean  bor- 
dering the  western  side  of  North  America  1^ 
I  This  summarizes  the  whole  case  which  now  demands  consideration  by 

the  Fifty-first  Congress  of  the  United  States. 

I  need  say  nothing  further  in  regard  to  the  San  Francisco  conference, 
as  copies  of  its  proceedings  were  sent  to  each  Senator  and  Bepiesenta- 
tive  from  the  Pacific  coast,  with  the  request  that  they  would  use  every 
consistent  endeavor  to  place  the  subject  properly  before  Congress. 

CONCLUSION. 

And  now,  in  conclusion,  I  beg  leave  briefly  to  recapitulate  the  maiu 
fieu^ts  which  I  have  brought  to  yonr  notice,  and  the  points  which  I  have 
attempted  to  establish. 

The  most  important  feature  of  our  Canadian  relationship  appears  to 
consist  in  the  fact  that  the  Dominion  Oovernment  is  quite  as  mncb  an 
active  owner  and  manager  of  the  traffic  interests  of  canals  and  rail- 
roads as  a  government.  Besides,  it  controls,  for  political  purposes,  a 
railroad  across  the  continent.  For  the  creation  of  this  aggressive  sys- 
tem of  transportation  the  x)eople  of  Canada  have  submitted  to  a  burden 
of  debt,  as  great  as  that  assumed  by  the  people  of  the  United  States 
for  the  preservation  of  our  union.  This  Canadian  governmental  sys- 
tem of  transportation  encroaches  upon  the  commercial  interests  of  tbe 
United  States  apparently  from  the  very  necessities  of  its  being. 

Besides  this,  I  have  brought  to  your  attention  numerous  violaticms 
of  treaties  and  encroachments  upon  the  commercial  interests  of  tbe 
United  States.  The  British  Oovernment  has  no  power  whatever  tore 
dress  these  wrongs.  The  Canadians  refuse  to  allow  that  Government 
any  sort  of  interference  in  their  internal  affairs.  Canada  has  no  army 
or  navy,  and  while  paying  no  tribute  to  Oreat  Britain,  imposes  datien 
on  British  goods  for  the  protection  of  Canadian  industries^  but  at  tbe 
same  time  looks  to  Oreat  Britain  for  military  protection  and  uses  her 
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for  the  purpose  of  negotiating  treaties,  the  obligation  of  which  the  Do- 
minion Government  is  nnable  or  unwilling  to  observe. 

All  along  the  line  from  Nova  Scotia  to  British  Columbia  the  United 
States  has  an  hundred  times  more  power  to  restrain  Canadian  encroach- 
ment upon  American  interests  than  can  possibly  be  exercised  by  Great 
Britain  in  any  peaceful  way. 

Do  not  all  these  facts  and  considerations  clearly  prove  the  folly  of  any 
further  attempt  to  cure  the  evils  connected  with  our  Canadian  relation- 
ship by  treaty  f 

Appropriate  legislation  by  Congress,  prompted  not  by  any  hostile  or 
even  vengeful  feelings,  will,  I  believe,  be  found  sufficient  for  the  core 
of  all  the  evils  of  which  we  now  justly  complain. 
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61ST  Congress,  )  SENATE.  /  Bepobt 

1st  Session.     J     .  i  No.  84«. 


nsr  THE  SENATE  OP  THE  UNITED  STATES. 


May  3, 1890l«— Ordered  to  be  printed. 


Mr.  Harris,  from  the  Committee  on  the  District  of  Colambia,  sub- 
mitted the  following 

REPORT: 

[To  acoompany  S.  2918.] 

The  Committee  on  the  District  of  Colambia  has  had  ander  consid- 
eration Senate  bill  2918,  ''A  bill  for  the  relief  of  Henrietta  Y.  Minnix,'' 
and  for  the  reasons  stated  by  the  Commissioners  of  the  District  in  the 
following  letter,  reports  the  bill  adversely  and  recommends  its  indefl< 
nite  postponement. 


OfFICB  07  TBB  COMiasaiONERSi  DISTRICT  OF  COLUMBIA, 

WoBhington,  ApHl  17,  1890. 

Sir:  The  Commissioners  recommend  adverse  action  upon  Senate  bill  2918,  ''For 
the  relief  of  Henrietta  Y.  Minniz,"  which  was  referred  to  them  for  their  yiews  as  to 
the  advisability  of  its  enactment.  They  inclose  copy  of  the  report  of  the  assessor 
on  the  subject. 

RespectfnUy, 

J.  W.  DOUOLASSy 

President, 
Hon.  Jko.  J.  Inqaixs, 

Chairman  of  the  Committee  on  ike  District  of  Columbia, 


Report  of  the  assessor,  DisUiet  of  Columbia, 

The  tax  ledgers  of  this  ofBce  show  that  part  of  lot  11,  square  81,  is  assessed  in  the 
name  of  Henrietta  V.  Minniz,  and  that  all  of  the  taxes  on  said  lot  remain  nnpaid  from 
the  year  18G9  to  1890,  both  inclusive,  except  that  on  January  3,  1876,  all  of  said  lot 
was  sold  for  the  taxes  of  1871-'72.  Of  this  latter  tax  this  office  has  now  no  control, 
it  beins  a  matter  between  the  owner  of  the  property  and  the  purchaser  under  said 
sale.  It  also  appears  that  adverse  reports  have  heretofore  beeu  made  on  a  similar 
bill  for  relief  (except  that  part  of  lot  6,  in  the  same  square,  was  also  included)  by  a 
former  board  of  Commissioners,  viz :  March  5,  1888,  to  the  Chairman  of  Committee 
on  the  District  of  Columbia.  House  of  Representatives;  December  24, 1888,  to  the 
Chairman  of  Committee  on  tne  District  of  Columbia,  United  States  Seaato,  and  by 
the  present  board  of  Commissioners  to  the  Chairman  of  Committee  on  the  District 
of  Columbia,  House  of  Representatives,  under  date  of  February  13,  last. 

I  know  of  no  good  reason  why  this  action  should  be  reversed,  and  respectfully  re- 
commend that  the  present  bill  be  adversely  reported  on. 

Matthew  Trimble, 
Assessor,  District  of  Columbia. 

9«  Rep.  4k — 60  C 


\ 


i 
1 1 


'■    4 


t 


■I 

V 

I 


t 


1  • 


51st  Congress,  )  SENATE.  j  Kbpost 

1st  Session,      i  |  Ha  849. 


m  THE  SENATE  OP  THE  TJNITEI)  STATES. 


Hat  3, 1890.— Ordered  to  be  printed. 


Mr.  H  AWLBY,  from  the  Cominittee  on  Military  Affairs,  sabmitted  the  fA 
I      j :  lowing 


REPORT: 

[To  accompany  S.  2865.] 

The  Committee  ou  Military  AfB^irs,  having  under  consideration  tbt 
bill  (S.  2865)  ^<  granting  to  the  Jack8c»n?ille,  St.  Aagastioe  and  Halifax 
River  Railway  Company  a  right  of  way  across  tbe  United  States  mili- 
tary reservation  at  St.  Angnstine,  Fla.,"  beg  to  submit  the  following 
favorable  report: 

This  bill  has  been  carefully  scmtinized,  and  is  approved  by  tbe  Chief 
of  Engineers  of  the  Army.  A  temporary  license  was  granted  to  the 
compauy  on  the  13th  of  January^  1890,  prior  to  the  introdaction  of  this 
bill.  The  license  is  made  conditional  upon  the  action  of  Congress,  and 
if  the  right  is  not  granted  by  Congress  by  the  close  of  the  preseot 
session  the  license  is  to  cease  if  not  sooner  revoked. 

Tbe  Chief  of  Engineers  in  his  report  concludes  by  saying  that  ^'no 
objection  is  known  to  its  passage." 

The  bill  also  meets  wi^h  the  approval  of  the  Secretary  of  War  and 
the  Commanding  General  of  the  Army. 

Xt  is  recommended  that  the  bill  as  amended  pass. 


5l8T  Congress,  )  SENATE.  (  Bepobt 

l8t  Session.     }  )  ]9o.  850. 


IN  THE  SENATE  OP  THE  UNITED  STATES. 


ICat  3, 1890.— Ordered  to  be  printed. 


Mr.  HAWI4BT,  fit>m  the  Oommittoe  on  Printing,  submitted  the  following 

BEPOBT: 

[To  accompany  Senate  concnirent  leeolution,  anthorising  the  printing  of  30y 000  addi- 
tional copies  of  the  report  on  meat  products,  and  1,500  copies  (extra)  of  the  testi- 
mony accompanying  said  report.] 

The  Committee  on  Printing,  to  whom  was  referred  the  above  con- 
current resolution,  having  had  the  same  under  consideration,  report  it 
back  with  the  recommendation  that  it  do  pass,  and  that  there  be  printed 
3(^,000  additional  copies  of  the  report  proper,  of  which  20,000  copies 
shall  be  for  the  use  of  the  House  of  B;epresentatives  and  10,000  copies 
for  the  use  of  the  Senate,  and  of  the  testimony  accompanying  the  report 
1,500  copies,  of  which  500  shall  be  for  the  use  of  the  Senate  and  1,000 
copies  for  the  use  of  the  House  of  Eepresentatives.         • 

The  cost  of  printing  the  extra  copies  of  the  report,  as  per  the  estimate 
of  the  Public  Printer,  will  be  $486,  and  of  the  testimony  $616. 
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51st  Congress,  \  SENATE.  i  Report 

1st  Session,     f  .  \  No.  861. 


m  THE  SENATE  OP  THE  UNITED  STATES. 


Kay  7, 1890.— Ordered  to  be  printed. 


Mr.  TuBPiB,  from  the  Committee  ou  Pensions^  Bubmitted  the  following 

REPORT: 

[To  accompany  H.  R.  1622.] 

Tee  Committee  on  Pensions,  to  whom  was  referred  the  Hoase  bill 
1622,  granting  a  pension  to  Mrs.  Sallie  T.  Ward,  widow  of  the  late  Gen- 
eral W.  T.  Ward,  have  examined  the  same  and  report : 

That  from  the  facts  stated  in  the  House  report,  which  is  hereby  ap- 
proved and  made  a  part  hereof,  we  believe  this  to  be  a  meritorious 
measure  and  do  recommend  the  passage  of  the  bill. 


g 


(Hoiue  "RspoKt  Ko.  483,  Vifty-flrst  Congress,  first  session.]* 

The  Committee  on  Inyalid  Pensions,  to  whom  was  referred  the  bill  (H.  R.  1622) 
rantiDg  a  pension  to  Mrs.  Sallie  T.  Ward,  widow  of  the  late  William  T.  Ward,  have 

ad  the  same  nnder  consideration,  and  find  that  a  similar  bill  to  the  one  nnder  con- 
sideration was  passed  by  the  Fiftieth  Congress,  but  was  yetoed  by  the  President. 
The  objections  of  the  President  were  as  follows,  to  wit : 

*'The  bill  herewith  returned,  while  Using  the  monthly  amount  to  be  absolutely  paid 
to  the  beneficiary,  does  not  make  the  granting  of  the  peusion  nor  the  payment  of  the 
money  subject  to  any  of  the  provisions  of  the  pension  laws,  nor  make  any  reference 
to  the  Mexican  service  pension  she  is  now  receiving.  While  it  is  the  rule  under  gen- 
eral laws  that  two  pensions  shall  not  be  paid  to  the  same  person,  inasmuch  as  the 
widow  is  entitled  to  the  pension  she  is  now  receiving  upon  grounds  difierent  from 
those  upon  which  the  special  bill  was  passed,  and  no  intention  is  apparent  in  the 
■special  bill  that  the  other  pension  should  be  superseded,  it  may  result  that,  under  the 
peculiar  wording  of  this  bill,  she  would  be  entitled  to  both  pensions." 

The  present  bill  is  drawn  so  as  to  meet  this  objection. 

Your  committee  refer  to  the  report  of  the  Committee  on  Invalid  Pensions  of  the 
Fiftieth  Congress,  reporting  on  a  similar  bill  to  this  for  a  statement  of  facts  and  the 
military  history  of  General  Ward,  and  adopt  the  same  as  their  report. 

They  recommend  that  the  bUl  pass,  amended,  however,  bv  striking  out  all  after  the 
word  ''receives."  and  insert  therein  instead  the  words  "  subject  to  t-he  provisions  and 
limitations  of  tlie  pension  laws." 


[HooM  Beport  Na  li04,  Fiftieth  Coogress,  first  ssssion.J 

The  Committee  on  Invalid  Pensions,  to  whom  was  referred  the  bill  (H.  R.  8574) 
granting  a  pension  to  Sallie  T.  Ward,  widow  of  William  T.  Ward,  have  had  the  same 
nnder  consideration,  and  find  that  a  similar  bill  to  the  one  before  your  committee  was 
introduced  into  the  Forty-sixth  Congress  and  passed,  but  was  not  called  up  and  acted 
on  in  the  Senace. 

As  to  the  facts  and  history  of  this  case,  the  report  from  the  Committee  on  Invalid 
Pensions  of  that  Congress  is  adopted  as  the  report  of  this  committee. 

Said  report  shows  that  he  was  mustered  into  the  service  October  4,  1847,  as  major 
of  the  Fourth  Kentucky  Volunteer  Infantry,  and  served  with  his  regiment  in  Mexico 
to  July,  1848,  and  was  honorably  mustered  out  with  his  regiment  at  Louisville^  K^.^ 
Joly  &,  1848. 


:9 


■  1 


if 


\ 


ii 


f 


:  I 


2  MRS.   8ALLIE   T.   WARD. 

He  was  appointed  brigadier-general  of  volunteers  18th  September,  1861,  and  brs 
vetted  mi^or-general  of  volunteers  24th  February,  1865. 

His  services  were  :  Organizing  brigade  in  Kentucky  from  September  20  to  Deocn- 
ber  1,  1861;  commanding  troops  at  Green  River  Bridge,  Ky.,  to  Jannaiy  8»  IbdS; 
commanding  Sixteenth  Brigade,  Department  of  the  Ohio,  to  March  12,  18(SS ;  oonh 
manding  camp  of  instruction  at  Barastown,  Ky.,  and  all  the  troops  on  the  lines  sooth 
of  Louisville.  Ky.,  to  July,  1862;  commanding  troops  at  Lfexia^^n,  Ky.,  during  part 
of  July,  1862,  and  in  pursuit  of  Morgan  to  August,  1862;  commanding  at  Monfoid- 
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1863,  and  brigade  in  the  District  of  Nashville,  to  January  8, 1864  ;  commanding  Fink 
DivisioB,  Eleventh  Corps,  to  April,  1864,  and  First  Brigrade,  Third  Diviaion,  Twen- 
tieth Corps,  to  June  29, 1H64;  commanding  Third  Division,  Twentieth  Coriw,  to  Sep- 
tember 23L  1864 ;  on  leave  of  absence  to  October  10,  1864 ;  commanding  Third  Division, 
Twentietn  Corps,  until  corps  was  discontinued,  June,  1865.  Honorably  mnsteied  out 
of  service  August  24,  ld65. 

He  distingnished  himself  in  the  battles  before  the  fall  of  Atlanta,  and  in  the  ni^tB 
preceding  the  surrender  of  General  Joseph  £r.  ^hnston^  army. 

While  leading  his  brigade  in  charge  at  the  battle  of  Kesaca,  Ga.,  he  was  severely 
wounded  in  the  arm  and  side,  but  refused  to  leave  the  field.  He  was  absent  on  leave 
only  seventeen  days  during  the  whole  war. 

The  fractured  bone  by  the  wound  at  Resaca  gave  him  much  trouble  and  he  finally 
found  the  arm  useless.  On  account  of  bis  wounds  he  was  reoeivin|;r  a  brigadier's 
pension  of  $30  per  mouth  at  the  time  of  his  death  (certificate  No.  109492.) 

He  died  October  12, 1878,  a  few  months  after  completing  bis  seventieth  year  of  life. 

While  we  can  not  say  that  his  wounds  and  exposures  in  the  service  of  his  country 
were  the  direct  cause  of  his  death,  they  doubtless  tended  to  diminish  his  powers  to 
resist  the  effects  of  old  age  and  t<o  hasten  his  death. 

He  left  a  widow  now  past  sixty  years  of  age  and  without  property  or  means  of 
support. 

Your  committee  find  many  precedents  for  the  legislation  asked  in  the  accompany- 
ing bill  passed  at  every  Congress  since  the  war.  Among  them  we  will  only  rem  te 
the  pensions  to  Elizabeth  York,  widow  of  Shubal  York,  surgeon  Fifty-fonrth  niinois 
Volunteers  (ch.  53,  p.  582,  14  Stat,  at  L.);  Rose  Webster,  widow  of  Reason  H.*  Web- 
ster, Company  E,  One  hundred  and  twenty-third  Illinois  (ch.  116,  p.  530,  20  Stat,  at 
L.);  Grace  Aikins,  widow  of  William  R.  Aikins,  Company  A,  Eleventh  Iowa  Volun- 
teers (ch.  296,  p.  575,  20  Stat  at  I^.);  Caroline  S.  Webster,  widow  of  Col.  Fletcher 
Webster,  $50  per  month  ;  and  widow  of  General  James  Shields,  $100  per  month  (cb. 
46,  p.  3,  first  session  Forty-sixth  Congress). 

Tonr  committee  recommend  that  the  accompanying  bill  be  passed. 
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618T  Congress,  \  SENATE.  ( BBtonr 

1st  Session.      »  \  No.  852. 


IN  THE  SENATE  OF  THE  UNITED  STATES. 


Mat  7, 1890.— Oideied  to  be  printed. 


Mr.  Ttjbi^ie,  from  the  Committee  on  Pensions^  submitted  the  foUowing 

REPORT; 

[To  accompany  H.  R.  4180.] 

The  Committee  on  Pensions,  to  whom  was  referred  the  bill  (H.  B. 
.  4180)  granting  a  pension  to  Mary  C.  Upton,  an  Army  nnrse,  late  of  the 
Seventh  Regiment  of  Illinois  Cavalry  Volunteers,  have  examined  the 
same  and  report: 

That  from  the  facts  stated  in  the  Hoase  report,  which  is  approved 
and  attached  hereto,  we  are  of  the  opinion  that  this  is  a  meritorioas 
measure  and  reconamend  the  passage  of  the  bill. 

[Hoase-report  No.  00,  Fifly-flnt  Conffresa,  first  seBsUm.] 

The  Committee  on  Invalid  Pensions  have  had  the  above  bill  under  consideration 
and  beg  leave  to  make  the  following  report  thereon : 

The  committee  find  from  affidavits  on  file  in  their  possession  that  Mary  C.  Upton 
was  assigned  by  Thomas  J.  Riggs,  surgeon  of  the  Seventh  Regiment,  Illinois  Cavalry 
Yolnnteers,  in  the  late  war,  as  nurse  in  the  regimental  hospital  of  said  regiment,  and 
that  she  served  in  the  capacity  as  sach  nurse  for  over  two  years,  and  continued  to 
remain  in  the  service  until  her  health  failed  her  and  she  was  compelled  to  abandon 
the  service  on  accoant  of  her  health,  which  was  ii^nred  because  of  her  Army 
service,  and  that  she  is  now  a  widow,  old  and  decrepit,  and  has  no  means  or  property 
of  any  kind  for  her  support,  and  has  no  means  of  a  livelihood  except  her  own  labor. 

A.  M.  McDonald,  a  captain  in  said  regiment,  testifies  that  her  services  as  nurse 
were  very  valuable  to  said  regiment,  as  he  knew  of  his  own  knowledge. 

James  Carson  testifies  that  be  was  a  member  of  Company  F,  of  said  regiment,  dur- 
the  war  of  1861~'65,  and  that  he  knew  Mar^  C.  Upton  was  with  said  regiment  as 
nurse  for  over  two  years,  and  did  nurse  and  care  for  the  sick  and  afflicted  of  said 
regiment  in  the  hospital,  and  that  during  the  battle  of  Corinth,  Miss.,  the  said 
Mary  C.  Upton  was  in  the  battle  :  nd  distributed  cartridges  and  other  ammani- 
tion  to  the  soldiers  while  they  were  engaged  in  battle  and  rendered  other  valuable 
services  in  said  battle,  and  that  she  was  a  faithful  nurse  during  all  of  said  two  years. 

In  view  of  these  facts  the  committee  are  of  opinion  that  this  petitioner  is  entitled 
to  a  pension,  and  therefore  recommend  that  said  bill  be  amended  by  adding  after  the 
word  '*  volunteers"  in  the  seventh  line  the  words  "at  the  rate  of  twelve  dollars  per 
month,''  and  that  the  bill  so  amended  do  pass. 


51ST  Congress,  ^  SENATE.  iBEPon? 

Isi  Session.     )  f  NaJi53. 


IN  THE  SENATE  OF  THE  UNITED  STATB& 


May  7,  ia90. --Ordered  to  be  printed. 


Mr.  TuBPiE,  from  the  Oommittee  on  Pensions,  submitted  the  foilowii^ 

REPORT: 

[To  aooompany  H.  B.  5626.] 

The  Committee  on  Pensions,  to  whom  was  referred  the  bill  (II.  H. 
5626)  granting  a  pension  to  Hannah  Ward,  widow  of  David  A.  Ward, 
late  a  captain  of  Company  A,  Sixth  Kentucky  Cavalry,  have  examined 
the  same,  and  report : 

That  from  the  facts  stated  in  the  House  report,  which  is  attached 
hereto  and  made  a  part  hereof,  we  believe  this  to  be  a  meritorious 
measure,  and  recommend  the  passage  of  the  bill. 


[House  Report  Ko.  425,  Fifty-fint  Congreaa,  flret  eeeeioa.  | 

The  Committee  on  Invalid  Pensions,  to  whom  was  referred  the  bOl  (H.  B.  5626) 
gran  tine  a  pension  to  Hannah  Ward,  snbmit  the  following  report : 

Mrs.  Hannah  Ward  is  the  widow  of  David  A.  Ward,  sergeant  of  Company  A,  Sixth 
Kentncky  Cavalry,  who  died  Jannary  10, 1865,  of  wonnds  reeeived  in  action  Decem- 
ber 16, 1864,  near  Hopkins ville,  Ky.,  and  now  a  pensioner  at  the  rate  of  $V2  per 
month.  • 

The  bill  under  consideration  provides  that  she  be  pensioned  as  the  widow  of  a 
captain.  This  claim  is  based  npon  the  foUowiag  facts  shown  by  the  evidence  before 
your  committee: 

David  A.  Ward  was  enrolled  October  3, 1861,  and  mustered  into  service  as  seimiDt 
of  the  original  Company  A,  Sixth  Kentucky  Cavalry,  December  23,  1861.  He  re- 
enlisted  and  was  transferred  to  the  Sixth  Kentucky  Veteran  Cavalry  January  1, 
1864.  Only  part  of  the  original  company  re-enlisted,  and  those  that  did  not,  includ- 
ing all  the  company  officers,  were  mustered  out  in  October,  1864.  Ward  was  placed  in 
command  of  the  company  firom  that  date.  He  was  recommended  for  promotion  to 
captain,  but  for  some  cause,  undoubtedly  due  to  delay  on  the  part  of  the  governor  of 
the  state,  his  commission  was  not  issued  until  December  21, 1864,  although  a  vacancy 
in  that  rank  existed  prior  thereto,  as  shown  by  the  report  of  the  Adjntant-Qt*n- 
eral,  and  under  the  provisions  of  the  act  of  June  3,  1884,  a  re-muster  was  made  to 
correspond  and  give  nim  the  rank  of  captain  from  the  date  of  his  commission. 

As  heretofore  stated,  on  the  date  of  the  incurrence  of  the  fatal  wound  and  for  some 
considerable  time  prior  thereto,  he  was  in  command  of  his  company.  There  was  no 
commissioned  officer  then  serving  with  the  company,  and  as  a  matter  of  fact  Edwin 
M.  Hobbs,  who  finally  succeeded  as  the  captain,  signed  the  inventory  of  the  effects 
of  said  deceased  Ward  on  February  1, 1865,  as  sergeant  commanding  the  company.  The 
widow  has  been,  and  is  now,  paralyzed  and  dependent  upon  her  friends,  having  no  in- 
come from  any  source.  The  expenses  of  her  maintenance  are  therefore  necessarily 
greater  than  in  ordinary  cases. 

Ward  was,  to  all  intents  and  purposes,  the  captain  of  the  company  when  he  received 
the  fatal  wound  after  more  than  three  years'  evidently  faithful  and  meritorious  service. 

In  the  opinion  of  your  committee  the  facts  in  the  case  warrant  the  granting  of  the 
relief  asked  for,  and  therefore  report  favorably  on  the  accompanying  bill  and  ask 
that  it  do  pass,  amended,  however,  by  adding  atter  word  **  laws,  "  in  line  8,  the  words 
*'  in  lieu  of  the  pension  now  received  by  her. '' 


518T  CONGRBSS,  \  SE^  ATE.  ♦  BePOET 

1st  Session,     i  \  No.  854. 


IK  THE  SENATE  OF  THE  UNITED  STATES. 


liAT  7f  1890.^Oidered  to  be  printed; 


Mr.  TuBPiB,  firom  the  Committee  on  Peneions;  sabmitted  the  following 

REPORT: 

[To  aooompany  H.  R.  SM35.] 

The  Ck>mmittee  on  Pensions,  to  whom  was  referred  the  bill  (H.  B.  2435) 
granting  a  pension  to  Mary  Minor  Hozey,  widow  of  Bvt.  Maj.  Benjamin 
W.  Boxey,  Jate  of  the  United  States  volnnteers^have  examined  the  same 
and  report : 

That  from  the  facts  stated  in  the  Honse  report,  which  is  hereby  ap- 
proved and  made  a  part  hereof,  we  think  this  claim  for  relief  well  fonnded, 
and  recommend  the  passage  of  the  bill. 


[HoQAe  Beport,  Ko.  81 8,  Fiftv-fint  CongraBs,  lint  aenion.  ] 

The  Committee  on  Invalid  Pensions,  to  whom  was  referred  the  bill  (H.  B.  ^35) 
increasing  the  pension  of  Mary  Minor  Hoxey,  have  had  the  same  nnder  ^consideration 
and  beg  leave  to  submit  the  following  report : 

The  facts  in  the  case  are  fnlly  set  forth  in  the  report  of  the  Committee  on  Invalid 
Pensions  of  the  Fiftieth  Congress,  which  is  as  follows: 

**  Mary  Minor  Hoxey  is  the  widow  of  the  late  Benjamin  Weller  Hoxe^,  who  died  on 
the  8th  day  of  December,  1881,  from  disease  contracted  in  the  service  and  line  of 
dnty.  He  enlisted  as  a  private,  and  was  severely  wonnded  several  times — first,  at 
Wiljiamsbnrgh,  Va.,  on  the  5th  day  of  May,  1862.  He  was  second  lieutenant  at  that 
time,  but  was  int^ommand  of  his  company.  After  a  short  absence  he  re-entered  the 
Army,  with  his  arm  in  a  sling. 

*^  At  Bristoe  Station,  August  27,  1862,  he  was  in  command  of  his  regiment,  and  he 
held  it  at  the  front  until  Stonewall  Jackson's  line  was  turned  and  the  Confederate  ad- 
vance checlsed.  In  this  engagement  he  was  terribly  wounded  in  the  hip,  and  from 
this  wound  he  never  recovered.  For  this  wound  he  never  received  a  pension  (although 
he  received  a  small  pension  from  first  wound). 

V'  He  was  promoted  to  captainc;^,  and  being  disabled  for  infantry  duty,  he  was  ap- 
pointed oixlnance  officer,  First  Brigade,  and  afterwards  on  QeneranLooker's  staff",  in 
which  branch  he  remained  until  close  of  war,  with  rank  of  captain  and  brevet  mi^^'i'- 
At  Mine  Bun,  when  crossing  a  stream,  he,  with  others,  got  wet,  in  severe  cold  weather. 
He  contracted  a  cold  which  eventually  caused  his  death. 

**  On  account  of  a  long-protracted  illness,  for  manv  years,  all  his  taieans  were  ex- 
pended in  doctor  bills,  and  he  left  his  widow  penniless  with  her  children,  entirely 
dependent  upon  her  own  resources  for  support. 

*'8he  was  the  daughter  of  John  Minor  Botts,  and  although  bom  and  raised  in  the 
South,  she,  as  well  as  her  illustrious  father,  were  well  known  for  their  loyalty  to 
the  Union,  which  is  evidenced  by  her  marriage  with  this  gallant  and  brave  Union 
officer." 

Your  committee  are  of  the  opinion  that  the  claim  is  meritorious,  and  therefore  com- 
mend the  passage  of  the  bill,  amended,  however,  by  striking  out  the  word  "  thirty  " 
in  line  seven  and  insert  therein  Instead  the  words  '*  twenty-five." 


51dT  Congress,  \  SENATE.  i  Bepobt 

1^  Session,     f  \  No.  855. 


nr  THE  SENATE  OF  THE  UNITED  STATES. 


ICat  7, 1890.— Oidmnd  to  be  printed. 


Mr.  TuBPiEy  trom  the  Ck>mmitt  ee  on  Peimions,  submitted  the  fioUowing 

REPORT: 

[To  accompany  H.  B.  3574.] 

The  Gommittee  on  Pensions,  to  whom  was  referred  the  bill  (H.  B. 
3574)  granting «  pension  to  Mary  E.  Tipton,  widow  of  W.  B.  GHpton, 
late  a  member  of  Company  G,  Third  Kegiment  Kentacky  Yolonteefs, 
Mexican  war,  have  examined  the  same  and  report: 

That  from  the  facts  stated  in  the  House  report,  which  is  hereby  ap- 
proved, attached  hereto,  and  made  a  part  hereof,  we  believe  this  to  be 
a  meritorious  measure,  and  do  recommend  the  passage  of  the  bill. 


[Honae  Beport  No.  1618»  Flfty-arst  Congresai  lint  aeadon. J 

The  Committee  on  Pensions^  to  whom  was  referred  the  bill  (H.  B.  3574^  granting  a 
X>eD8ion  to  Mary  £.  Tipton,  widow  of  W.  B.  Tipton,  have  considered  ttie  same  and 
report : 

The  claimant  bases  her  application  for  pension  upoD  her  husband's  service  in  the 
war  with  Mexico.  This  service  is  not,  however,  a  matter  of  record  at  the  War  De- 
partmeut. 

The  testimony  filed  in  support  of  the  bill  is  as  follows:  James  Ewloff,  late  captain 
of  Company  G,  Third  Kentacky  Volauteers,  swears  that  the  soldier,  W.  B.  Tipton, 
was  too  yoang  to  be  received  as  an  enlisted  man,  but  that  he  accompanied  said  com- 
pany and  regiment  from  the  time  it  went  to  Mexico  till  the  retnm  of  the  organisa- 
tion to  Kentucky,  serving  the  whole  perfbd  of  the  service  of  said  company  as  a  pri- 
vate soldier  and  doing  duty  like  any  other  private  soldier  whenever  called  upon ; 
that  although  not  regularly  enlisted  he  (the  said  Tipton)  rendered  the  same  service 
as  an  enlisted  man. 

The  testimonv  of  Captain  Ewing  is  fully  corroborated  by  T.  W.  Parsons.  W.  P.  Con- 
ner, and  Jake  F.  Trnmbo,  all  members  of  the  same  regiment  with  Tipton. 

Ex-United  States  Senator  General  John  S.  Williams  swears  he  knew  the  claimant's 
husband  from  biSyhood,  and  knows  that  he  rendered  the  alleged  service  in  the 
Mexican  war  with  the  Third  Kentacky  Infantry.  General  Williams,  who  was  colonel 
of  the  Fourth  Kentucky  Volunteers  in  said  war,  s#w  Tipton  frequently  in  Mexico 
with  his  (Tipton's)  command. 

It  is  further  shown  that  the  claimant  is  in  delicate  health  and  very  poor. 

In  'view  of  the  facts  stated  yonr  committee  report  the  bill  liaok  xeoommending  its 
passage. 


518T  CONOBBSS,  )  SENATE.  I  BBfOttt 

Ut Session.     S  (  'Sio.iSO. 


m  THE  SENATE  OF  THE  UNITED  STATES. 


M4lT  7, 1890.— Ordered  to  be  printed. 


Mr.  TuBPiE,  firom  the  Committee  oa  Pensions,  sabmitted  the  following 

REPORT: 


^  r 


[To  acoompany  H.  R«  4008^] 


The  Committee  on  Pensions,  to  whom  was  referred  the  bill  (H.  B. 
4028)  granting  a  pension  to  Agnes  Yetter,  dependent  mother  of  John 
M.  Vetter,  captain  of  Company  F,  Ninth  Kentucky  Infantry,  have  ex- 
amined the  same  and  report : 

That  from  the  facts  stated  in  the  House  report,  which  is  hereto  at- 
tached, approved,  and  made  a  part  l^ereof,  we  are  of  the  opinion  this 
is  a  meritorious  measure,  and  do  recommend  the  passage  of  tiie  bill. 


rHouiie  Report  No.  819,  Fifty- first  CoDgxesa,  flzst  seesioiL.] 

The  Committee  on  Invalid  PenHioDS^  to  whom  was  referred  the  bill  (H.  B.  4028) 
granting  a  peoHion  to  Agnes  Vetter,  snbmit  the  following  report : 

The  records  of  the  War  Department  show  that  John  M.  Vetter  served  as  first 
lientenant  and  also  as  captain  of  Company  F,  Ninth  Kentucky  Volnnteers,  from  No* 
Yember26,  1861,  to  June  1^  1862,  when  his  resignation  was  accepted,  tendered  by 
reason  of  his  inability  to  discharge  his  duties  ever  since  the  battle  of  Shiloh  and  the 
fatignes  and  exposures  incident  thereto. 

His  mother,  Agnes  Vetter,  filed  a  claim  in  the  Pension  OfSce  on  August  30,  1886, 
based  upon  her  dependence  upon  the  soldier,  who  was  her  only  sou  and  sole  support,  her 
husband  having  died  in  1844,  and,  in  support  of  her  claim,  filed  testimony  showHikg 
that  while  in  tne  service  the  soldier  was  attacked  with  typhoid  fever  and  chronic 
diarrhea,  upon  which  pulmonary  consumption  supervenea,  causing  the  soldier's 
death  on  September  11,  1870.  Her  dependence  npon  the  soldier  is  fully  shown,  and 
her  own  patriotic  feeling  was  exhibited  by  going  with  the  Louisvillei  Ky.,  sanitary 
boat,  as  a  volunteer  nurse*,  to  the  battle-field  of  Shiloh. 

Her  claim  would  have  to  be  admitted  b^  the  Pension  Office  were  it  not  for  the  fact 
that  the  soldier  left  a  widow  surviving  him,  who,  however,  it  is  shown,  remarried  a 
year  subsequent  to  the  soldier's  death. 

As  here  indicated,  her  claim  was  rejected  by  the  Pension  Offi  ce  in  November,  1887, 
on  the  ground  that  the  soldier  left  a  widow  surviving  him. 

Mrs.  Vetter  is  now  seventy  eight  years  of  age.  Her  case  is  one  which  certainly 
deserves  relief  at  the  hands  of  Congress,  and  there  being  no  one  now  drawing  pension 
on  account  of  the  death  of  said  soldier,  yonr  committee  return  the  biU  with  the  rec- 
ommendation that  it  pass. 


5l8T  Congress,  \  SENATE.  i  Bspoet 

l8t  Session,     i  \  No.  857. 


m  THE  SENATE  OF  THE  UNITED  STATES. 


BiAY  7y  1890. — Ordered  to  be  printed. 


Mr.  Tttbpie,  from  the  Gommittee  od  Pensions,  submitted  the  foUowing 

REPORT: 

[To  accompany  H.  R,  4027.] 

The  Committee  on  Pensions,  to  whom  was  referred  the  bill  (H.  B. 
4027)  granting  a  pension  to  William  A.  Merriwether,  of  Loaisville,  Ey., 
late  of  the  Mexican  war,  have  examined  the  same  and  report : 

That  from  the  facts  stated  in  the  House  report  which  is  hereby  ap- 
proved, attached  hereto,  and  made  a  part  hereof,  we  are  of  the  opin- 
ion this  is  a  meritorious  measure  and  recommend  the  passage  of  the 
bill. 


LHonse  Beport  No.  207,  Fiffcy-flmt  ConjpreM,  lint  8e8gion.J 

The  Committee  on  Pensions,  to  whom  was  referred  the  bill  (H.  B.  4027)  granting  a 
pension  to  William  A.  Merri wether,  have  considered  the  same  and  report : 

The  claimant  declares  that  he  never  was  mastered  into  the  service,  bat  was  ap- 
pointed as  a  volunteer  aid  with  rank  of  major  on  the  staff  of  General  W.  O.  Butler 
and  (except  for  a  short  time  when  he  was  temporarily  transferred  to  the  staff  of 
General  Joe  Lane)  served  as  such  aid  from  October  1,  1S47,  to  March  4,  1848,  in  the 
war  with  Mexico.  Farther,  that  in  January,  1848,  he  was  notiGed  by  Secretary  of 
War  Marcy  that  a  commission  as  second  lieutenant  in  the  Second  United  Sfates  In- 
fantry had  been  made  out  and  sent  to  him  (claimant)  in  Mexico,  but  this  never 
reached  him,  and  when  i>eace  was  declared  March  1, 1848,  he  was  released  by  General 
Butler  and  came  home. 

On  reaching  home  Secretary  Marcy  sent  him  a  letter  of  appointment  in  lien  of  the 
commission  which  had  been  lost,  but,  not  wishing  to  enter  the  army,  he  declined  and 
returned  the  appointment. 

The  records  of  the  War  Department  show  that  the  claimant  was  in  Biarch,  1S4S, 
nominated,  confirmed,  and  appointed  second  lieutenant  Eighth  United  States  In- 
fantry, aud  that  the  appointment  was  sent  to  him  March  10,  1848,  under  cover  to 
General  W.  O.  Butler,  City  of  Mexico,  and  under  date  of  April  24,  1848,  he  (claimant) 
declined  the  appointment  and  never  held  the  office.  He  was  granted  a  bodnty-land 
warraut  for  160  acres  for  service  in  the  Mexican  war,  but  his  application  for  peDsion 
under  the  Mexican  war  service  act  of  January  29,  1687,  was  rejected  by  the  Fension 
Bureau  upon  the  ground  that  the  records  of  the  War  Department  failed  to  show  the 
alleged  service. 

W.  £.  Woodruff  testifies  that  he  has  known  the  claimant  forty-five  years  iuid  knows 
he  served  as  an  aid  on  the  staff  of  General  W.  O.  Butler  in  the  war  with  Mextoo.  The 
witness  saw  claimant  in  service  at  Camp  Butler,  again  at  Vera  Cmz,  Mexico,  and  on 
the  route  to  Mexico,  and  also  many  times  in  the  City  of  Mexico  during  the  winter  of 
l847-'48. 

Ben  M.  Harvey,  who  has  known  the  claimant  for  forty  years,  testifies  substantiaUy 
the  same. 

The  claimant  prays  a  pension  at  |30  per  month  on  account  of  said  service.  He  is 
now  sixty-five  years  old. 

lu  view  of  the  facts  herein  stated  your  committee  think  the  relief  prayed  for-shoold 
be  granted,  and  the  passage  of  the  bill  is  therefore  recommended. 


SlsT  Congress,  >  SENATE.  i  Bbpobt 

1st  Session,     i  .  \  No.  858. 


IN  THE  SENATE  OP  THE  UNITED  STATES. 


May  7, 1890.— Ordered  to  be  printed. 


Mr.  TuBPiB,  from  the  Oommittee  on  Pensions,  submitted  the  following 

REPORT: 

[To  aooompany  H.  R.  2S24.] 

The  Committee  on  Pensions,  to  whom  was  referred  the  bill  (H.  B. 
2824)  granting  a  pension  to  Charles  A.  Platz,  a  private  in  Company  E, 
One  hundred  and  fifty-fourth  Begiment  Indiana  Yolunteers,  have  ex- 
amined the  same,  and  report : 

That  from  the  facts  stated  in  the  House  report,  which  is  hereby  ap- 
proved,  attached  hereto  and  made  a  part  hereof,  we  are  of  the  opinion 
this  is  a  meritorious  measure  and  recommend  the  passage  of  tbe  bill. 


[HooBe  Report  No.  148,  Flfty-flrat  Congress,  first  session.  ] 

The  Committee  on  Invalid  PensionB,  to  whom  was  referred  the  biU  (H.  B.  2824) 
granting  a  pension  to  Charles  A.  Platz,  having  had  the  same  under  consideration, 
snbmit  the  following  report : 

A  similar  bill  was  introduced  in  the  Fiftieth  Congress  and  referred  to  the  Com- 
mittee on  Invalid  Pensions,  which,  after  dne  consideration,  reported  the  same  back 
favorably,  and  a  copy  of  said  report  is  filed  herewith  and  made  a  part  thereof. 

Tour  committee,  for  the  reasons  stated  in  said  report,  hereby  report  this  bill  (H.  R. 
2824)  favorably  and  recommend  its  passage. 


[Hoase  Beport  "So.  8951,  Fiftieth  Congress,  seeond  session.  ] 

The  Committee  on  Invalid  Pensions,  to  whom  was  referred  the  bill  (H.  B.  11414) 
granting  a  pension  to  Charles  A.  Plats,  have  considered  the  same,  and  snbmit  the  fol- 
lowing report: 

The  records  in  the  case  show  that  claimant  enlisted  in  Company  A,  One  hnndred 
and  thirty-eighth  Indiana  Regiment,  to  serve  one  hundred  days,  and  was  discharged 
September  22,  1864 ;  April  12,  1865,  he  re-enlisted  £n  Company  A,  One  hundred  and 
fifty-fourth  Regiment  Indiana  Volunteers.  The  regiment  encamped  at  Camp  Morton , 
Indianapolis,  and  while  there  claimant  was  ordered  to  water  horses  by  Captain  Stil- 
son,  and  while  so  engaged  was  kicked  by  a  horse  on  the  left  side  and  was  carried  to 
the  barracks  insensible.  It  is  shown  that  claimant  was  a  sound,  healthy  man  at  oun 
listment.  Tfitere  was  no  comrade  present  when  the  accident  occurred.  Captain  Stil- 
son  testifies  that  he  ordered  claimant  to  water  horses,  and  that  shortly  afterwards  he 
was  brought  into  camp  badly  hurt  and  insensible. 

William  Rosenbury  testifies  that  he  saw  claimant  lying  in  the  barracks  badly  hurt, 
and  upon  inqniry  was  informed  by  those  around  him  that  he  had  been  kicked  by  a 
horse.  Shortly  after  the  accident  occurred  claimant  was  removed  to  his  home  in 
South  Bend,  Ind.,  where  he  was  discharged  May  19, 1865. 

The  claim  was  rejected  on  the  ground  of  no  record  and  claimant's  inability  to  ad- 
duce satisfiMtory  evidence  of  origin.  There  is  abundance  of  medical  and  other  proof 
as  to  continuance  of  the  disabilities  up  to  the  present  time. 

The  committee  believe  the  evidence  is  sufficiently  strong  to  warrant  the  conclusion 
that  the  i^jnrv  was  incurred  in  the  line  of  duty,  as  stated,  and,  so  believingy  we  anb- 
mit  a  fiavorable  report  and  recommend  the  passage  of  the  bill. 


518T  CONGEESS,  I  SENATE.  f  RBPOBT 

Ut  Session,     i  ^  No.  859. 


US  THE  SENATE  OF  THE  UNITED  STATES. 


ICat  7y  1890.— Ordered  to  be  printed. 


Mr.  TxjBPiB,  from  the  Oommittee  on  Pen  sions,  sabmitted  the  following 

REPORT: 

[To  accompany  H.  R.  9205.] 

The  Oommittee  on  Pensions,  to  whom  was  referred  the  bill  (H.  B. 
9205)  granting  a  x)ension  to  Jalia  A.  Erskine,  the  widow  of  John  £f8- 
kiDe,  deceased,  late  a  private  of  Company  F,  Eleventh  Regiment  of 
United  States  Infantry,  have  examined  the  same,  and  report : 

That  from  the  facts  stated  in  the  House  report,  which  is  hereby  ap- 
proved, attached  hereto,  and  made  a  part  hereof,  we  believe  this  to  be 
a  meritorious  measure  and  do  recommend  the  passage  of  the  bill. 


'  HOUSE  REPORT. 

The  Committee  on  Invalid  Pensions,  to  which  was  referred  the  bill  H.  R.  9205,  have 
had  the  same  under  examination  and  report  as  follows,  to  wit : 

The  claimant  is  the  widow  of  John  B.  Erskine,  who  enlisted  May  26,  1861,  as  a  pri- 
vate in  Company  I,  Second  U.  8.  Infantry,  and  served  therein  nntil  December  4, 1861, 
when,  at  Benton  Barracks,  Mo.,  as  shown  by  his  discharge,  he  was  discharged  for 
''rheumatism  and  an  old  exfoliation  of  the  right  tibia." 

Said  Erskine  again  enlisted  April  1, 1862,  as  a  private  in  Company  F,  Eleventh  U. 
8.  Infantry,  in  which  he  served  nntil  February  28,  1863,  when  he  was  discharged  for 
a  disability  not  specified.  The  testimony  of  several  witnesses  goes  to  show  affinna- 
tively  that  said  Erskine  was  sonnd  when  he  enlisted,  but  that  he  contracted  rhea* 
matism,  varicose  veins,  and  general  debility  in  his  service,  and  that  he  was^  nevtx 
sonnd  from  his  last  discharge.  The  hospital  record  shows  that  the  soldier  was  sick 
in  the  service,  not  stating  what  his  disability  was.  It  is  also  established  that  tlw 
applicant  was  married  to  the  soldier  in  1864,  bore  him  three  children,  who  are  now 
all  past  sixteen  vears  of  age;  that  she  was  a  faithful  wife  and  is  a  good  woman,  and 
is  poor,  and  in  roeble  health. 

The  soldier  was  granted  a  pension  at  |2  per  month  for  varicose  veins  from  March  1, 
1863,  which  was  increased  to  |4  per  montn  from  October  27, 1876,  and  that  he  died 
September  8, 1883,  from  a  complication  of  diseases,  particularly  of  the  fiver  and  kid- 
neys. His  widow,  this  applicant,  was  refused  a  pension  on  the  ground  that  the  evi- 
dence did  not  show  that  he  died  from  disease  contracted  in  the  service.  The  eTidenoe 
shows  the  soldier  to  have  been  treated  at  intervals  from  soon  after  his  discharge  for 
liver  trouble,  varicose  veins,  rheumatism,  impaired  digestion,  or  pain  in  side  or  back 
at  short  intervals  nntil  his  death,  at  times  breaking  out  in  spots  with  terrible  itching, 
and  then  at  times  being  yellow,  and  at  no  time  being  well. 

The  evidence  is  voluminous,  covering  the  soldier's  life  from  boyhood,  and  although 
the  proof  of  origin  of  disease  in  service  and  in  line  of  duty  was  not  sufficient  to  sat* 
isfy  the  Pension  Office,  your  committee  deem  it  probable  that  his  health  was  tnA 
broken  down  by  his  Army  service,  and  his  death  is  indirectly  due  to  that  eervioe,  and 
we  recommend  that  the  biU  do  pass. 


51st  Congress,  >  SENATE.  )  Eeport 

1st  Session,      i  I  No.  860. 


IS  THE  SENATE  OP  THE  UNTTED  STATES. 


Hat  Ty  1890.— Ordered  to  be  printed. 


Mr.  TuBPiBy  from  the  Committee  on 'Pensions,  submitted  the  following 

REPORTS 

[To  Moompsny  S.  1673.] 

The  Committee  on  Pensions,  to  whom  was  referred  the  bill  (S.  1673) 
granting  a  pension  to  Lonisa  M.  Shell,  widow  of  John  ShoU,  late  pri- 
vate Company  I,  Seventeenth  Ohio  Volunteer  Infantry,  have  examined 
the  same,  and  report : 

That  the  husband  of  the  claimant  was  a  pensioner  of  the  United  States 
on  account  of  disabil'ty  incurred  by  him  in  the  military  service 'during 
the  war  of  the  rebellion  up  to  June  30, 1887,  at  which  time  he  died. 
The  claimant,  his  widow,  filed  an  application  for  pension  as  sach,  but 
the  same  has  been  rejected  by  the  Pension  Bureau  on  the  ground  that 
the  immediate  cause  of  his  death  was  not  traceable  to  the  disease  which 
he  incurred  in  the  service  and  for  which  he  was  pensioned. 

We  have  examined  the  evidence,  and  especially  that  of  Doctors  Mason 
and  Brown,  who  were  his  attending  physicians,  and  we  think  it  quite 
clear  from  their  statements  tUkt  the  inflammation  x>f  the  neck  of  the 
bladder,  causing  strangury,  the  direct  cause  of  his  death,  was  occa- 
sioned by  the  chronic  rheumatism  from* which  he  suffered,  and  was 
increased  and  aggravated  by  the  general  rheumatic  diathesis  pervad- 
ing his  whole  system  up  to  and  at  the  time  of  his  death.  The  claimant 
remains  unmarried ;  was  married  to  the  soldier  in  1836 ;  is  now  quite 
old,  weakly,  and  in  indigent  circumstances. 

yfe  recomn^eud  the  j^Msage  of  the  bill. 
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61ST  Congress,  I  SENATE.  /   Bepobt 

1st  Session,     f  I    NcSfflL 


nr  THE  SENATE  OF  THE  UNTEBD  STATB& 


Hat  7, 1800.— Ordered  to  be  printed. 


Mr.  TuBPiB,  fix>m  the  Oommittee  on  PensionSy  sabmitfced  tbefollowiog 

REPORT: 

[To  acoom]Mmy  8. 1932.] 


The  Committee  on  Pensions,  to  whom  was  referred  the  bill  (S.  1932) 

granting  a  pension  to  Bebecca  McDonald,  widow  of  Bufos  McDonald, 

i  a  soldier  of  the  war  of  1812,  have  examined  the  same,  and  report : 

I  That  the  said  soldier  was  sergeant  in  Captain  Shnmway's  company 

i  {       I  of  New  York  Militia,  called  into  the  service  of  the  Oovemment  daring 

the  war  of  1812.  The  records  in  the  War  Department  show  that  he 
was  paid  on  the  18th  of  September,  1814,  for  service  from  the  11th  day 
of  September,  1814,  to  the  22d  day  of  September,  1814.  The  master 
roll  shows  service  inclnding  the  23a  of  September,  1814,  making  thir- 
teen days' service. 

This  company  was  paid  off  by  the  Government  at  Barlington,  Vt, 
on  the  18th  day  of  September,  1814,  and  when  paid  off  were  allowed  75 
miles  travel  pay,  or  for  foar  days,  on  apcoant.of  their  distance  when 
discharged  from  the  place  where  they  were  organized  according  to  the 
rolls  of  the  paymaster,  20  miles  being  at  that  time  coanted  a  day's 
travel  in  the  ordinary  way.  The  soldier  was  married  to  the  claimant. 
Bebecca  McDonald,  on  the  7th  day  of  October,  1847.  The  soldier  diea 
on  the  1st  day  of  March,  1856.  The  widow  remains  unmarried.  She 
is  seventy-eight  years  old.  She  is  in  feeble  health  and  in  slender  cir- 
onmstances. 

The  soldier  was  honorably  discharged  and  a  land  warrant  was  issned 
on  account  of  his  service  a  good  many  years  ago  to  his  widow.  Her 
claim  for  pension  has  been  rejected  by  the  Pension  Bureau  and  by  the 
Secretary  of  the  Interior  on  appeal  on  the  grounds  that  under  the  act 
of  1878,  fourteen  days'  service  was  necessary  by  a  soldier  in  the  war  of 
1812  to  entitle  him  to  a  pension  for  such  service.  We  have,  however, 
come  to  the  conclusion  that  as  the  muster-roll  shows  a  service  of  thirteen 
days,  and  that  he  was  paid  off  at  Burlington,  Yt.,  and  so  discharged 
from  his  service  at  a  place  75  miles  from  his  home,  a  distance  which  he 
and  his  comrades  at  that  time  very  probably  traveled  bn  foot  or  in  com- 
mon wagons,  that  equitably  and  justly  at  least  one  day,  perhaps  three 
or  four,  owing  to  the  state  of  the  roads,  ought  to  be  added  to  the  term 
of  his  actual  service  for  the  purposes  of  this  case. 

We  think  this  is  a  fair  conclusion  and  that  the  claimant  is  entitled  to 
the  relief  prayed  for  in  the  bill,  and  we  theretore  recommend  its  passage. 


5l8T  Congress,  (  SENATE.  i  Bepobt 

1st  Session.      J  \  No.  862. 


IN  THE  SENATE  OF  THE  UNITED  STATES. 


Mat  7, 1890.— Ordered  to  be  printed. 


Mr.  TuBPiB,  from  the  Oommittee  on  Pensions,  sabmitted  the  following 

REPORT: 

[To  accompany  8. 1541.1 

The  Committee  on  Pensions,  to  whom  was  referred  the  bill  (S.  1541) 
granting  a  pension  to  Mary  White,  widow  of  Daniel  White,  late  a  mem- 
ber of  Captain  Danscomb's  company  of  New  York  militia,  war  of  1812^ 
have  examined  the  same  and  report : 

That  the  husband  was  enrolled  in  the  company  above  named  on  the 
2d  of  September,  1814,  and  served  in  the  ranks  until  the  10th  of  said 
month,  wheu  he  was  detached  to  work  as  a  blacksmith  upon  the  gun- 
carriages  for  the  Government,  in  which  last  service  he  continued  until 
the  5th  of  December,  1814.  He  was  paid  for  eight  days'  service  as  a 
soldier.  What  he  was  paid  for  services  as  blacksmith  does  not  appear. 
He  was  honorably  discharged  from  the  iaervice  and  a  laud  warrant  was 
granted  for  the  same,  No.  110244. 

The  soldier  died  in  1879.  His  widow  made  an 'application  for  pension, 
but  it  has  been  rejected  by  the  Pension  Bureau  on  the  ground  that, 
under  the  act  of  Congress  of  March  9, 1878,  go verning  service  pensions 
for  the  war  x>f  1812,  fourteen  days'  service  was  the  shortest  term  for 
which  pension  was  allowed.  The  widow  was  married  to  the  soldier 
November  9, 1833.  She  is  now  seventy -eight  years  old.  She  is  in 
needy  circumstances'.  We  think  that  substantially  the  soldier  in  this 
case  served  the  Government  more  than  fourteen  days,  although  his  mil- 
itary service  lasted  only  eight  days.  His  services  as  blacksmith  in  the 
Government  shops  during  the  war  and  upon  a  regular  detail  was  quite 
SIS  valuable  as  his'services  as  a  soldier. 

We  think  the  widow  is  equitably  entitled  to  relief,  and  we  therefore 
recommend  the  passage  of  the  bill. 

8.  Rep.  4 51  ® 
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IN  THE  SENATE  OF  THE  UNITED  STATES. 


Hat  7, 1890. — Ordered  to  be  printed. 


I  Mr.  Tdbpie,  from  the  Committee  on  Peusious,  submitted  the  following 

■  REPORT: 

[To  accompany  S.  1611.] 

The  Committee  on  Pensions,  to  whom  was  referred  the  bill  (8. 1611) 
granting  a  pension  to  Emeline  Matthews,  widow  of  George  W.  Mat- 
thews, late  a  private  in  Company  B,  First  Missouri  Engineer  Volou- 
teers,  have  examined  the  same  and  report: 

That  this  claim  was  rejected  by  the  Pension  Bureau  on  Septorabcr  8, 
1884,  upon  the  ground  that  erysipelas,  the  disease  of  wliich  the  soldier 
i  died,  was  not  due  to  his  military  service.    No  new  evidence  has  been 

I  filed  since  upon  the  point  of  the  incurrence  of  the  dis^'ise  or  the  cause 

i  of  death,  showing  anything  different  from  what  is  set  forth  in  the  re- 

'  port  of  rejection  by  the  Pension  Bureau. 

i  After  an  examination  of  the  testimony  we  have  come  to  the  condn- 

sion  that  there  is  nothing  in  it  which  will  warrant  our  interference  with 
the  determination  of  the  Pension  Bureau.  We  therefore  recommend 
the  indefinite  postponement  of  the  bill. 


518T  Congress,  \  ^    SENATE.  i  Rbpout 

1st  Session.      J  (  No.  864. 


IN  THE  SENATE  OF  THE  UNITED  STATES. 


BiAT  7,  1890.-~Ordered  to  be  printed. 


Mr.  Batb,  from  the  Ck>mmittee  on  Military  Affairs,  submitted  the  fol- 

lomng 

REPORT: 

[To  accompany  8.  3057.] 

The  Committee  on  Military  Affairs,  to  whom  was  referred  the  bill 
(S.  3057)  for  the  relief  of  William  W.  S.  Davis,  having  considered  the 
same,  report : 

This  is  a  case  authorizing  and  directing  the  name  of  William  W.  S. 
Davis  placed  on  the  rolls  of  Company  G,  First  Regiment  Delaware  Vol- 
unteer Infantry,  as  a  second  lieutenant,  as  of  date  June  14,  1805,  ou 
which  date  he  was  commissioned  by  the  governor  of  the  State  of  Dela- 
ware, and  that  he  be  paid  as  such  second  lieutenant. 

The  facts  of  the  case  briefly  are  that  Davis  was  commissioned  as 
stated,  but  never  mui^tered  into  the  service  as  second  lieutenant. 

The  rule  of  the  War  Department,  long  and  thoroughly  established 

and  fully  sustained  by  this  committee,  is  that  no  recognition  can  attach 

or  be  given  any  officer  until  mustered  into  the  service  as  such.    The 

records  show  no  service  for  him  whatever  as  second  lieutenant,  and 

.  upon  this  ground  his  claim  was  denied  by  the  Department. 

The  record  of  this  soldier  is  an  eminently  praiseworthy  one,  and  as 
such  commends  itself  to  theconsideration  of  this  committee .  Brave  and 
gallant,  he  was  twice  wounded  in  the  service  of  his  country,  and  there- 
fore worthy  of  highest  praise  and  commendation,  and  your  committee 
would  gladly  comply  with  his  request  as  contained  in  the  bill  if  it 
were  possible  to  do  so  and  be  consistent.  To  do  so,  however,  would  be 
to  establish  an  unwarranted  precedent,  one  that  would  overrule  past 
de  Jsions  and  open  the  gate  to  thousands  of  cases  of  like  character, 
many  of  them  perhaps  not  so  meritorious. 

Your  committee  therefore  report  adversely  to  the  passage  of  the  bill. 
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51st  Congress,  }  SENATE.  f  Eeport 

1st  Session,     i  \  No.  805. 


IN  THE  SENATE  OP  THE  UNITED  STATES. 


May  7,  ld90.~Ordered  to  be  printed. 


Mr.  BATEy  from  the  Committee  on  Military  Affairs,  submitted  the  fol- 
lowing 

REPORT: 

[To  aocompany  S.  ^39&]  ^ 

The  Committee  on  Military  AfGeurs,  to  whom  was  referred  the  bill  (S. 
2398)  for  the  relief  of  Milton  Fason,  having  considered  the  same,  are 
constrained  to  report  adversely  to  its  passage ;  and  as  a  reason  for  doing 
so  submit  the  report  npon  the  bill  from  the  Secretary  of  War,  which  is 
herewith  appended  and  made  a  part  of  this  report. 

There  is  no  proof  submitted  outside  of  that  embodied  in  the  report 
from  the  War  Department  to  sustain  the  bill.  The  report  of  the  War 
Department  is  very  c^ear  and  conclusive  against  the  applicant,  and  your 
committee  can  find  no  reason  for  disturbing  or  overruling  the  holding 
of  the  Department. 


War  Depabtbibnt, 
WoBkington  City,  March  11, 1890. 

Sir  :  In  reply  to  your  reqnest  of  the  8th  instant  for  informatlou   npon  Senate  bill 
2398,  Fifty-first  Congress,  first  session,  to  provide  for  the  relief  of  Milton  Fuson, 
Company  B,  Fourth  Ohio  Infantry  Volunteers^  I  have  the  honor  to  inclose  a  report 
from  the  officer  in  charge  of  the  record  and  pension  division  of  this  Department. 
Very  respectfully, 

Redfibld  Proctor, 

Secretary  of  War, 
Hon.  Joa.  R.  Hawlet, 

Chairman  Committee  on  Military  Affaire,  U,  8,  Senate. 


Case  of  Milton  Fueon,  late  private  (drqfled),  Company  B,  Fowrth  Ohio  Battalion  Infantry, 

iraneferred  to  Company  D,  same  Battalion,  • 

Milton  Fuson,  bom  in  Champaign  County,  Ohio,  was  drafted  at  Urbana,  Cham- 

Saign  County,  Ohio,  May  11, 18(>4,  to  serve  three  years,  and  was  assigned  to  Company 
i,  Fourth  Battalion  of  Infantry  Volunteers. 

(This  organization  was  formed  for  the  veterans  and  recruits  of  the  Fourth  and 
Eighth  regiments,  Ohio  Infantry  Volunteers,  June  26,  1864.) 

On  June  30,  1864,  he  was  present  with  his  company.  The  company  muster-roll  of 
August  31, 1864,  reports  him,  '*  Absent,  sick.''    He  was  admitted  1o  Depot  Field  Hos* 

Sital,  Second  Army  Corps,  at  City  Point,  Va.,  on  August  10,  1864,  with  bilious 
iarrhea;  was  admitted  to  General  Hospital  at  White  Hall,  Pa.,  on  August  15,  1864, 
with  debility  from  miasmatic  disease;  was  there  fnrloughed  on  November  3,  1864, 
and  is  reported  as  "  deserter,  December  20, 1864.'' 

While  he  was  thus  absent  from  Company  B,  in  hospital,  he  was  transferred  on  Sep- 
tember 6  or  10,  1864,  to  Company  D,  same  battalion ;  and  he  is  borne  on  the  muster^ 
rolls  of  that  company  from  October  31, 1864,  to  June  30,  1865,  and  on  the  muster-out 
roll,  dated  July  12,  1865,  as  "  absent,  sick." 


2  MILTON  PUSON, 

In  connection  with  his  application  for  Removal  of  the  charge  of  desertioii  and  an 
honorable  discharge,  this  man  declares  that,  while  he  was  cleaning  his  gon  near 
Petersbur^hi  Va.,  about  Jnue  10,  1864,  he  was  snn-strnck,  and  he  had  contracted 
chronic  diarrhea  at  Coal  Harbor  about  May  31,  1A64 ;  that  after  going  home  on  a 
furlough  he  was  under  the  care  of  physicians  who  are  now  dead ;  and  that  he  was 
at  home  when  his  company  was  mustered  out. 

Amelia  Ann  AUebangh,  of  Millerston,  Ohio;  William  Eaaton,  of  Pollard,  Kans. ; 
and  Asa  C.  Elliott,  of  Bellefontaine,  Ohio,  iu  affidavits  dated  May  18,  March  6,  auil 
April  13,  1889,  respectively,  declare  that  they  knew  Fuson  prior  to  his  enlistment^ 
that  he  came  home  sick  in  November,  1864,  and  was  unable  to  retnm  to  the  hospital 
at  White  Hall  or  to  his  company  for  more  than  two  years  on  account  of  the  effect  of 
Bun-a^roke. 

His  application  was  rejected  by  the  War  Department  on  the  following  CTonnds: 

*'Tbe  records  show  that  he  was  fnrloughed  from  hospital  on  November  3,  1864,  and 
that,  failing  to  report  upon  its  expiration,  he  was  dropped  as  a  deeerter  on  December 
20,  1864.  Thereafter  he  did  not  return  to  hospital  or  to  his  command,  though  the 
latter  was  retained  in  service  until  July  12,  1865,  nor  report  his  whereaboote  or  the 
cause  of  his  absence  to  the  proper  United  States  military  anthoritiee.  In  the  face  of 
such  record,  and  in  view  of  the  fact  that  he  rendered  little  or  no  field  service,  the 
testimony  submitted  is  deemed  wholly  insufficient  to  warrant  favorable  action." 

It  is  not  establisll^d  by  competent  evidence  that  he  was  prevented  from  retumiug 
to  military  control  from  December  20,  1864,  to  July  12,  1865,  by  reason  of  disease 
incurred  in  line  of  duty.  The  War  Department,  therefore,  is  not  empowered  under 
existing  law  to  grant  the  desired  relief  in  this  case. 

Respectfully  submitted. 

F.  C.   AlKSWORTH, 

Captain  and  Assistant  Surgeon,  U.  S.  Army. 
Bkcord  and  Pension  Division,  March  11, 1890. 
.  The  Secretary  of  Wah. 


61st  Congress,  >  SENATE.  i  Bbpout 

1st  Session,     i  \  No.8(iG, 


IN  THE  SENATE  OF  THE  UNITED  STATES. 


May  7, 1890.— Owlored  to  be  printed. 


Mr.  CoOEBELL,  from  the  Committee  on  Military  AfiaJrs,  sabmitted  the 

foiiowiug       « 

REPORT: 

[To  accorapany  H.  R.  7856.]  ' 

The  Committee  on  Military  Affairs,  to  which  were  referred  S.  2425 
and  H.  li.  7856,  have  duly  considered  the  same  and  submit  the  fol- 
lowing report: 

The  Senate  bill  is  for  the  same  object  as  the  House  bill.  In  the 
House  the  following  report  was  made,  to  wit : 

The  Committee  on  Military  Affairs,  to  whom  wan  reft^rred  the  bill  (H.  R.  669)  graut* 
ing  a  right  of  way  to  the  Dnlatb  and  Manitoba  Railroad  Company  nc^  oss  the  Fort 
Pembina  military  reservation,  in  the  State  of  North  Dakota,  respectfally  report: 

That  on  August  10,  18d7,  the  honorable  Secretary  of  War,  by  revocable  license,  au- 
thorized this  company,  upon  certain  conditions,  to  construct  and  maintain  a  railroad 
across  the  reservation  in  question.  That  pnrsuant  to  the  authority  thus  given  the 
said  railroad  company  proceeded  to  construct  and  did  construct  a  lino  of  road  across 
said  reservation  and  is  now  operating  the  same.  That  the  commanding  officer  at 
Fort  Pembina  has  expressed  the  opinion  that  tbo  said  road  is  of  great  advantage  to 
the  post  and  to  the  people  of  the  community. 

Tn  view  of  these  facts  your  committee  recommend  the  passage  of  the  accompanying 
bill,  and  that  the  original  bill  do  lie  on  the  table. 

The  facts  stated  in  the  report  are  correct.  Your  committee  therefore 
report  back  to  the  Senate  11.  K.  7856,  aud  recommend  its  passage,  and 
recommend  that  S.  2425  be  indefinitely  postponed. 
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51ST  Congress,  )  SENATE.  i  Ebpout 

1st  Session.      J  \  No.  867. 


m  THE  SENATE  OF  THE  UNITED  STATES. 


Mat  7, 1890.— Ordered  to  be  printed. 


Mr.  OooKBELL,  tsom  the  Oommittee  on  Military  AfGurs,  Babmitted  the 

following 

* 

REPORT: 

[To  aocompany  S.  2750.] 

The  Committee  on  Military  Affairs,  to  which  was  referred  the  hill  (S. 
12750)  to  remove  the  charge  of  desertion  standing  against  Almon  B.  to- 
bey,  have  fiilly  considered  the  same  and  submit  the  following  report : 

This  bill  directs  the  Secretary  of  War  to  remove  from  the  records  of 
the  War  Department  the  charge  of  desertion  standing  against  Almon 
B.  Tobey,  late  private  Company  I,  Fifteenth  Begiment  Maine  Infantry 
Volunteers,  and  that  he  give  to  the  said  Tobey  an  honorable  discharge 
from  said  organization. 

A  precisely  similar  bill,  H.  R.  2537  of  the  Fiftieth  Congress,  was 

gassed  by  the  flonse  of  Representatives  June  8. 1888.  Whilst  that 
ill  was  pending  in  the  House,  it  was  referred  to  toe  Secretary  of  War 
for  information,  who  replied  inclosing  letterfrom  the  Adjutant-General, 
which  reply  and  letter  are  as  follows: 

War  Depabtmknt, 
Washington  City,  February  25, 188a 

Sir:  In  reply  to  yonr  reqaestof  the 8th  instant  for  information  upon  House  bill 
No.  2537,  Fiftieth  Congress,  first  session,  authorizing  the  removal  of  the  charge  of 
desertion  against  Almon  R.  Tobey,  late  of  Company  I,  Fifteenth  Maine  Volunteers,  I 
have  the  honor  to  inclose  a  report  upon  this  case  by  the  Adjutant-General,  dated  the 
23d  instant,  which  it  is  believed  furnishes  the  information  desired. 
Very  respectfully,  your  obedient  servant, 

Wm.  C.  Endicott, 

Secretary  of  War. 
Hon.  James  Laird, 

Of  Committee  on  Military  Affaire,  House  of  Representatives. 


War  Department,  Adjutant-General's  Office, 

Washington,  FOfruary  23, 188a 

Sir:  I  have  the  honor  to  retnrn  House  bill  2537,  Fiftieth  Congress,  first  session, 
authorizing  the  removal  of  the  charge  of  desertion  i^fainst,  and  the  issue  of  an  honor- 
able discharge  to,  Almon  R.  Tobey,  Company  I,  Fifteenth  Maine  Infantry  Volunteers, 
left  at  the  Department  by  Hon.  James  Laird,  of  the  House  Committee  on  Military 
Affairs,  and  in  compliance  with  instructions  to  report  as  follows: 

The  official  record  shows  tbat  Almon  Tobey,  age  eighteen  years,  was  enrolled  and 
mustered  into  the  United  States  service  on  January  25, 1862,  at  Augusta,  Me.,  to  serve 
three  years  as  a  private  in  Company  I,  Fifteenth  Maine  Infantry  Volunteers,  and  that 
he  deserted  on  February  1, 1862,  at  Augusta,  Me. 


( 
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Z  ALMON   R.   TOBEY. 

The  record  fnrtlier  shows  that  Almon  R.  Tobey  was  again  enrolled  on  Angnsl  16, 
I  1662,  for  three  years,  as  a  private  in  Company  F,  Ninth  Maine  Volunteers,  and  tbst 

be  served  with  that  organization  until  bis  muster-out  on  Jane  30, 1865. 

In  his  statement  to  tbis  office  of  Jaunary  14, 1886,  thQ  applicant  sets  forth  that  in 
January,  1862,  he  enlisted  in  Company  1,  Fifteenth  Maine  Volanteers,  as  adnimmer, 
without  the  consent  of  his  parents,  be  being  then  but  fifteen  years  old,  though  giviD<: 
his  ago  as  eighteen  years;  that  bis  father  came  to  Angnsta,  Me. :  that  he  demaD<ie<i 
his  release  from  the  Army,  and  that  being  refused,  he  took  the  nec^essary  steps  belure 
the  proper  authorities  and  obtained  bis  release  from  the  regiment  by  legal  procesa. 
.  .Tbat  in  August,  1862,  he  got  tbe  consent  of  his  parents  and  enlisted  in  the  Kioib 
Mnine  Volunteers. 

Tbis  statement  was  substantially  reiterated  by  the  applicant  on  March  2, 1886, 
under  oath,  and  corroborated  bv  the  sworn  testimony  of  Bex^aniin  Tobey,  the  father 
of  the  applicant,  and  by  one  John  W.  Trask.  A  certificate  firom  the  clerk  of  Kenne- 
bec County,  Me.,  dated  May  9,  1887,  was  also  presented,  setting  forth  that  no  entry 
can  be  found  on  tbe  records  of  tbe  county  court  for  1862  of  any  proceedings  in  Tobey's 
case  on  a  writ  of  habeas  corpns,  and  that  onder  the  law  as  it  existed  at  that  time  no 
record  was  required  to  be  kept  of  writs  of  habeas  corpus  or  proceedings  under  them, 
and  tbat  as  a  matter  of  practice  uo  record  was  made  and  preserved  in  such  cases. 

Tbe  application  was  denied  by  this  office  on  the  ground  of  insnfficiency  of  the  evi- 
dence to  establish  (in  the  face  of  the  official  record  which  reports  the  applicant  to 
have  deserted  on  February  1,  1862)  that  he  was  about  that  time  discharged  on  ae- 
count  of  minority  from  tbe  United  States  military  service  on  a  writ  of  habeas  c^rpiia, 
and  that  as  the  absence  between  desertion  and  re-enlistment  exceeded  three  months, 
tbe  case  is  not  covered  by  tbe  act  of  Congress  approved  May  17,  1686. 
I  am,  sir,  very  respectfully,  your  obedient  servant, 

R.  C.  Drum, 

AdjUtaftt'OetuToL 

The  Srcrbtart  op  War. 

From  this  record  it  clearly  appears  tbat  Tobey  was  a  minor  and  was 
mastered  into  tbe  service  January  25,  at  Augusta,  Me.,  for  three  years, 
and  ou  February  1,  six  days  thereafter,  he  is  charged  with  desertion,  at 
tbe  same  place. 

The  records  further  show  tbat  Tobey  was  again  enrolled  Aognst  16, 
1862,  as  a  private  in  Company  F,  Ninth  Maine  Volunteers,  and  served 
with  tbat  organization  until  mustered  out  on  June  30, 1865,  nearly  three 
years.  It  furtber  appears  from  tbe  proof  presented  to  the  War  Depart- 
ment tbat  young  Tobey  was  taken  from  the  company  in  which  he  had 
first  enlisted,  al^ut  February  1, 1862,  byiiis  father,  under  process  of 
law.  It  further  appears  that  the  court  having  jurisdiction  to  issue  writs 
of  habeas  corpus  at  tbat  place,  kept  uo  record  of  its  proceedings,  and  it 
is  presumed,  for  tbis  reason,  no  record  evidence  can  be  presented  to  and 
filed  in  tbe  War  Department  to  show  tbat  instead  af  actually  deserting 
as  charged,  tbis  young  soldier  was  released  from  further  military  duty 
by  civil,  legal  process.  It  is  understood  tbat  generally  if  not  univer- 
sally, the  civil  courts  of  tbe  States  took  jurisdiction  to  issue  writs  of 
habeas  corpus  to  bring  before  them  and  to  discharge  those  who  were 
enlisted  in  tbe  Army  under  age  without  tbeir  parent's  consent,  etc,  and 
no  question  was  raised  as  to  the  validity  of  these  proceedings. 

While  these  State  courts  might  not  have  bad  the  authority  to  dis- 
cbarge a  soldier  enlisted  in  tbe  service  of  tbe  United  States,  yet  they 
assumed  such  jurisdiction  and  authority  and  exercised  it,  and  donbt- 
less  the  parents  of  tbe  soldier  as  well  as  tbe  soldier,  considered  the  pro- 
ceedings valid  and  legal.  As  tbe  military  authorities  yielded  obedience 
thereto,  it  is  not  right  or  proper  tbat  the  soldier  in  this  case,  a  minor, 
should  have  bis  record  stained  with  a  charge  of  desertion  which  never 
occurred. 

It  is  clear  tbat  in  justice  and  equity  tbe  record  of  this  soldier  as  a 
private  in  Company  I  in  tbe  Fifteenth  Maine  Infantry  Volunteers  should 
I  be  so  corrected  as  to  remove  tbe  charge  of  desertion  and  show  the  act- 

ual occurrence  as  it  was ;  and  that  is,  discharge  from  further  service 


I 


ALMON   R    TOBET.  3 

QDder  the  oivfl  process  on  aocoant  of  being  under  the  age  of  eighteen 
years. 

Toar  committee  therefore  recommend  that  the  bill  be  amended  by 
striking  oat  the  .words  ^^  that  he  give  to  the  said  Almou  B.  Tobey  an 
honorable  discharge  from  said  organization "  and  substitute  therefor 
the  words,  ^^  discharged  on  February  1, 1862,  from  military  service  by 
civil  process,  on  account  of  being  under  the  age  of  eighteen  years,"  and 
as  so  amended  recommend  the  passage  of  the  bill. 
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81st  Congress,  \  SENATE.  i  Bbpobt 

Ist  Session,     f   ,  \  No.  868. 


IN  THE  SENATE  OP  THE  UNITED  STATES 


B£ay  7, 1890. — Ordered  to  be  printed. 


Mr.  O0CKBBLL9  from  the  Gommittee  on  Military  Afbirs,  sabmitted  the 

following 

REPORT: 

[To  acoompaoy  S.  2005.] 

The  Gommittee  on  Military  Affairs,  to  whom  was  referred  the  bill 
^.  2005)  to  remove  the  charge  of  desertion  from  the  military  record  of 
George  W.  fiardwick,  have  duly  considered  the  same' and  submit  the 
following  report  : 

This  bill  directs  the  Secretary  of  War  to  remove  the  charge  of  deser- 
tion froin  the  record  of  George  W.  Hardwick,  late  of  Gompauy  F,  Forty- 
third  Regiment  Indiana  Volunteer  Infantry,  and  to  issue  to  him  an  hon- 
orable discharge.  Your  committee  referred  the  bill  to  the  Secretary  of 
War  for  the  record  of  said  soldier,  and  have  received  the  following  reply 
and  accompanying  record,  to  wit: 

War  Department, 
«  Washington  City,  April  30,  1890. 

Sir:  In  corapliance  with  your  request,  I  faave  the  honor  to  transmit  herewith  a 
report  from  the  officer  in  charge  of  the  record  and  pension  division  of  this  Depart- 
ment, relative  to  Senate  hill  ^^5,  Fifty-first  Congress,  first  session,  in  the  case  of 
George  W.  Hardwick,  late  of  Company  F,  Forty-third  Indiana  Volunteers. 
Very  respectfully, 

L.  A.  Grant, 
Assistant  Secretary  of  War, 

Hon.  F.  M.   COGKRELL, 

United  States  Senate. 


Record  and  Pension  Division, 

ApHl  30,  1890. 

case    op    GEORGE  (W.)  HARDWICK,    LATE    PRIVATE    COMPANY    F,    FORTY-THIRD    IN- 
DIANA VOLUTBERS. 

George  Hardwick,  private  Company  F,  Forty-third  Indiana  Volunteers,  was  en- 
rolled on  August  29,  1861,  to  serve  three  years,  and  was  mustered  out  on  February 
25,  1864,  to  take  effect  on  January  31, 1864,  to  re-enlist  as  a  veteran.  He  re-enlistetl 
as  a  veteran  volunteer  on  February  1, 1864,  and  was  honorably  mustered  out  with  the 
company  on  June  14,  1865,  when  he  received  a  discharge  certificate. 

On  the  official  records  he  was  charged  with  having  been  absent  in  desertion  fh>m 
August  10  to  17,  1864 ;  but  upon  an  investigation  of  the  case  the  charge  of  desertion 
of  August,  1664,  against  this  soldier  has  been  removed,  and  ''absence  without  leave 
from  on  or  about  August  10, 1864,  to  August  1^,  1864/'  has  been  substituted  for  said 
charge. 

No  charge  of  desertion  now  stands  against  the  record  of  this  soldier. 

Bespeotiully  submitted. 

F.  C.   AiNSWORTH, 

Captain  and  Assistant  Surgeon,  U,  8.  Army, 
The  Secretary  of  War. 
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This  Bhows  the  absurdity  of  soldiers  and  their  attorneys  causing  the 
preseutatiou  of  so  mauy  private  bills  to  correct  and  cfaan  ^fe  the  records 
of  the  War  Department,  when  that  Department  has  ample  power  in 
most  tueritorioas  cases  to  afford  all  proper  relief.  No  relief  being  neces- 
sary in  this  case,  your  committee  report  the  bill  back  to  the  Senate, 
and  recommend  that  it  be  indefinitely  postponed. 
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1st  Session.      J  \  No.  869. 


IN  THE  SENATE  OF  THE  UNITED  STATES. 


May  7, 1890. — Ordered  to  be  printed. 


Mr.  OoCKBELL,  from  the  Committee  on  Military  Afbirs,  submitted  the 

following 

REPORT: 

[To  accompany  S.  2277.'] 

The  Committee  on  Military  Affairs,  to  which  was  referred  the  bill 
(S.  2277)  for  the  relief  of  Andrew  0.  Adams^  have  duly  considered  the 
same,  and  sabmit  the  following,  report : 

This  bill  directs  the  Secretary  of  War  to  remove  the  charge  of  deser- 
tion from  the  name  of  Andrew  C.  Adams,  alias  G^H>rge  Abbott,  of  the 
State  of  Washington,  late  of  Company  A,  Eighth  United  States  In- 
fantry, Mexican  war. 

No  papers  accompanied  the  bill,  and  your  committee  referred  the 
same  to  the  Sexsretary  of  War  for  information  and  report,  and  received 
from  the  Secretary  of  War  the  following  letter  and  accompanying  re- 
port from  the  Adjutant-Ceneral : 

War  Dbpartmbnt,  Waahingtonf  April  8, 1890. 

Sir  :  I  return  herewith  Senate  biU  2277,  for  the  relief  of  Andrew  C.  Adams,  referred 
to  this  Department  on  the  8th  nltimo,  and  invite  yonr  attention  to  ttie  inclosed  report 
of  the  Actmf^  Adjatant-General,  dated  the  5th  instant,  on  the  bill,  in  view  of  which 
the  Department  can  not  recommend  favorable  action. 
Very  respectfully, 

^  Redfield  Proctor, 

Secretary  of  War. 
Hon.  JossPH  R.  Hawu&y, 

Chairman  Ccmmitiee  on  Military  AJfavn,  United  States  Senate. 


War  Departmskt,  Adjutaitt-Genbral's  Office, 

fVaahingtonf  April  5,  1890. 

Sir  :  I  have  the  honor  to  retam  herewith  bill  (8.  2277)  for  removal  of  charge  of 
desertion  from  record  of  Andrew  C.  Adams,  alias  George  Abbott,  Company  A,  Eighth 
United  States  Infantry,  etc.,  and  in  compliance  with  request  of  the  chairman  of  the 
Committee  on  Military  Affairs,  United  States  Senate,  to  report  that  Andrew  C. 
Adams,  a  private  of  Company  A,  Eighth  United  States  Infantry,  enlisted  May  1, 
1847,  to  serve  during  the  war  with  Mexico,  deserted  April  9,  1848,  while  in  Mexico, 
and  is  still  a  deserter  at  large. 

The  case  of  this  man  is  not  covered  by  the  provisions  of  section  6,  act  of  Congress 
of  March  2,  1889— the  only  law  on  the  subject  of  removal  of  charge  of  desertion  in 
case  of  soldiers  of  the  Mexican  war — for  the  reason  that  this  man  did  not  serve 
faithfully  until  July  4,  1848. 

In  justice  to  other  enlisted  men  of  the  regular  Army  of  the  Mexican  war,  whose 
status  is  the  same  as  that  of  this  man,  I  can  not  recommend  favorable  action  in  this 
individual  case. 

Very  respectfully, 

C.  McKebver, 
Acting  A^utant-General. 

The  Secretary  of  War. 
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2  ANDREW   C.    ADAMS. 

From  this  report  it  is  seen  that  Mr.  Adams  euIiRted  May  1, 1^7,  to 
serve  daring  the  Mexican  war,  and  deserted  April  9, 1848,  while  in  Mex- 
ico ;  never  returned  to  his  command,  and  has  never  given  any  acooont 
of  bis  reasons  for  absenting  himself  from  it.  So  far  as  yoar  committee 
cah  see,  there  is  no  possible  gronnd  upon  which  be  oa^rht  to  be  relieved 
from  this  charge  of  desertion  which  rests  against  him  and  which  has 
rested  against  him  for  the  last  forty  years. 

Your  committee  therefore  report  the  bill  back  to  the  Senate  and 
recommend  that  it  be  indefinitely  postponed. 
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IS  THE  SENATE  OF  THE  UNITED  STATES. 


May  7, 1890.— Ordered  to  be  printed. 


Mr.  OOGEBELL,  from  the  Coiiiniitt.ee  on  Military  Affairs,  sabmitted  the 

following 

» 

REPORT: 

[To  accompany  S.  641.1 

The  Senate  biirC41,  for  the  relief  of  Henry  Jadge,  of  Ashland,  Oregon, 
directs  the  Secretary  of  War  to  pay  to  said  Judge,  out  of  any  money  in 
in  the  Treasury  not  otherwise  appropriated,  the  sum  of  $3,780,  in  full 
of  a  claim  for  ninety  equipments  furnished  by  him  to  Company  A,  First 
Regiment  of  Oregon  Cavalry  Volunteers,  equipped  at  Jacksonville,  in 
southern  Oregon,  in  the  latter  part  of  the  year  1861,  or  the  early  part 
of  1862,  each  of  said  equipments  consisting  of  saddle,  bridle,  halter, 
and  spurs,  by  order  of  the  United  States  Government,  during  the  war 
of  the  rebellion,  at  the  agreed  price  of  $42  for  the  equipments  so  fur- 
nished. 

This  bill  would  indicate  very  clearly  upon  ita  face  that  these  equip- 
ments had  been  furnished  at  the  instance  and  upon  the  order  of  the 
United  States  Government,  or  some  officer  of  such  Government  duly 
authorized  to  make  such  order.  In  connection  and  in  support  of  the 
bill  is  a  petition  or  letter  addressed  to  Senators  Dolph  and  Mitchell  and 
Eepresentative  Hermann,  and  numerously  signed  by  citizens  of  Jackson 
County,  Oregon,  earnestly  recommending  the  application  of  Henry 
Judge  for  the  payment  of  his  claim  for  equipments  which  they  are  in- 
formed and  believe  he  furnished  to  Company  A,  First  liegiment  Ore- 
gon Cavalry  Volunteers,  and  they  testify  to  having  known  Mr.  Judge 
personally  and  that  his  reputation  for  truth  and  veracity  and  for  hon- 
esty is  beyond  reproach,  and  that  he  in  an  honest,  sober,  industrious  man, 
and  his  statements  worthy  of  full  faith  and  credit,  and  they  say  they 
are  informed  and  believe  that  he  furnished  such  equipments  as  be  al- 
leges, and  has  never  received  any  pay  therefor,  and  that  he  is  entitled 
thereto,  and  urging  that  steps  may  be  taken  to  secure  the  payment  of 
said  claim  which  he  '^  needs  in  his  old  age  and  Uncle  Sam  is  amply 
able  to  pay.'' 

In  connection  with  this  petition  is  the  affidavit  of  Henry  Judge, 
made  on  the  13th  of  May,  1889,  in  which  he  states  that  he  is  sixty 
years  of  age  and  a  saddle  and  harness  maker  by  trade,  and  tbat  late 
in  the  year  18G1,  or  early  in  the  year  1862,  at  Jacksonville,  in  Jackson 
County,  Oregon,  he- 
contracted  and  agreed  with  R.  F.  Manry,  then  lieutenant  colonel  and  afterwards  colo- 
nel of  the  First  Regiment  of  Oregon  Cavalry  Volunteers,  to  furnish  equipments,  con- 
sisting of  saddle,  bridle,  nalter,  and  spurs  each,  for  certain  couipanies  and  parts  of 
companies  of  said  regiment,  at  the  agreed  price  of  $42  for  each  equipment  so  furnished, 
and  with  the  understanding  that  the  said  sum  should  be  deducted  from  the  salaries 
of  the  soldiers  so  furnished,  at  the  time  when  they  should  be  paid  off,  said  colleotioiL 
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H  that  Colouel  Maury  was  duly  commiBsioned  ud 

Knthorized  to  make  nuch  contract  and  still  have  every  reason  to  believe  tbat  aitchvaa 
tbe  case.  He  was  at  that  time  enliiitiQK  a  Tegiiueiit  of  men  tiiKlur  a  L'nited  StalM 
eoniminion,  and  I  believed  arid  still  iK-lluvHtbat  I  niudeftliDg  witti  the  United  StaW* 
Qovernment  tbroDgh  its  duly  atilliurizud  ageut. 

I  iindentood  also  tbnt  the  reasOD  why  eiiuipDieDta  were  beinj;  secured  and  farDiahed 
in  this  way,  was  tbe  Keoerol  iiwlalion  or  tliJs  i>orttoii  of  the  coantry,  the  tioremnieiit 
suppliee  being  so  far  distant ;  the  nocesaity  for  tbeiminediatee<{nipiuent  of  the  troops, 
in  ooniteqnence  of  the  onitettled  condition  of  affairs  with  the  ludians,  which  woold 
not  ailmit  of  the  delay,  tbe  eiistcnce  of  the  war  of  the  rebellion  repairing  the  atten- 
tion of  tbe  OoTemment,  so  far  away  from  this  tbe  most  distant  frontier.  The  lack 
of  tranaportation  facilities,  tbiire  boing  do  Taltroada  and  scarcely  any  wagon  roads, 
making  the  shipment  of  supplies  alow,  uncertain,  and  very  ezpenaive. 

He  theii  goes  oa  to  state  about  tbe  periloaa  times  atid  that  be  was  s 
yoDDg  man,  just  Btartiug  ia  business,  aod  fall  of  a  patriotic  desire  to 
aid  liis  couDtry,  and  lia<I  to  go  in  debt  for  his  material  from  whicb  to 
maiiafacture  the  eqnipmeuts,  and  that  the  loss  of  the  monej  ander  the 
circnmstances  embarrassed  bioi,  as  he  had  to  pay  a  higli  rate  of  interest 
and  had  to  pay  a  high  price  for  vorkmen  ia  his  shop,  and  then  says  he — 
famished  as  abore  stated  for  a  portion  of  Company  D  and  a  part  of  Company  F  fix 
whicb  I  received  m^  pay,  and  for  the  whole  of  Company  A,  oommaiKled  by  Captain 
Bmiley  Harris,  ninety  men,  for  which  I  have  never  receiveil  a  cent  of  compenaatios 
in  any  manner  whatever,  and  there  is  now  due  me  tbe  full,  Jnst,  Mid  true  sum  of 
^,7ti0  of  the  principal,  together  with  a  reasonable  rate  of  interest  therefor. 

He  farther  says  that  be  bas  understood  and  believe  that  Captain 
Smiley  Harris,  of  said  company,  collected  the  amouuts  from  tbe  sol- 
diers of  his  company,  and  from  what  he  has  learned  of  his  character  be 
bas  no  doubt  he  squandered  it  ia  gambUng  and  disBipatioo.  He  then 
complains  of  his  great  loss  and  that  be  has  beeu  deprived  of  this  money 
for  twenty-eight  years,  and  says : 

The  payment  of  this  claim  woulil  not  only  make  me  feel  that  my  patriottstn  had 
not  been  wasted,  but  that  1  bad  at  that  time  deposited  that  amonnt  with  a  b*Gb  aod 
honest  banker  by  which  a  competence  has  beeu  aaanred  In  this  my  old  age. 

He  further  states  that  he  knew  but  very  little  of  Captain  Harris 
prior  to  his  going  into  the  regiment,  and  as  bis  contract  was  with 
Colonel  Maury,  and  had  no  tbonght  that  any  one  else  nonld  be  permit- 
ted  to  do  otherwise  with  tbe  money  than  to  pay  it  over  to  him  ;  that  he 
is  still  tbe  owner  of  tbe  claim,  and  has  never  iK'fore  made  any  applica- 
tion for  its  payment,  and  would  not  now,  but  that  be  bas  grown  old  and 
is  getting  feeble,  and  that  in  justice  to  himself  and  his  family  it  is  bis 
duty  to  do  so ;  and  that  C.  B.  Watson,  of  Ashland,  Oregon,  is  bis  true 
and  lawful  attorney,  duty  employed  and  empowered  and  aotborized  to 
do  all  things  in  his  name. 

This  statement  is  sworu  to  before  said  O.  B.  Watson,  on  the  I3th  of 
March,  1889. 

The  evidence  presented  consists  of  the  following  affidavits: 

(1)  Aden  C.  Spencer,  sworn  tu  before  said  attorney,  C.  B.  Watson,  a 
notary  public  for  Oregon,  who  slates  that  bo  was  a  private  in  Company 
A,  First  Regiment  Oregon  Cavalry,  and  served  three  years  in  said  com- 
pany ;  that  Colonel  Maury  was  lieu  ten  ant- col  on  el  of  said  regiment  and 
afterward  colonel,  and  Smiley  Harris  was  captain  of  said  cooipany 
until  ho  was  forced  to  resign  because  of  his  dissipated  and  untrust- 
worthy habits,  and  then  says ; 

Henry  Jndge  supplied  said  company  with  equipments,  saddle,  bridle,  halter,  and 
spurs,  for  which  it  was  iiudiTHtootl  tliat  each  wldier  so  siipnlied  should  pay  ont  of 
bi»  nalury  the  price  of  ti2.  We  recpived  no  pay  until  we  had  nerved  16  monthH.  and 
on  our  pay-day  Captain  8miley  sat  ntthe  tiiblt!  and  as  each  suldier'a  name  was  called 
he  presented  the  claim  for  said  equipment  and  deducting  it  from  th«  soldier's  woges^ 
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retained  said  |42,  and  I  understood  that  he  was  aathorised  to  retain  said  sam  and  pay 
it  oyer  t.o  Mi  Jad^e,  and  for  a  long  time  thereafter  supposed  it  bad  been  paid,  bat  enb^ 
seqneiitly  learned  it  had  not  been  paid^  and  from  my  Knowledge  of  the  oharacter  of 
Captain  Harris  I  haye  no  donbt  he  squandered  said  money. 

.  (2)  S.  F.  Maary^  a  resident  of  Jackson  Ooonty  since  1852,  says : 

I  was  appointed  lieutenant-colonel  of  the  First  Regiment  Oregon  Cavalry  Volun- 
teers in  October,  1861,  and  was  subsequently  promoted  to  colonel  of  the  same  regi- 
ment. In  1861 1  was  authorized  to  raise  a  regiment  of  Oregon  Caralry  Volunteers 
with  the  understanding  that  the  men  should  equip  themselves  with  horses,  bridles, 
saddles^  halters,  and  spurs.  Most  of  the  men  who  were  so  enlisted  were  unable  to 
furnish  such  equipments,  and  those  who  were  able,  except  in  a  few  instances,  declined 
to  enlist.  In  order  to  make  up  the  regiment  it  iieoame  necessary  to  procure  such 
equipment  for  them,  which  was  done  under  contract  between  those  who  furnished 
the  equipment  and  myself  on  behalf  of  the  men,  I  acting  officially  as  lieutenant- 
colonel  and,  with  the  consent  of  the  men,  promising  and  agreeing  that  apro  rata  of  each 
soldier's  pay  should  be  wiiihheld  on  each  pav-day  and  applied  in  payment  of  his  equip- 
ment until  such  equipment  should  be  paia  for,  the  captain  of  each  company  being 
instructed  to  retain  such  pro  rata  of  pay  and  to  pay  over  the  same  to  the  person  with 
whom  the  contract  to  furnish  such  equipment  was  made. 

In  pursuance  with  this  agreement  I  contracted  with  [Qenry  Judge,  who  at  that 
time  nad  a  harness  and  saddle  shop  at  Jacksonville,  of  said  county  and  State,  to 
furnish  saddle,  bridle,  halter*  and  spurs  to  each  man  so  enlisted  who  did  not  have 
them,  at  the  agreed  price  of  $4^  for  each  equipment  furnished,  with  the  understand- 
ing that  the  captains  of  the  companies  so  furnished  should  pay  over  to  Mr.  Jud^e  the 
money  in  accordance  with  such  agreement.  I  know  that  in  pursuance  of  that  con- 
tract Mr.  Judge  furnished  full  equipment  for  company  A  of  my  regiment,  com- 


believe,  that  no  part  of  the  obligations  duo  from  company  A  (Captiin  Harris)  to  Mr. 
Judge  has  ever  been  paid.  The  number  of  equipments  furnished  by  Mr.  Judge  to 
company  A  was  something  between  90  and  100,  perhaps  about  ninety-three  men  were 
so  equipped  by  him,  auff  from  the  best  of  my  recollection  and  belief  Mi.  Judge's 
claims  for  ninety  equipments  fur  company  A  at  $42  each  is  just. 

He  then  bears  testimony  to  the  good  character  of  Mr.  Jadge  and  to 
the  bad  reputation  of  Captain  Harris.  This  is  verified  before  Sila«  J. 
Day,  notary  public. 

(3)  W.  T.  Lever  says: 

I  was  orderly  sergeant  of  company  A,  Capt.  Smiley  Harris,  First  Oregon  Volunteer 
Cavalry^  I  tbink  for  the  last  two  years  of  the  service.  The  said  regiment  was 
formed  m  1861.  I  know  that  Mr.  Judge  furnished  the  equipments,  i.  a.,  saddles, 
bridles,  halters  and  spurs  for  said  companv,  with  the  understanding  that  the  contract 
price  therefor  should  be  deducted  from  the  soldiers'  wages,  pro  rata  each  pay  day, 
until  the  contract  price,  ^2,  should  be  fully  paid.  The  captain,  Harris,  was  to  re- 
ceive, and  did  receive,  the  money  which  was  deducted  from  the  soldiers'  wages  as 
aforesaid,  and  was  under  instructions  to  pay  over  to  Mr.  Judge  on  said  contract,  $42 
for  each  man—about  ninety  men. 

And  further  says  that  Mr.  Judge  performed  his  part  of  the  contract, 
and  that  Captain  Smiley  Harris  was  dissipated,  dishonest,  and  untruth- 
ful, and  he  believes  that  Mr.  Judge  never  received  any  of  his  pay  from 
Captain  Harris ;  that  Harris  got  the  money  and  gambled  it  off. 

(4)  William  Bybee  bears  testimony  to  the  good  reputation  of  Mr. 
Judge,  and  says  he  knew  Capt.  Smiley  Harris,  of  Company  A,  and 
that  he  was  dissipated ;  that  money  intrusted  to  him  was  liable  to  bo 
gambled  off  and  squandered ;  that  Mr.  Judge  furnished  equipment  for 
certain  companies  of  the  regiment,  but  does  not  know  the  particutars. 

(5)  David  Linn  bears  testimony  to  the  good  character  of  Henry 
Judge  and  to  the  bad  reputation  of  Captain  Harris. 

Then  there  is  a  statement  headed  ^^  J.  Miller,  being  first  duly  sworn,'' 
etc.,  and  testifying  to  the  good  character  of  Mr.  Judge  and  the  bad 
character  and  gambling  habits  of  Capt.  Smiley  Harris,  but  the  state- 
ment is  not  signed  or  verified  in  any  way  by  a  judicial  ofQcer. 
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(6)  Max  Muller  testifies  to  the  good  character  of  Henry  Judge,  aod 
that  he  famished  equipment  for  certain  companies  of  the  First  Regi- 
ment Oregon  Cavalry  Volunteers,  but  does  not  recall  the  details.  He 
testifies  to  the  bad  character  of  Captain  Harris,  whom  he  knew  from 
1855  up  to  the  time  of  the  war,  and  knows  he  was  dissipated  and  a 
gambler,  and  his  reputation  for  honesty,  truth,  and  veracity  was  bad. 

(7)  Silas  J.  Day  testifies  to  the  good  character  of  Mr.  Jodge,  and  the 
good  character  of  Colonel  Maury  and  W.  T.  Lever,  and  also  that  he 
knew  Capt.  Smiley  Harris,  and  his  reputation  for  honesty,  etc,  was  bad; 
that  he  was  dissipated,  dishonest,  and  a  gambler,  and  then  says  $42  was 
a  reasonable  charge  for  a  saddle,  bridle,  halter,  and  spurs  in  1861-'62. 

The  bill  was  referred  to  the  Secretary  of  Wsir,  who  replied  under  date 
of  February  25, 1890,  that 

• 

The  claim  in  qnestion  was  submitted  to  this  Department  by  Hon.  John  H.  Mitcheil, 
United  States  Senator,  April  6, 1889,  and  an  myestigatiou  then  made  -ehows  that 
neither  the  Ordinance  nor  Quartermaster's  Department  furnishes  any  infortnation 
upon  the  subject,  but  the  muster-in  roU  of  Company  A,  First  Regiment  Orei^on  Cav- 
alry Volunteers,  dated  November  27, 1861,  shows  that  eighty  men  uamfid  therein  fur- 
nished their  horses  and  eouipment  when  mustered  into  the  service,  at  a  utated  valu- 
ation of  |25  to  $40  in  each  case  for  equipments,  and  that  .the  sub(«eqaeat  rolls  of  the 
company  indicate  that  the  men  wei*e  paid  from  time  to  time  for  their  uae. 

This  constitutes  the  whole  case.  Lapse  of  time  very  greatly  clouds 
the  memory  of  man.  This  claimant  doubtless  imaging  or  believed  be 
had  furnished  equipments  for  ninety  men  in  Company  Aof  said  regiment. 
Col.  Maury  testifies*  that  the  number  of  equipments  furnished  by  Mr. 
Judge  to  Company  A  was  somewhere  between  90  and  100;  <<  perhaps 
about  ninety-three  men  were  so  equipped  by  him."  W.  T.  Lever  thinks 
there  were  about  ninety  men,  whereas  the  official  record  ma<]e  at  the 
time  when  the  men  were  duly  mustered,  as  quoted  from  the  report  of  the 
Secretary  of  War,  shows  that  there  were  only  eighty  men,  who,  upon 
the  muster- roll,  claim  to  have  furnished  their  own  horses  and  equip- 
ment when  they  were  mustered  into  the  service,  and  that  the  valuation 
was  from  $25  to  $40  in  each  case  for  equipment. 

Upon  what  principle  can  this  claimant  be  paid  for  the  equipment  so 
furnished?  The  colonel  of  the  regiment  who  made  the  contract  with 
him,  and  the  witnesses  Spencer  and  Lever,  the  only  ones  who  have  per- 
sonal knowledge  of  the  transaction,  testify  explicitly  that  it  was  the 
contract  and  agreement  that  Mr.  Judge  should  be  paid  from  the  pro 
rata  pay  of  each  soldier,  to  be  withheld  on  each  pay  day  until  the  equip- 
ments were  paid  for,  and  that  the  captain  of  each  company  was  author- 
ized and  instructed  to  retain  such  pay  and  pay  it  over  to  the  person 
with  whom  the  contract  to  furnish  the  equipments  was  made,  and  that 
under  this  agreement  with  Judge  he  furnished  the  equipments  with  the 
understanding  that  the  captains  of  the  companies  so  furnished  should 
pay  over  to  Mr.  Judge  the  money  in  accordance  with  such  agreement. 

Mr.  Lever,  who  was  the  orderly  sergeant  of  the  company,  says  that 

Mr.  Judge  ftirnished  the  equipments  with  the  understanding  that  the  contract  price 
should  be  deducted  from  the  soldiers'  wages  each  pay-day  until  the  contract  price, 
842,  should  be  fully  paid,  and  that  Captain  Harris  was  to  receive  and  did  receive  the 
money,  which  was  deducted  from  the  soldiers'  wages  as  aforesaid,  and  was  under  in- 
structions to  pay  it  over  to  Mr.  Judge  on  said  contract. 

Mr.  Aden  O.  Spencer  was  a  private  in  Company  A,  and  says  expressly 
that  it  was  understood  each  soldier  so  supplied  should  pay  out  of  his 
salary  the  price  of  the  equipment,  and  that  when  they  were  paid  the 
amount  was  retained  from  their  salaries;  that  he  understood  that 
Captain  Harris  was  authorized  to  retain  the  amount  and  to  pay  it  over 
to  Mr.  Judge.    There  can  therefore  be  no  question  that  Mr.  Judge  at 
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the  time  relied  upon  the  soldiers  and  officers  for  his  pay  for  the  equip- 
ments,  and  the  fact  that  he  never  presented  any  claim  either  agaiust 
the  State  of  Oregon  or  the  United  States  for  about  28  years  after  the 
transaction  shows  conclusively  that  he  did  not  rely  upon  any  liability 
of  the  United  States  for  compensation  for  those  articles  If  this  claim 
is  paid  as  a  legitimate  and  proper  demand  against  the  United  States, 
then  any  and  all  kinds  of  claims  for  army' supplies  sold  to  any  officer 
or  soldier  can  be  presented  with  equal  force  and  with  equal  right  to 
payment. 

It  is  very  strange  that  this  claimant  did  not  press  his  demand  upon 
Captain  Harris  at  the  same  time  he  was  paid  for  the  equipments  fur- 
nished to  members  of  Companies  D  and  F.  He  furnished  these  two 
companies  upon  the  same  terms  precisely.  When  the  pay-day  came, 
and  the  soldiers  were  paid,  the  amount  for  the  equipments  was  retained 
out  of  their  pay  and  was  paid  over  to  him,  and  this  was  clear  notice  to 
him  that  the  same  thing  had  occurred  with  Company  A,  and  it  is 
strange  that  he  did  not  call  upon  Captain  Harris  for  the  amount. 

There  is  no  evidence  ftom  Captain  Harris  as  to  what  he  did  with  the 
money,  whether  he  paid  it  over  to  the  claimant  or  not. 

In  no  view  of  this  case  therefore  cau  the  claim  of  Mr.  Judge  against 
the  United  States  be  recognized  aa  valid  or  just 
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Mat  7, 1890.^Ordered  to  be  printed. 


Mr.  Wilson,  of  Maryland,  from  the  Committee  on  Claims,  submitted 

the  following 

REPORT: 

[To  aocompany  S.  2310.] 

The  Committee  on  Claims,  to  whom  was  referred  the  bill  (S.  2310)  for 
the  relief  of  M.  A.  Fnlton,  Silas  Staples,  aud  the  other  sureties  upon 
the  official  bond  of  James  D.  Beymert,  executed  iu  favor  of  the 
United  States  on  the  7th  of  February,  1860,  as  receiver  of  public  moneys, 
have  considered  the  same,  and  beg  leave  to  report  as  follows : 

On  the  7th  of  February,  1860,  James  I>.  Reymert  gave  bond  to  the 
ITnited  States  iu  the  penal  sum  of  $200,000,  as  receiver  of  public 
moneys  for  the  district  of  lands  subject  to  sale  at  Hudson,  Wis.,  with 
thirty-eight  sureties,  for  whose  relief  this  bill  has  been  introduced. 
When  this  bond  was  given  the  location  of  the  office  to  be  filled  by  Mr. 
Keymert  was  at  Hudson.  It  was  shortly  after  removed  by  the  Gov- 
ernment 40  miles  away  to  St.  Croix  Falls,  much  to  the  dissatisfaction 
and  to  the  greatly  increased  risk  of  the  sureties.  Hudson  was  a  com- 
paratively settled  and  orderly  community.  At  St.  Croix  Falls  there 
were  very  few  white  people,  and  the  surrounding  population  consist^ed 
mainly  of  Indians,  half-breeds,  and  lawless  men. 

Early  in  1861  there  were  many  burglaries  in  that  section,  and  rob- 
beries of  iron  safes  were  frequent.  The  sureties  of  Reymert,  knowing 
that  the  safe  iu  his  office  was  old  and  insecure,  wrote  to  the  then  Sec- 
retary of  the  Treasury,  apprising  him  of  the  risks  of  the  public  money 
at  that  point ;  in  response  to  which  the  Secretary  replied  that,  in  con- 
sequence of  the  warnings  given,  he  had  drawn  nearly  all  of  the  money 
out  of  the  office  at  St.  Croix.  It  seems  that  whilst  he  had  drawn  for  all 
the  other  public  money  in  the  depository,  he  had  failed  to  include  the 
money  received  for  public  lands.  At  any  rate,  Mr.  Beymert's  office  did 
not  escape  from  the  depredations  of  the  tbieves  around  St.  Croix  Falls, 
;but  it  was  about  this  time  robbed,  and,  though  the  papers  in  the  case 
<do  not  show  the  amount  stolen,  it  doubtless  helped  to  create  any  short- 
:age  in  his  accounts,  for  which  judgment  was  afterward  rendered  against 
Ihis  sureties. 

After  Mr.  Reymert  ceased  to  be  receiver  of  public  moneys  at  St.  Croix 
Falls  he  removed  to  Kew  York,  and  judgment  was  there  obtained  against 
bim  upon  his  said  bond.  Tiie  sureties  were  sued  in  the  United  States 
fConrt  at  Milwaukee,  eniployed  counsel,  tiled  pleas,  some  of  them  at- 
tended the  court  there  at  several  of  its  terms,  aud  the  case  wiis  several 
times  set  down  for  trial,  but  was  not  tried.  A  jury  was  once  empaneled, 
but  the  Government  was  compelled  to  withdraw  a  juror,  not  being  able 
to  make  out  its  case.    Finally,  in  the  absence  of  the  sureties^  whQC^\\$^ 
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to  receive  a  notice  that  a  trial  was  intended,  the  Government  obtained 
a  judgment  on  the  2d  of  Jnne,  1868,  for  $6,000,  the  8am  of  money  al- 
leged to  be  due,  and  $2,460  interest  and  costs.  Reymeri  always  claimed 
that  he  had  sufi^cient  set-offs  to  balance  his  account  with  the  GoTern- 
ment,  but  these  or  any  other  defenses  were,  of  course,  cut  oflf  by  this 
judgment,  which  was  in  effect  a  judgment  by  default. 

There  are  other  important  facts  connected  with  the  case.     On  the  15th 
of  July,  1861,  Reymert  and  his  wife  executed  two  deeds  to  Peter  F. 
Wilson,  an  agent  of  the  Treasury  Department,  as  trustee  for  the  Sec- 
retary of  the  Treasury,  in  consideration  of  the  sum  of  $6,000  claimed  to 
be  due  from  said  Reymert,  as  such  depositary,  for  a  parcel  of  land  in 
St.  Croix  County,  and  for  a  parcel  of  land  in  Douglas  County,  and  for 
two  lots  of  ground  in  Superior  City,  also  in  Douglas  County,  Wis. 
Each  deed  was  properly  acknowledged  an(l  duly  recorded  in  the  proper 
courts.    These  lands  were  so  conveyed  in  trust  to  indemnify  and  secure 
the  United  States  against  any  loss  on  account  of  any  balance  found  to 
be  due  the  United  States  after  a  full  settlement  of  the  said  lieyraert's 
accounts  as  such  depositary.    As  the  above  deeds  contained  no  power 
of  sale,  Reymert  and  wife  execut^id  a  new  deed  on  the  16th  of  Feb- 
ruary, 1869,  to  a  certain  Henry  A.  Wilson,  as  trustee  for  the  same 
property  and  upon  the  same  trusts,  with  a  power  of  sale  therein,  and 
Peter  A.  WQson,  the  original  trustee,  executed  a  deed  confirmatory  of 
the  title  of  the  said  Henry  A.   Wilson,  the  new  trustee,  who  duly 
accepted  his  trusts. 

By  the  direction  of  the  Solicitor  of  the  Treasury,  all  of  the  property 
thus  conveyed  was  offered  for  sale  by  the  trustee  in  the  year  1809,  but 
only  one  piece,  that  in  St.  Croix  County,  wasHBold.  This  parcel  was  pur- 
chased by  one,  John  J.  Watson,  a  land  speculator  then  prospecting  in 
that  region,  for  the  sum  of  $9,100.  He  paid  down  $3,033.33,  and  gave 
his  two  notes  of  equal  amounts  for  the  balance,  payable  in  one  and  two 
years,  and  secured  by  mortgage  on  the  property  sold;  all  of  which  was 
in  accordance  with  the  terms  of  sale.  This  mortgage  appears  to  have 
been  given  directly  to  the  United  States.  The  amount  bid  for  this  tract 
being  sufficient  to  satisfy  the  judgment,  no  steps  were  taken  to  sell  the 
other  parcels.  That  this  was  a  bona  fide  sale,  and  that  the  price  for 
which  it  was  sold  was  then  considered  about  its  real  value,  are  evi- 
denced by  the  large  cash  payment  ma<le,  and  by  the  further  fact  that  a 
perfectly  responsible  man,  well  known  in  the  neighborhood,  was  a  bid- 
der to  an  amount  nearly  equal  to  that  at  which  it  was  struck  off  to 
Watson. 

The  sureties,  almost  all  of  whom  lived  in  St.  Croix  County,  seeing 
that  one  parcel  o^*  the  land  thus  conveyed  in  trust  had  sold  for  more 
than  enough  to  secure  the  indebtedness  for  which  they  were  bound, 
and  that  there  were  three  other  parcels  in  reserve  as  further  security, 
and  feeling  assured  they  were  safe  from  any  further  risk,  were  content 
to  leave  the  case  in  the  hands  of  the  Government,  which  had  obtained 
the  title  to  all  the  principal's  real  estate,  and  had  assumed  upon  itself 
the  entire  management  of  the  property  which  it  held  pledged  for  the 
payment  of  its  debt. 

The  first  instalment  of  this  mortgage  fell  due  in  1870,  but  it  was  not 
foreclosed  till  1875.  Under  this  foreclosure  it  was  then  offered  for  sale 
by  the  Government  at  the  courthouse  door  at  Madison^  Wis.,  250 
miles  from  its  locality.  As  a  natural  result,  the  sureties  did  not  know 
that  the  property  had  even  been  exposed  for  sale  for  many  years  after- 
ward, and  no  sale  was  then  eftected.  This  mortgaged  parcel  was  never 
offered  for  sale  any  more  till  September  9,  1889,  when  it  only  brought 
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$731.  Twenty-DiDe  yeard  have  elapsed  since  the  original  deed  of  trnst 
was  given  for  the  benefit  of  the  United  States,  and  not  the  slightest 
effort  has  been  made  to  sell  the  three  parcels  of  land  in  Donglas  Oonnty. 
In  the  meantime  eighteen  of  these  sureties  are  dead,  either  leaving  no 
estates,  or  of  insignificant  amounts.  Others  are  either  insolvent  or  are 
in  parts  unknown.  Only  a  few — some  four  or  five — can  be  found  to  be 
oppressed  by  this  security  debt,  swelled  to  more  than  double  propor- 
tions by  accumulations  of  interest  through  the  failure  of  the  Govern 
ment  to  turn  into  money,  with  proper  diligence  and  promptness,  the 
property  in  its  hands  to  pay  this  debt.  Although  the  Government  may 
not  be  legally  responsible  for  its  laches,  yet  your  committ<ee  must  be- 
lieve that  it  was  further  delinquent  in  the  duty  it  had  assumed  in  not 
promply  pressing  forward  its  mortgage  against  Watson  as  soon  as  the 
credit  thereon  expired  instead  of  waiting  for  five  years.  If  it  had  done 
so,  your  committee  have  reason  to  believe  that,  in  the  peculiar  condi- 
tion of  the  land  market  then  •existing  in  and  around  Hudson,  this  par- 
cel would  have  so  largely  reduced  its  debt  that  the  sales  of  the  other 
parcels  would  have  left  little  or  none  of  it  unpaid.  The  Government 
having  failed  in  its  reasonable  duties  to  the  injury  of  these  sureties,  and 
having  waited  for  so  many  years  for  the  death,  dispersion,  or  insolvency 
of  nearly  all  of  them,  your  committee  think  the  few  who  are  left  to  bear 
this  burden  are  equitably  entitled  to  relief,  and  recommend  the  passage 
of  this  bill. 
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Mr.  Sawtsb,  firom  the  Oommittee  on  PensioiiBy  sabmitted  the  following 

REPORT: 

[To  aocompany  S.  1554. 1 

The  Gommittee  on  Pensions,  to  whom  was  referred  the  bill  (S.  1554) 
granting  a  pension  to  Evaline  A.  Noyes,  have  examined  the  same,  and 
report: 

This  is  a  bill  to  pension  Evaline  A.  Noyes,  widow  of  James  F.  Noyes, 
late  a  member  of  the  Tenth  Independent  Battery  of  Wisconsin  Light 
Artillery. 

The  widow  claims  that  her  husband  died  of  disease  contracted  in  the 
service  and  this  appears  to  be  the  fact.  The  adjutant-general's  report 
shows  that  he  was  sick  from  May  18  to  August  30, 1864,  and  that  he 
was  captured  and  a  prisoner  in  the  Confederate  prison.  When  he  en- 
listed he  was  a  practical,  hard-working  farmer,  and  there  is  abundant 
testimony  to  show  that  he  was  entirely  sound  when  he  enlisted.  He 
was  mustered  out  at  the  end  of  the  war  and  returned  to  his  home  broken 
in  health  and  continued  to  fail  until  he  died.  There  is  a  large  number 
of  affidavits  which  show  that  his  illness  was  continuous,  and  that  as  he 
grew  weaker  there  were  indications  of  dropsy,  and  of  this  he  finally  died. 
His  widow  claimed  that  he  died  of  dropsy,  but  was  unable  to  meet  the 
requirements  of  the  Pension|Office,  which  demanded  evidence  when,  how, 
and  where  he  incurred  this  disease. 

There  have  been  three  speciid  examinations,  and  the  report  in  each  in- 
stance is  favorable  to  the  claimant,  but  the  records  of  the  War  Depart- 
ment do  not  show  that  he  had  dropsy,  nor  is  there  any  medical  testi- 
mony-identifying this  disease.  It  is  enough  for  the  committee  to  know, 
as  is  positively  shown,  that  he  was  sound  when  he  entered  the  service, 
that  he  came  out  of  it  diseased,  and  that  he  was  sick  and  a  sufferer  to 
the  time  of  his  death . 

The  bill  is  tepoirted  favorably  with  a  recommendation  that  it  do  pass. 
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Mr.  Sawtkb,  from  the  Oommittee  on  PenHions,  submitted  the  fdJoviig 

REPORT: 

[To  aooompaoy  H.  H.  7876.  ] 

The  Committee  on  PensioDS,  to  whom  was  referred  the  bill  (H.  R. 
7878)  granting  a  pension  to  Irene  D.  Swan,  have  examined  the  sane 
and  reiK>rt: 

The  report  on  which  this  bill  was  passed  by  the  Hoase  is  ooncurreii 
in,  and  is  as  follows: 

The  Committee  on  Invalid  Pensions,  to  whom  wm  referred  the  bill  (H.  B.7979) 
gran  ting  a  pension  to  Irene  D.  Swan,  submit  the  following  report : 

The  ^neficiary  is  the  widow  of  Greorge  W.  Swan,  late  a  private  in  Coraptsf  1 
First  Regiment  California  Infantry  Volunteers.  The  soldier  enlisted  Aagoat  1^  1:^1 
and  was  discharged  September  9,  1866,  and  died  June  17, 1878.  .  ThAt  at  the  time  of 
his  death  he  bacl  an  application  for  a  pension  pending,  which  was  aabeeqoentlj  •!• 
lowed  and  a  pension  paid  up  to  the  time  of  his  death  for  Thenmatism  contracted  in 
the  service. 

The  widow  applied  for  a  pension,  but  the  same  was  rejected  for  the  reason  that  the 
disease  of  which  the  soldier  died,  *'  disease  of  the  bowels^''  was  not  dne  to  his  mili- 
tary service. 

The  fact  of  the  marriage^  that  the  soldier  in  his  military  service  contracted  rfaei- 
matism  and  suffered  from  it  till  his  death,  the  disease  rendering  him  incapable  o^ 
work,  reducing  him  in  flesh  and  strength,  are  all  undisputed.  The  physician  on  tbe 
death  of  the  soldier,  in  his  certificate,  gave  as  the  cause  of  death  **  innammatioa  of 
the  bowels." 

The  same  physician  in  his  affidavit  subsequently  made  states  that  he  was  thefsmily 
physician  of  said  soldier  during  the  last  five  years  of  his  life ;  that  he  knew  his  coo- 
dition  and  the  cause  of  his  death  ;  that  during  the  last  five  vears  of  his  lift  he  vas 
an  invalid,  his  disease  being  chronic  rheumatism  and  its  results. 

*'  Duriug  all  this  time  he  suffered  very  greatly,  and  was  unable  to  attend  to  any 
business  for  aJI  the  time  that  I  knew  him.  I  brieve  that  chronic  rheumatism  wi* 
the  remote  cause 
having  been  troubled 
immediate  cause  of  hi 
bowels  was  given  as  the  cause  of  death  ;  but  that  chronib  rheumatism  was  the  fir»l 
and  remote  cause  of  his  death  I  have  no  doubt." 

The  claimant  is  now  poor,  supported  in  part  at  least  hj  her  fHenda,  with  a  child 
dependent  upon  her. 

Your  committee  believe  that  it  would  have  been  correct  to  have  stated  that  chronie 
rheumatism,  the  disease  for  which  a  pension  Was  granted  op  to  the  time  of  hiadeativ 
was  the  cause  of  his  death. 

The  bill  is  reported  favorably,  with  arecommendatioii  that  it  do  pass. 
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Mr.  SAWTBBy  from  the  Ck>miiiittee  on  PensionSi  sabmitted  the  following 

REPORT: 

[To  accompany  H.  R.  6401.] 

The  Committee  on  Pensions,  to  whom  was  referred  the  bill  (H.  B. 
6401)  granting  a  pension  to  Mrs.  Fanny  W.  Mndgett,  have  examined 
the  same,  and  report : 

The  report  on  which  this  bill  was  passed  by  the  House  is  concurred 
in  and  is  as  follows : 

The  .Committee  on  Invalid  PensionB,  to  whom  was  referred  the  bill  (H.  R.  6401) 
granting  a  i>eoBion  to  Fanny  W.  Mudgett,  submit  the  following  report : 

Claimant  is  the  mother  of  Edward  F.  Adams,  a  member  of  the  Nineteenth  Wiscon- 
sin Infantry,  who  was  woanded  in  action,  and  died  December  10, 1864,  leaving  a 
widow  to  whom  he  was  married  bat  a  few  weeks.  The  widow  was  pensioned;  and 
died  May  14,  1870,  leaving  no  children. 

The  claimant  was,  daring  the  life  of  her  son,  said  Edward  P.  Adams,  mainly  sap- 
ported  by  him,  ho  being  her  only  son.  She  is  now  and  has  been  for  a  number  of  years 
in  very  destitute  circumstances,  and  is  now  very  old  and  has  but  a  few  years  at  most 
to.live,  and  your  committee  believe  it  only  right  and  jost  that  she  should  be  pen- 
sioned, and  would  recommend  that  her  name  be  placed  upon  the  pension  rolls,  sub- 
ject to  the  provisions  and  limitations  of  the  pension  laws. 

The  bill  is  reported  favorably  with  a  recommendation  that  it  do  pass. 


6l8T  CONGKKSS,  1 
1st  Session,      j 


IK  THE  SENA'ni:  OP  THE  UNITED  STATEa 


Hat  7,  lt»0.— Orderad  to  b«  printed. 

Ur.  Sawteb,  from  the  Gommittee  on  Pensions,  Bobmitted  the  foltovinE 
REPORT: 

[To  Moompuif  H.  B.  1456.] 

The  Cominittee  on  Pensions,  to  whom  iras  referred  the  bill(H.  R 
1456)  granting  a  penulon  to  Ira  E.  Smith,  have  examiued  tfae  same,  and 
report : 

The  report  on  which  this  bill  was  passed  by  the  Hoose  is  concarred 
ID,  and  is  as  follows : 

The  Committee  od  Invalid  Peosions  to  wbom  w«h  referred  tfae  bill  (H.  E.  ItiE) 
gTBDting  a  penBion  to  Irs  £.  Smith,  sabmit  tfao  tollowiiig  report : 

Ou  Ua^  19,  18M8,  Mr.  Ira  E.  Sniith  flitd  a.  claim  in  the  Pensiou  Office  on  secognt 
of  pilcH.  iniury  to  back,  reaulte  of  meMlea,  beart  diseaBe.  and  Kunehot  wound  of  left 
arm.  The  records  of  the  War  Department  show  him  to  liave  serrsd  in  Company  B, 
Fourth  WiBCOnsio  Cavalry,  from  November  7,  1861,  to  September  2,  le*&.  lo  hi« 
been  wounded  in  ft  ikirmisb  in  the  left  arm,  aud  to  have  been  in  boHpital  at  Bale- 
more  for  treatment  on  account  of  meanlea  doriug  the  winter  of  1861  ajid  18S£.  He  a 
also  HhowQ  xa  boepital  at  Slireveport,  La.,  in  JqIj,  IdtiS,  with  the  diagnosti  "mi- 
vslrBcent." 

In  support  of  bis  olaim  be  filed  the  teetimonj  of  the  hoipital  ateward  of  big  regi- 
ment  as  to  bis  treatioent  id  regimental  hnspital  on  aocoont  of  meaalee,  rullowedt^v 
disiuwe  of  beart  and  frequent  spells  offaintine,  and  also  onacooontof  Inmeneaar 
back  (with  frequent  cnpiiing  of  same),  dne  to  tieinr  thrown  from  hin  horm,  and  vn 
accoaot  of  a  tleub  wound  of  the  left  arm  near  the  sEoDlder.  The  oaptaio  of  bis  omd- 
pany  alHO  teatilies  that  Hr.  Bmith,  while  in  the  service,  was  thruwa  from  hia  haree, 
injiiriDK  hia  liack,  while  in  line  of  march  near  Alexandria.  Va. ;  that  be  was  tikes 
prisoner  at  Port  Hudson,  Va.,  June  14,  1B63  (borne  ont  by  War  Cteporttnen t  records), 
and  on  relum  to  his  command  complained  of  piles,  aud  that  in  the  winter  of  lOMioil 
ltj65  he  was  treated  la  camp  for  malaria,  piles,  lame  bauk,  and  heart  failure,  and  tbU 
of  the  man  J  fearless  soldiem  onder  his  command  none  were  snperior  to  Hr.  Sioitfa,  and 
Hon.  Kuuto  Nelson,  who  was  also  a  member  of  Hr.  Smith's  company,  teatiGee  to  Hr. 
Smith's  imprisonment  at  Port  Hudson  and  itaresalting  deb)litai:inf[  eSVcts,  and  totbs 
fact  of  his  bein);  thrown  from  his  horse,  inJnrlDg  his  back ;  and  he  alao  pays  him  a 
hiKh  tribute  as  a  iptllant  soldier. 

Mr.  Smith  is  now  a  resideut  of  the  State  of  Washin^on,  and  in  reply  to  reqaiie' 
menta  of  the  Pension  OfBce  to  prove  eontinnanoe  of  the  diseases  alleged  sinoe  dis- 
charge he  Blee  his  affidavit  declaring  his  inability  to  do  so.  It  is  shown  that  since 
Jnly,  1889,  he  has  been  a  charity  patient  of  the  Qood  Samaritan  Hoapital,  of  Port- 
land, Oregon,  saffering  from  obronio  oonvnlsions,  and,  at  times,  of  total  loas  of 
memory. 

hegeoera„j „  -..   -.  ,  __,.  , 

he  suffers  from  pilea,  injury  to  back,  and  disease  of  the  heart,  and  the  board  n 
him  at  fH  per  mouth  for  the  combined  disabilities. 

Had  he  furnished  the  proof  as  to  continuance  of  his  diseases  shown  to  be  of  Army 
oriirin,  the  Pension  Office  wnnld  have  to  allow  bis  claim. 

With  the  evidence  now  on  file  in  his  claim  it  is  dearly  shown  that  hia  ease  is  a 
meritorloae  one. 

The  bill  ia  reported  favorably,  witb  a  recommeadatioo  that  it  do 
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IN  THE  SENATE  OP  THE  UNITED  STATES. 


Mat  7f  1890.— Ordered  to  be  printed. 


Mr.  Sawteb,  from  the  Oommittee  on  PenBions,  sabmitted  the  fol- 
lowing 

REPORT: 

[To  accompany  H.  R.  2007.] 

The  Committee  on  Pensions,  to  whom  was  referred  the  bill  (H.  B. 
2007)  granting  a  pension  to  the  widow  of  Adam  Shrake,  have  examined 
the  same  and  report: 

The  report  on  which  this  bill  was  passed  by  the  Honse  is  concurred 
in,  and  is  as  follows: 

The  Committee  on  luvalid  Pensions,  to  whoi]|  was  referred  the  biU  (H.  R.  2007) 
granting  a  pension  to  the  widow  of  Adam  Shrake,  submit  the  foUowing  report: 

A  similar  bill  was  before  the  Fiftieth  Congress  and  favorably  considered  by  tb* 
Committee  on  Invalid  Pensions. 

The  facts  in  the  case  are  folly  set  forth  In  the  report  of  said  committee,  which  is  aa 
follows : 

The  Oommittee  on  Invalid  Pensions,  to  whom  was  referred  the  bill  (H.  R.  4203> 
granting  a  pension  to  Elizabeth  Shrake,  widow  of  Adam  Shrake,  deoeasedy  late  of 
Company  C,  Forty-eighth  Regiment  of  Wisconsin  Volunteer  Infantry,  have  considered 
this  case  and  find  the  following  facts  from  the  evidence: 

The  hnsband,  Adam  Shrake,  enlisted  in  Company  C,  Forty-eighth  Regiment  Wis- 
consin  Infantry,  and  served  with  his  regiment  until  discharged.  March  *Iij  1866.  In 
1878  the  soldier  was  x^eosioned  for  eczema  at  the  rate  of  $4  per  month,  to  date  front 
the  day  of  his  discharge.  September  15,  1881,  his  pension  was  increased  to  $8  per 
month.    He  died  Febroary  3, 1883. 

The  testimony  establishes  the  fact  that  the  soldier,  who  was  a  man  of  correct 
habits,  was  afflicted  with  the  disease  for  which  he  was  pensioned  constantly,  from  its 
incurrence  from  overheating,  followed  by  severe  cold,  in  the  service  down  to  the  time 
of  his  death.  That  this  disease  became  so  aggravated  as  to  cover  the  whole  of  hia 
body  and  render  him  totally  unfit  for  manual  labor.  In  seeking  some  relief  from  this 
violent  eczema,  or  disease  of  the  skin,  through  its  partial  and  temporary  suppression 
from  time  to  time,  the  soldier  was  invariably  thrown  into  a  severe  diarrhea  exceed- 
ingly difficult  to  check.  The  continuanceof  the  diarrhea  always  produced  congestion 
of  the  liver,  followed  by  severe  inflammation  of  that  organ. 

Under  these  attacks  the  soldier  was  constantly  reduced,  and  in  one  of  them  died,, 
his  physician  assigning  hepatitis,  or  inflammation  of  the  liver,  as  the  immediate  causd 
of  his  death. 

His  widow  applied  for  a  pension,  which  was  rejected,  because  in  the  opinion  of  the 
Pension  Office  the  soldier's  death  was  not  directly  caused  by  the  eczema  for  which  he 
was  pensioned. 

His  physician,  Dr.  O.  P.  Sala,  t<e8tifies : 

**  Have  been  acquainted  with  Adam  Shrake  since  1869.  Have  been  his  family  phy- 
sician all  of  the  time  since  then  but  about  three  months.  Know  him  to  have  been 
afflicted  with  chronic  eczema  all  of  the  time  since  1669  until  his  death,  the  3d  of  Feb- 
ruary, 1883.  The  eczema  produced  the  hepatitis,  which  he  was  alflioted  with  when 
he  died,  but  in  my  judgment  it  was  entirely  secondary,  the  skin  disease  being  the 
first  great  caase.  In  my  first  statement  I  stated  that  hepatitis  was  the  cause  of  his 
death,  but  failed  to  state  that  the  liver  disease  was  produced  by  the  eczema,  which 
'  was  the  fact  in  his  case.  I  was  present  when  he  died  and  examined  him  after  hia 
death,  and  he  was  completely  covered  with  the  skin  disease.'' 


2  WIDOW   OF   ADAM   SHRAKE. 

Dr.  T.  H.  Chambers,  an  old  and  highly  re8x>eoted  pbyBician  of  Giant  County,  Wia., 
where  the  soldier  lived  and  died,  testifies : 

''I  have  known  Adam  Shrake  for  the  past  fifteen.or  twenty  years,  but  was  not  his 
family  physician.  Prescribed  once  for  him,  a  few  years  before  his  death,  for  chronic 
eczema  ;  did  not  see  him  again  until  the  ^th  of  January,  1883,  in  consultation  with 
Dr.  O.  P.  8ala,  when  I  found  hepatitis  existing  in  a  marked  degree,  which  I  believe 
was  the  I'esult  of  the  chronic  eczema.  I  have  practiced  medicine  for  the  past  thirty 
years,  and  the  most  of  that  time  in  Grant  County,  Wis." 

Dr.  Willis  H.  Glasie'r,  an  established,  physician  of  the  same  county,  who  treated  the 
soldier  for  several  weeks  shortly  beforis  he  died,  testifies: 

"  I  have  been  intimately  acquainted,  as  a  neighbor,  with  Adam  8hrake  since  May, 
1879,  and  know  him  to  have  been  an  invalid  unable  to  do  manual  labor  since  then. 
I  was  hia  physician  during  the  months  of  November  and  December,  1682,  and  know 
that  ho  sufiered  with  eczema  the  whole  of  that  time.  Also  that  if  from  any  cause  the 
eczema  was  suppressed  diarrhea  was  the  inevitable  result.  This  diarrhea  was  very 
difficult  to  check,  and  as  it  continued  congestion  of  the  liver  became  connected  with 
it  and  was  caused  by  it. 

'*  This  congestion  soon  increased  to  inflammation,  which  was  present  to  some  extent 
when  1  examined  him  December  19,  1882.  Though  hepatitis  might  have  been  one  of 
the  immediate  causes  of  death,  the  eczema  was  the  primary  cause  of  the  whole  illness 
and  consequent  decease  of  Adam  Shrake." 

Your  committee  think  there  is  no  reasonable  doubt  but  that  the  soldier's  death  is 
directly  traceable  to  the  disease  for  which  he  was  pensioned.  We  therefore  recom- 
mend that  the  bill  [tensioning 'his  widow  do  pass. 

The  bill  is  reported  favorably  with  a  recommendation  that  it  do  pass. 


61ST  CoNGRBSSj  I  SENATE.  i    Eepobt 

1st  Session.     J  (  No.  877. 


IN  THE  SENATE  OP  THE  UNITED  STATES. 


May  7f  1890.— Ordered  to  be  printed. 


Mr.  Sawyeb,  from  the  Oommittee  on  Pensions^  submitted  the  following 

BEPORT: 

[To  aocompany  H.  R.  7766.] 

The  Oommittee  on  Pensions,  to  whom  was  inferred  the  bill  (H.  B. 
7765)  granting  a  pension  to  James  T.  Irwin,  have  examined  the  same 
and  report : 

The  report  on  which  this  bill  was  passed  by  the  House  is  concurred 
in,  and  is  as  follows : 

This  soldier  enlisted  February  23, 1864^ni  and  was  discharged  June  10,  1865,  from 
Company  K,  Eleventh  Regiment  Pennsylvania  Volunteers. 

He  alleges  that  on  or  about  the  Ist  day  of  July,  1864,  he  contracted  fever  and  in- 
flammation of  the  eyes.  Claimant  states  that  be  bases  bis  claim  for  pension  on  a 
partial  loss  of  sight  from  diseased  nerves,  which  was  occasioned  by  a  wound  received 
M  siege  of  Petersbargb,  Va.,  causing  the  formation  of  an  abscess  on  the  back  of  the 
neck. 

The  Peusion  Burean  rejected  his  claim  because  '^  there  was  no  record  of  alleged 
disabilities.    The  record  shows  treatment  for  other  diseases.    Inability  to  fumish'^^ 
medical  testimony  showing  the  existence  of  alleged  disabilities  while  in  the  service 
or  at  the  date  of  dis^arge.'' 

The  physician  who  treated  claimant  when  home  on  a  furlough  and  after  discharge 
until  Dr.  Kelly  treated  him,  is  dead. 

A  careful  examination  of  the  papers  in  this  case  shows  that  claimant  was  a  sound 
man  at  the  time  he  enlisted,  and  returned  home  suffering  from  a  diseased  condition 
of  the  eyes.  There  is  no  contradiction  of  this  fact  on  me.  As  to  the  incurrence  of 
the  wound,  Capt.  J.  B.  Lanffer  testifies,  January  7,  1877,  that — 

''At  Petersburgh,  Va.,  on  or  about  the  18th  of  June,  1864,  while  charging  on  the 
enemy's  breastworks,  claimant  was  somewhat  wonnded  and  had  his  musket  broken 
by  some  missile  fired  from  the  works  of  the  enemy ;  that  he  was  sent  to  hospital  in 
the  latter  part  of  the  month  aforesaid  on  account  of  an  abscess  formed  on  the  back  of 
the  neck,  the  location  of  the  wound*'' 

This  statement  is  verified  by  the  Adjutant-General. 

The  regimental  surgeon  states  that  upon  reference  to  his  memoranda  he  finds  that 
he  prescribed  for  claimant  in  July,  1864,  for  remittent  fever,  and  be  thinks  that  claim- 
ant was  sent  to  the  general  hospital. 

The  records  of  the  Adjutant-General's  Office  show  that  **  James  Irwin  was  absent, 
sent  to  hospital,  July,  1864,  sick;  from  what  date  not  stated." 

The  neighbors  of  claimant  testify  that  the  soldier,  ever  since  his  discharge  from  the 
sijrvice,  has  8nfi*ered  from,  and  been  disabled  by,  the  diseased  condition  of  his  eyes. 
The  soldier  was  at  different  times  treated  for  gunshot  wound,  disease  of  eyes,  diar- 
rhea, remittentfever,  and  general  debility;  also  palpitation  of  the  heart.  Dr.  J.  W. 
Anawalt,  examining  surgeon,  examined  claimant  in  1867,  and  reported : 

**  In  my  opinion  .^mes  Irwin  is  one- half  incapacitated  for  obtaining  his  subsistence 
by  manual  labor  from  disease.  The  disease  consists  in  impairment  of  vision  of  both 
eyes,  which  he  alleges  is  consequent  npon  an  attack  of  fever  while  in  the  service; 
that  it  has  been  gradnally  increasing  since,  until  he  can  not  now  see  to  read  or  write. 
There  seems  to  be  some  opacity  of  the  lens,  and,  as  nearly  as  can  be  determined,  the 
affection  is  incipient  cataract.'' 

Again  this  same  doctor,  in  June,  1880,  examined  claimant  with  the  ophthalmoscope 
and  found — 

"While  the  vision  is  perhaps  scarcelj'  worse  than  twelve  years  a^o,  there  is,  as  well 
us  I  conld  determine,  the  condition  of  a  true  hemeralopia-retinitis  pigmentosa.  If 
BO,  the  affliction  will,  though  slowly,  advance." 
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2  JAMES   T.   IRWIN. 

Dr.  J.  L.  Crawford,  oxaniiuiug  Burf^eoD,  May  31,  1882,  teat ifies: 
*^  In  my  opinion  James  Irwin  is  totally  incapacitated  for  obtaining^  his  subsisteDce 
by  manual  labor,  from  disease  of  eyes,  gunshot  wound,  and  flisea.se  of  leg.  The  dis- 
ability is  permanent.  I  find  permanent  contraction  of  both  eyes,  caused  by  iritis. 
Tbey  will  not  dilate  nuder  the  inflaeuce  of  atropia.  Tho  wonncl  iu  the  back  of  the 
neck  is  a  slight  flesh  wound  and  causes  no  disability.     Find  nothing  wrong  with 

The  board  of  examiniui^ surgeons  at  Pittsburgh,  Pa.^  exauiiued  elaiiuaut  February 
U,  l8vS4,  and  certify  that  the  examination  revealed  the/ollowiu|5  facts: 

'*  There  is  no  conjunctivitis,  ocular  or  palpebral ;  no  opacity  of  cornea  or  cbrystal- 
liue  IcDs  in  either  eye.  The  pupils  are  symmetrical  and  respond  reatlily  to  light.  Tbe 
ophthalmoscope  shows  no  disease  in  either  eye.  He  can  rt^ad  No.  2  Snellen  test  typen 
with -f  I  glass  readily.  He  claims  to  be  able  to  read,  with  the  glasses  he  naauly 
wears,  only  the  top  line  of  this  certificate.  In  our  opinion  there  is  no  evidence  oi 
injury  or  disease  of  eyes,  and  no  defect  of  vision  which  is  tho  result  of  the  injaty 
alleged  pr  of  cpmi^ent  fever.  Careful  inspection  of  the  chest  shows  the  breathing 
full,  regular,  and  symmetrical  over  the  whole  of  both  lungs.-' 

In  this  case  the  doctors  differ  beyond  the  ability  of  this  or  any  other  committee  to 
reconcile.  One  examining  surgeon  describes  the  affection  of  the  eyes  quite  minutely, 
and  another  detects  no  disease  whatever  either  of  the  eyes  or  chest.  The  neighbon 
and  acquaintances  of  the  soldier,  however,  do  not  disagree.  They  all  testify  to  the 
fact  that  soldier's  vision  is  greatly  impaired,  and,  though  ignorant  of  the  use  of  the 
ophthalmoscope,  and  unable  to  express  themselves  in  technical  language,  they  still 
noticed  that  the  soldier  could  not  see  very  well  when  be  returned  from  the  Army,  and 
have  observed  that  he  is  growiug  steadily  worse  in  this  respect. 

Believing  that  they  observed  what  they  testified  to,  and  also  preferring  to  believe 
the  surgeon  who  describes  what  he  says  he^w  to  putting  full  faith  in  the  other  sur- 
geons, who  describe  only  negative  symptonR,  your  committee  in  this,  as  iu  other  cases, 
give  the  soldier  the  benefit  of  the  doubt  (if  there  be  any).       ^ 

The  bill  is  reported  favorably  with  a  recommendation  that  it  do  pass. 
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61st  Congress,  )  SENATE.  (  Report 

1st  Session.      I  (  No.  878. 


IN  THE  SENATE  OF  THE  UNITED  STATES. 


May  7,  1890.— Ordered  to  be  printed. 


Mr.  Sawyer,  from  the  Committee  on  PensioDS,  submitted  the  following 

REPORT: 

[To  accompany  H.  R.  1866.} 

The  Committee  on  Pensions,  to  whom  was  referred  the  bill  (H.  B.  1865) 
granting  a  pensioa  to  John  Nagle,  have  examined  the  same  and  report: 

The  report  on  which  this  bill  was  passed  by  the  House  is  concurred 
in  and  is  as  follows : 

The  Committee  on  Invalid  Pensions,  to  whom  was  referred  the  bill  (H.  R.  1865) 
grantiDg  a  pension  to  John  Naglo,  have  examined  and  considered  the  same  and  re- 
port it  back  to  the  House  with  a  recommendation  that  it  do  pass. 

The  said  John  Nagle  was  a  private  in  Company  C,  Ninety-second  Regiment  of  Illi- 
nois Infantry,  and  med  a  claim  for  pension  upon  the  ground  of  cerebral  hemorrhage, 
resulting  in  paralysis  and  hernia,  which  was  rejected  by  the  Pension  Department  be- 
cause there  was  do  record  of  his  injury  in  service  and  his  inability  f6  furnish  the 
legally  requirod  evidence  of  the  origin  of  his  disabilities. 

From  the  evidence  and  affidavits  on  file  it  appears  that  on  the  night  of  the  29th 
day  of  November,  1664,  he  was  one  of  a  detail  ordered  to  go  to  a  railroad  station 
some  distance  away  for  the  purpose  of  ac4^niring  certain  information  in  regard  to  the 
whereabouts  of  the  enemy,  and  Nagle  claims  that  in  the  dark,  and  when  not  actually 
seen  by  any  of  his  comrades,  his  horse,  in  attempting  to  jump  a  ditch,  fell  with  and 
upon  him,  and  thus  caused  the  injuries  which  finally  resulted  in  the  disabilities  com- 
plained of.  He  is  quite  well  supported  in  this  claim  indirectly,  but  perhaps  not 
direetly.  The  colonel  of  his  regiment  swears  to  drdering  the  detail  for  the  purpose 
stated,  and  that  Nagle  was  one,  and  has  some  recollection  of  hearing  at  the  time  that 
Nagle  was  injured. 

J.  N.  Nichols,  a  soldier  in  his  company,  swears  to  a  recollection  of  the  detail  and 
that  when  it  returned  Nagle  complained  of  his  injury  and  was  given  a  ''  lay  off"  of 
thirty  days  on  account  of  it. 

Luther  Gedding,  another  member  of  the  company,  testifies  that  he  was  one  of  the 
detail,  and  that  in  crossing  a  ditch  Nagle's  horse  fell  and  that  Nagle  complained  of 
being  injured,  and  ha  also  says  that  according  to  his  best  information  Nagle's  horse 
died  from  the  effects  of  the  fall.* 

Allen  McClure,  also  a  member  of  his  company,  testifies  to  a  recollection  of  the  de- 
tail and  that  Nagle  complained  of  his  injury  upon  his  return. 

It  is  also  shown  by  acquaintances  that  Nagle  was  a  healthy  man  when  he  went  into 
the  service,  and  that  when  he  returned  to  his  home  in  June,  1865,  he  was  very  much 
broken  down  in  health  and  suffering  with  paralysis,  and  one  Anton  Giebelstein  heard 
Doctor  Fairbanks,  who  was  attending  him,  telfhim  that  his  paralysis  was  from  his 
Army  service. 

Quite  a  goocl  showing  is  made  of  the  reasons  for  not  having  more  evidence  from 
his  Army  officers,  his  captain  being  dead,  his  first  lieutenant  was  not  with  the  regi- 
ment at  the  time,  his  second  lieutenant  does  not  recall  the  facts,  and  he  has  been 
unable  to  find  the  whereabouts  of  his  first  sergeant,  letters  directed  to  him  to  his 
supposed  place  of  residence  coming  back  uncalled  for. 

With  respect  to  treatment  after  he  returned  home,  it  appears  from  his  testimony 
that  his  first  physician  was  Or.  Repke,  who  left  the  country,  going  to  Germany,  and 
whom  claimant  has  been  unable  to  reach,  and  that  then  he  was  treated  by  Dr.  Fair- 
banks up  to  the  time  of  his  death  in  1879.  Dr.  J.  F.  H.  Sugg  was  then  his  family 
physician  for  five  years,  and  he  testifies  to  the  existence  of  rupture  and  cerebral 
paralysis,  and  that  he  was  not  during  this  time  able  to  work« 
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Dr.  E.  H.  Hayden  testifies  to  having  examined  him  and  finding  him  Baffering  firaa 
paralysis. 

Upon  this  showing  we  believe  that  it  is  folly  established  that  the  disabilities  cxiit 
as  Claimed,  and  that  there  is  every  presamption  that  these  disabilities  were  aoqnired 
as  a  resnlt  of  an  injnry  in  service  as  claimed,  and  that  failare  to  establish  it  in  tbe 
Department  is  more  technical  than  real,  and  that  it  is  a  case  that  fhlly  warraots 
giving  the  soldier  the  benefit  of  any  doubt  that  may  exist. 


The 
pass. 


bill  is  reported  favorably  with  a  recommendation  that  it  do 
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IN  THE  SENATE  OP  THE  UNITED  STATES. 


May  7,  1890.— Ordered  to  be  printed. 


Mr.  Bawyeb,  froiu  the  Committee  on  PensionSy  submitted  the  following 

REPORT: 

[To  acuompaDy  H.  R.  1987.] 

The  Committee  on  Pensions,  to  whom  was  referred  the  bill  (H.  B.  1987) 
granting  a  pension  to  Mary  A.  Kinsley,  have  examined  the  same  and 
report: 

The  report  on  which  this  bill  was  passed  by  the  House  is  concurred 
in  and  is  as  follows : 

The  Committee  on  In  valid  Pensioas^  to  whom  was  referred  the  bill  (H.  R.  1967) 
granting  a  pension  to  Mary  A.  Kinsley,  snbmit  the  following  report : 

Mary  A.  Kiusley  is  the  widow  of  William  Kinsley,  late  private  of  Company  E, 
Fifty-fourth  Regiment  Ohio  Volunteer  Infantry,  %ho  enlisted  on  the  27th  day  of 
September,  1861,  and  served  three  years,  when  he  was  discharged  on  the. expiration 
of  his  term  of  enlistment.  Was  wounded  in  the  battle  near  Dallas,  Ga.,  May  25, 
1864 ;  was  engaged  in  many  battles  and  has  a  record  without  a  blemish,  as  shown  by 
hospital  record  and  by  oihcers  and  comrades  of  his  regiment ;  also  the  evidence  of 
the  iact  of  his  prior  soundness  is  abundantly  shown  and  the  facts  are  well  estab- 
lished. 

He  died  in  the  year  1882  from  the  effects  of  his  wonods  received  in  battle  as  alleged 
by  his  widow.  The  fact  is  contradicted  by  the  physician  who  attended  him  duiTng 
hit  last  sickness,  who  gives  the  cause  of  his  death  as  phthisis  pulmonalis.  The  phy- 
sician in  an  affidavit  states  that  he  was  called  to  see  him,  and  that  he  was  told  that 
he  had  a  gnnshot  wonnd  in  one  of  his  groins,  but  that  he  did  not  examine  it.  In  a 
letter  afterwards,  to  the  Department,  he  states  that  his  attention  was  never  called 
to  the  wonnd  in  the  groin,  nor  did  the  soldier  make  any  complaint  of  it.  He  says 
further:  *'  I  have  no  means  of  knowing  the  locality  of  tiie  wounds  or  the  tissues  in- 
volved, as  he  never  made  complaint,"  etc.,  which  clearly  goes  to  show  that  this  physi- 
cian wa9  mistaken  or  ignorant  of  the  condition  of  his  patient.  Outside  of  the  state- 
ment of  this  physician  there  is  nothing  to  show  that  this  man  did  not  die  from  the 
wounds  received  in  battle. 

The  evidence  clearly  satisfies  your  committee  that  this  man  when  he  entered  the 
service  was  a  healthy,  physically  sound  man,  and  that  he  was  engaged  in  many 
battles;  that  he  never  shirked  his  duty  as  a  soldier;  that  he  was  severely  wonnded 
in  the  abdomen,  and  that  he  never  recovered  from  the  effects  of  it,  bnt  died  in  con- 
sequence of  said  wonnd,  notwithstanding  the  contradictory  statement  of  this  physi- 
cian, who  contradicts  his  own  assertion  that  the  man  finally  succumbed  to  phthisis 
pulmonalis.    Yonr  committee  is  of  the  opinion  that  this  a  meritorious  case. 

The  bill  is  reported  favorably,  with  a  recommendation  that  it  do  pass. 
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^  IN  THE  SENATE  OP  THE  UNITED  STATES. 


Mat  7, 1890.— Ordered  to  be  printed. 


Mr.  Sawyeb,  from  the  Oommittee  on  Pensions,  submitted  the  following 

REPORT: 

[To  acoompAny  H.  R.  3740.] 

The  Committee  on  Pensions,  to  whom  was  referred  the  bill  (H.  B. 
3740)  granting  a  pension  to  Lncy  A.  M.  Norman,  have  examined  the 
same  and  report: 

The  report  on  which  this  bill  was  passed  by  the  Hoase  is  concnrred 
in,  and  is  as  follows : 

The  Committee  od  Invalid  Pensions,  to  whom  was  referred  the  bill  (H.  R.  3740} 
granting  a  pension  to  Lncy  A.  M.  Norman,  submit  the  following  report :  * 

The  claimant  is  the  widow  of  William  Norman,  who  served  aa  private  in  Compasy 
I,  Sixteenth  Missouri  Volunteer  Cavalry,  from  Noreraber  1, 1863,  to  Jaly  1,  1835.  Her 
claim  for  pension  has  been  rejected  on  the  ground  that  soldier's  death  from  disease (rf* 
lungs,  resulting  from  an  injury  while  in  the  service,  was  not  inoarred  in  line  of  datv. 

It  appears  in  evidence  that  soldier's  company  was  stationed  about  2  miles  from 
Buffalo,  Mo.,  his  home ;  that  he  had  permission  to  visit  said  place  and  upon  Ins  letani 
to  the  command  he  was  thrown  from  his  horse  against  a  tree,  fracturing  hs  ribe, 
which  were  pressed  through  and  pierced  the  lungs.  From  this  injury  disease  of  Inngs 
developed,  aud  caused  the  soldier's  death  on  November  27,  1881.  This  is  established 
beyond  any  doubt,  and  there  is  no  evidence  that  the  soldier  was  intoxicated  at  the 
1  iuie;  on  the  other  hand,  it  is  shown  that  he  was  of  temperate  habits. 

The  action  of  the  Pension  Office  in  rejecting  theoiaim  was  undoubtedly  correct  un- 
der existiug  laws,  but  Congress  has  in  many  instances  granted  relief  in  this  class  of 
cases,  and  believe  the  one  under  consideration  to  be  one  of  merit. 

The  bill  is  reported  favorably  with  a  recommendation  that  it  do  pass. 
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liAT  7,  1890.— Ordeied  to  be  printed. 


Mr.  Sawteb,  from  the  Committee  on  Pensions,  sabmitted  the  following 

REPORT: 

[To  accompany  H.  R.  2989.] 

The  Committee  on  Pensions,  to  whom  was  referred  the  bill  (H.  B.  2989) 
granting  a  pension  to  Mrs.  Martha  E.  Jones,  have  examined  the  same 
and  report: 

The  House  report  on  which  this  bill  was  passed  is  concarred  in«  and 
is  as  follows: 

The  Committee  on  Invalid  Pensions,  to  whoqi  was  referred  the  bill  (H.  R.  2989) 
grantiog  a  pension  to  Mrs.  Martha  E  Jones,  submit  the  following  report: 

Martha  £.  Jones  filed  aclaim  in  the  Pension  Office  on  Jaly  7,  1865,  alleging  that 
her  hasband,  James  J.  Jones,  enlisted  in  Company  A«  Twelfth  Tennessee  Cavalry,  on 
March  29,  1863,  and  that  he  died  of  typhoid  fever  contracted  in  said  service  on  May 
31, 1663,  at  Triune,  Tenu. 

In  support  of  her  claim  she  filed  the  testimony  of  Sergt.  J.  R.  Moore,  of  the  afore- 
said company  and  regiment,  to  the  effect  that  he  and  Jones  volunteered  in  the  Army 
of  the  United  States  from  Greene  Connty,  Teun.,  on  March  29,  1863,  having  been  re- 
cruited by  James  Lane,  then  a  captain  of  the  First  Tennessee  Cavalry  ;  that  under 
the  care  of  said  recruiting  officer  they  marched  across  the  Cumberland  Monntains  to 
Lexinffton,  Ky. ;  that  near  Red  Bird,  Ky.,  they  were  sworn  into  the  service  of  the 
United  States ;  that  they  then  proceeded  to  Nashville,  Tenn.,  and  thence  to  Triune, 
Tenn.,  where  they  both  did  duty;  that  while  there,  shortly  after  arrival,  Jones  was 
taken  sick  and  placed  in  a  private  house,  where  one  L.  Ridenour  was  detailed  to  wait 
on  said  Jones  until  his  death. 

The  records  of  the  War  Department  show  that  said  Moore  was  a  sergeant  of  Com- 
pany A,  Twelfth  Tennessee  Cavalry,  enrolled  March  29,  1863,  and  mustered  out  July 
10,  1865,  and  that  L.  Ridenour  was  also  a  private  of  same  company  and  regiment,  and 
he  testified  that  he  knew  Jones  from  boyhood;  that  he  recruited  him  and  was  pres- 
ent when  he  was  sworn  into  the  service  by  Captain  Lane  on  March  29,  1^ ;  that 
Jones  was  taken  sick  thereafter;  that  he  took  him  to  a  private  house  ;  obtained  per- 
mission to  wait  on  him ;  that  he  was  present  when  he  aied  and  helped  to  bury  him, 
and  that  his  death  occurred  a  few  months  subsequent  to  March  29, 1U63. 

One  D.  Bailey,  of  the  First  Tennessee  Cavalry,  also  testifies  that  he  was  recruited 
with  Jones ;  that  they  traveled  together  across  the  mountains  to  Kentucky ;  came 
to  Nashville,  and  thence  to  Triune,  doing  during  all  of  this  time  duty  as  soldiers, 
drawing  clothing  and  arms;  that  on  arrival  at  Triune,  where  he  joined  the  First 
Tennessee  Cavalry,  Jones  was  to  Join  the  Twelfth  Tennessee  Cavalry,  but  was  taken 
sick  and  taken  to  a  private  house,  where  he  died  attended  by  one  L.  Ridenour. 

The  claim  was  rejected,  however,  by  the  Pension  Office  on  the  ground  that  the 
records  of  the  War  Department  show  no  evidence  of  the  muster  into  service  of  said 
Jones,  which  failure  is  fully  explained,  however,  by  the  recital  of  the  testimony 
filed,  said  Jones  having  been  taken  sick  before  he  could  be  mustered  in. 

Mrs.  Jones  was  left  in  very  destitute  circumstances  with  four  small  children  to 
support. 

This  is  only  one  of  a  large  number  of  cases  which  from  time  to  time  come  before 
Congress  for  special  relief  in  which  the  soldier's  death  occurred  before  the  final  mus- 
ter of  the  command,  and  in  which,  through  the  ignorance  of  the  officers,  no  mention 
was  made  on  the  original  muster-roll  of  the  fact  of  the  soldier's  enlistment  and  death 
prior  to  the  muster. 

Your  committee  are  of  opinion  that  the  relief  asked  for  should  be  granted. 

The  bill  is  reported  favorably  with  a  recommendation  that  it  do  pass. 
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Mr.  Satweb,  from  the  Committee  on  Pensions,  sabmitted  the  fol- 
lowing 

REPORT: 

*[To  accompany  H.  R.  1400.] 

The  Committee  on  Pensions,  to  whom  was  refeired  the  bill  (H.  B. 
1400)  for  the  relief  of  Patrick  Culhan,  have  examined  the  same  and 
report : 

The  report  on  which  this  bill  was  passed  by  the  House  is  concarred 
in,  and  is  as  follows: 

Mr.  Belknap,  from  the  Committee  on  Invalid  Fensions,  to  whom  was  referred  Hon^ 
bill  No.  1400,  for  the  relief  of  Patrick  Culhan,  reports  that  Calhan  was  a  private  in 
Company  F,  Foity-sixth  Regiment  of  Indiana  Volnnteers,  and  that  on  Jane  15, 1863, 
while  in  action  at  the  siege  of  Vicksbnrff,  he  received  a  gnnshot  wound,  entering  the 
right  groin  and  passing  into  and  throngh  the  bnttock.  This  is  shown  by  abundant 
testimony  of  his  officers  and  comrades  and  by  his  hospital  record.  Besides  this,  it 
was  found  to  be  sufficiently  proved  by  the  Pension  Bureau,  and  a  x>enston  issned  to 
him,  for  gunshot  wound  in  right  groin,  on  the  Ist  day  of  December,  1864,  he  having 
been  discharged  by  reason  of  disability  resulting  from  said  wound  in  the  previous 
summer.  This  pension  was  at  the  rate  of  |4  a  month  and  was  afterwards  increased 
to|8. 

In  the  beginniug  of  the  year  1888  he  applied  for  further  increase  on  the  ground 
that  the  effects  of  his  injuries  had  grown  greater  with  age,  and  that  he  was  in- 
capacitated by  reason  of  them  from  performing  manual  labor,  on  which  alone  be  had 
to  rely  for  support  of  himself  and  family.  That  for  some  reason  he  was  so  incapaci- 
tated  is  plainly  shown  by  the  testimony  of  physicians  and  fellow- workmen.  The 
physicians  testify  that  he  was  afflicted  with  sciatica  and  rheumatism,  the  undonbt<^d 
effects  of  the  wounds  received  at  Yicksburg.  This  disease  involved  his  right  arm 
aud  rendered  it  helpless  to  a  great  extent,  and  an  operation  on  it  became  necessary. 
But  there  is  no  doubt  that,  if  the  medical  testimony  is  true,  the  sciatica  made  and 
stiJl  make^  it  hard  for  him  to  walk  or  to  exert  himself  physically,  and  prevents  his 
makiug  a  liviug.  For  some  reason  this  last  claim  for  increase  was  rejected,  and  even 
a  medical  examination  was  refused  to  him.     Why  does  not  appear. 

The  testimony  shows  that  when  he  entered  the  service  and  up  to  the  time  he  was 
wounded  he  was  a  very  strong  man,  and  that  after  he  was  wounded  and  up  to  the 
present  time  he  has  been  weak  and  gradually  failing  in  strength  and  physical  ca- 
pacity. He  is  a  poor  man  with  a  family,  and  has  no  certain  means  of  living  save  the 
$8  per  month  pension.  It  need  not  be  added  that  this  is  a  very  meager  provision  for 
a  helpless  veteran.  If  there  is  any  doubt  as  to  the  cause  of  his  disability  it  onght 
reasonably  to  be  solved  by  the  fact  that  he  was  severely  wounded,  has  never  been  the 
same  man  physically  since,  and  that  reputable  physicians  testify  that  his  disability 
probably  arises  from  the  wound.  There  is  no  other  ascertaihable  cause  for  it,  and  it 
IS  but  fair  that  some  other  cause  shall  be  established  or  that  he  shall  leoeive  an  al- 
lowance commensurate  with  his  unfortunate  condition. 

The  bill  is  reported  favorably  with  a  recommendation  that  it  do  paas- 
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Mr.  Spooneb,  from  the  Committee  on  Claims,  submitted  the  following 

REPORT: 

[To  accompany  8.  1759.] 

The  Committee  on  Claims,  to  whom  was  referred  the  bill  (S.  1759)  for 
the  relief  of  Maj.  Joseph  W.  Wham,  paymaster,  U.  S.  Army,  having 
had  the  same  ander  consideration,  respectfolly  report: 

A  similar  bill  is  pending  in  the  House  of  Representatives,  having 
been  favorably  reported  to  that  body  from  the  House  Committee  on 
Military  Affairs.  The  report  of  said  committee,  which  is  hereby  adopted, 
was  as  follows: 
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JOSEPH   W.   WHAM. 


House  Beport  No.  429,  Fifty-flrtt  Congrest,  first  seMioiL 


Febbuary  25, 1890.— Committed  to  the  Committee  of  the  Whole  House  and  ordered 

to  he  printed. 


Mr.  OsBOBNE,  from  the  Committee  on  Military  AffairSi  sabmitted  the 

foUowiog 

REPORT: 

[To  accompany  hill  H.  R.  7082.1 

The  Committee  on  Military  Afifairshave  had  under  consideration  the 
bill  (H.  R.  7082)  for  the  relief  of  Maj.  Joseph  W.  Wham,  paymaster  U. 
8.  Army,  and  submit  the  following  favorable  report : 

The  bill  directs  the  proper  accounting  officers  in  settling  and  a^jnst- 
iug  the  accounts  of  Maj.  Joseph  W.  Wham,  paymaster  U.  S.  Army,  to 
credit  him  with  the  sum  of  $28,345.10,  Government  funds,  of  which  be 
was  robbed  near  Cedar  Springs,  Ariz.,  May  II,  1889,  without  his  de- 
fault, while  en  route  to  pay  troops  at  Forts  Thomas,  San  Carlos  and 
Apache.  , 

The  facts  as  shown  by  the  testimony  given  upon  the  trial  of  seven 
men  charged  with  this  robbery  are  as  follows,  tb  wit,  that  Major 
Wham  left  Fort  Grant,  Ariz.,  May  11, 1889  (per  Special  Order  No.  37, 
hereto  attached),  with  $28,345.10;  that  the  money  was  locked  in  the  usual 
treasure  box,  and  placed  in  the  boot  of  the  ambulance,  where  it  is  always 
carried ;  that  the  escort  was  composed  of  two  noncommissioned  officers 
and  nine  privates,  being  two  more  than  the  usual  number ;  that  at  a 
point  about  2G  miles  from  Fort  Grant,  while  descen(ling  a  long  hUl  in  a 
very  rugged  country  through  a  narrow  gorge  in  the  rocks,  a  bowlder 
was  discovered  in  the  road  which  compelled  the  party  to  halt,  and  while 
the  sergeant  and  escort  were  gathering  around  the  bowlder,  preparatory 
to  rolling  it  out  of  the  road,  a  single  shot  was  fired  from  the  rocks  to 
the  right  and  about  40  feet  above,  followed  immediately  by  a  volley  of 
from  15  to  20 ;  that  the  paymaster  Immediately  jumpeii  out  of  his  ambu- 
lance and  ran  behind  a  rock  on  the  left  of  the  road  and  almost  imme- 
diately opposite  the  robber  position,  where  he  rallied  the  entire  escort 
except  the  sergeant  and  two  men,  who  were,  in  the  nielee^  separated  from 
the  others  and  went  farther  down  the  road. 

The  evidence  adduced  upon  the  trial  shows  that  Major  Wham,  from 
this  point,  made  a  stubborn  and  efficient  resistance  for  thirty  minutes; 
that  he  was  cool  and  collected,  and  held  his  men  until  all  who  were 
with  him  except  the  corporal  were  wounded ;  that  when  the  corporal 
slowly  retired  down  the  hill,  with  the  eight  wounded  men,  Major  Wham 
called  to  him  to  return  and  continue  the  fight;  but,  to  repeat  the  lan- 
guage which  the  corporal  used  before  the  court,  he  <'did  not  think  that 
was  plausible;^  that  Major  Wham,  finding  himself  alone,  retired  down 
the  hill  to  a  bunch  of  mesquite  brush,  behind  which  the  wonnded  mem- 
bers of  the  escort  had  sought  temporary  shelter ;  that  Major  Wham, 
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findinpTi  as  previously  stated,  that  the  corporal  was  the  only  man  not 
wounded,  practically  gave  np  the  iight,  though  he  afterwards  made  an 
ineffectual  attempt  to  get  the  wounded  men  into  the  rocks  and  continue 
the  struggle ;  that  the  firing  was  kept  up  in  a  desultory  manner  for 
about  an  hour,  during  which  time  the  treasure  box  was  broken  open 
and  all  of  the  money  was  carried  away.  » 

Within  three  hours  after  the  robbery  Major  Wham  notified  the  com- 
mander at  Fort  Thomas  and  also  the  department  commander.  Pursuit 
immediately  commenced.  Seven  men  were  subsequently  arrested  and 
charged  by  indictment  with  participating  in  the  robbery.  Upon  their 
trial  was  elicited  the  evidence  above  stated. 

The  following  extract  from  the  report  of  the  United  States  grand 
jury,  which  investigated  this  robbery,  and  which  is  hereto  attached,  is 
corroborative  proof  of  the  fact  that  Major  Wham  made  a  gallant  effort 
to  defend  the  money  entrusted  to  his  care : 

The  grand  jury,  Id  attendance  upon  the  above-named  eoart  (September  tern),  1889), 
in  concluding  its  labors  in  the  investigation  of  the  robbery  of  Maj.  J.  W.  Wham, 
paymaster  U.  S.  Army,  at  Graham  County,  on  the  llthday  of  May,  lo89,  takes  great 
pleasure  in  expressing  its  approbation  of  the  courage,  fidelity,  and  skill  evinced  by 
Major  Wham  in  protecting  and  defending  the  property  of  the  United  States  in  his 
charge. 

The  fact  that  eight  out  of  eleven  of  the  escort  of  the  paymaster  were  wounded  by 
the  robbers,  who  wore  fighting  from  behind  c<tone  fortifications,  and  that  the  conflict 
lasted  until  every  soldier,  except  the  corporal,  who  remained  with  the  Major  in  the 
vicinity  of  the  treasure  box,  was  incapacitated  by  one  or  more  wounds  from  continu- 
ing in  the  fight,  shows  that  resistence  to  the  robbers  was  no  longer  possible.  ' 

The  amount  taken  was  |;^8,345.10. 

The  associate  justice  of  the  supreme  court  of  Arizona,  Hon.  Bichard 
E.  Sloan,  who  presided  at  the  trial  of  the  men  charged  with  the  robbery 
of  Major  l^ham,  made  the  following  indorsement  upon  the  report  of  the 
grand  jury,  which  investigated  the  crime,  to  wit: 

The  statementM  contained  in  tl^  inclosed  report  of  the  United  States  grand  Jury 
relative  to  the  amount  of  money  taken  from  paymaster,  and  the  brave  defense  made 
by  Major  Wham  and  his  escort,  were  fully  corroborated  by  the  evidence  taken  before 
me  as  the  presiding  judge  in  the  trial  of  Cunningham  et  a2.,  charged  with  the  robbery. 

The  United  States  attorney  for  Arizona,  Harry  R.  Jefifords,  who  made 
a  personal  inspection  of  the  ground  where  the  robbery  and  battle  took 
place,  and  who  prosecuted  the  men  charged  with  the  crime,  made  a  rev 
port  to  Congress,  which  is  hereto  attached,  from  which  the  following 
extract  is  msMle : 

The  proof  in  said  case  showed  absolutely  beyond  cavil  or  criticism  that  Major 
Wham  was  on  the  11th  day  of  May,  1889,  robbed  innaid  county  of  Graham,  and  that 
the  amount  of  money  taken  from  him,  and  which  was  undoubted  property  of  the 
United  States,  was  $28,345.10.  The  proof  further  showed  that  this  robbery  took 
place  in  a  deep  cafiun  through  which  the  road  run  proceeding  from  Fort  Grant  to 
Fort  ThomaH;  that  the  robbers  had  been  several  days  in  making  preparations  for  this 
robbery ;  that  they  had  built  seven  forts  which  commanded  the  place  where  Mi^or 
Wham  and  his  escort  would  be  compelled  to  pass  through  said  cation,  and  that  the 
paymaster  and  his  escort  were  taken  completely  by  surprise  when  fire  was  first  opened 
upon  them  by  the  secreted  robbers. 

A  desperate  battle,  lasting,  according  to  the  proof,  for  at  least  half  an  hour,  and 
probably  longer,  then  took  place.  Major  Wham,  with  the  skill  and  courage  which 
might  be  expected  only  of  a  veteran  soldier  of  twenty-three  years  standing,  rallied 
his  surprised  forces  behind  a  rock  on  the  west  side  of  the  ca&on,  which  afforded  the 
only  possible  protection  from  the  fire  from  the  robbing  party  in  their  forts  on  the 
east  side,  and  after  having  brought  as  many  of  his  men  as  possible  behind  the  reckon 
the  left  side  of  the  cafion,  from  which  point  he  proceeded  to  give  battle  to  the  at- 
tacking party,  it  was  discovered  that  the  robbers  had  taken  a  ).o.«<ition  to  the  south 
east  of  the  position  occupied  by  Major  Wham  and  had  also  placed  men  in  a  position 
to  the  northwest  of  the  position  taken  by  Major  Wham,  from  both  of  which  robber 
positions  the  rock  behind  which  M^jor  Wham  and  his  escort  had  retreated  was  sub- 
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jectcd  to  a  galling  flanking  fire;  bat  with  tbe  hardihood  and  ootirag^e  of  a  soldier wlko 
entered  the  late  war  as  a  mere  boy  and  a  private  and  served  throagfa  tbe  great  bat- 
tles, wheie  the  conteodiu^  armies  were  the  bravest  in  the  world,  and  who  won  his  sdl- 
dier'H  straps  upon  the  **  pitched  field  of  battle,  "  Major  Wham  contiooed  to  fight  his 
men  in  the  hope  of  saving  thepruperty  of  theOovemmeut  ontileiebtont  of  the  eleven 
of  the  soldiers  constitnting  his  escort  were  wonnded,  and  anjtil  aU  iiope  and  poesibilitj 
of  making  good  further  resistance  to  the  tborongbly  protected  i^bbera  was  at  an  end. 

The  report  of  W.  K.  Meade,  the  United  States  marshal  for  Arizona, 
who  condacted  the  invcBtigation  into  the  robbery  of  Major  Wham,  is 
hereto  attached.  It  corroborates  other  reports,  and  gives  additional 
particulars,  to  wit : 

Notwitstandiiig  the  flailing  fire  which  was  kept  up  by  at  least  thirteen  of  the  rob- 
bers Major  Wham  stood  cheering  and  urging  his  escort  nntil  eight  oat  of  the  eleren 
of  the  escort  were  wounded,  two  of  them  twice.  I  am  satisfied  a  braver  or  better  de- 
fense could  not  have  been  made  under  like  circnmstancesy  and  to  haye  remained  longer 
would  have  proven  a  useless  sacrifice  of  life  without  a  vestige  of  hope  of  sacoess. 

Lieutenant  Cartwright,  who  was  placed  on  duty  in  coDnection  with 
the  investigation  of  this  robbery,  immediately  after  it  took  place,  and 
who  gave  his  entire  attention  to  it  until  after  the  trial  of  the  men 
charged  with  the  crime,  has  made  a  report,  which  is  hereto  attached, 
from  which  the  following  extract  is  made: 

That  the  escort  fought  well  and  bravely  is  attested  by  the  bullet  marks  on  tbe  rob- 
ber position  as  well  as  by  those  on  the  rock  occupied  by  Mf^or  Wham  and  tbe  sol- 
diers. 

My  belief  is  that  there  wire  not  less  than  thirteen  robbers,  and  this  is  based  on  tbe 
fiict  that  ei^ht  horse  tracks  and  ouu  mule  track  were  found  on  one  side  of  the  road 
and  five  hor»e  trucks  on  the  other  side.  Believing  that  the  mule  was  for  the  purpose 
of  carrying  away  the  plunder,  that  would  leave  thirteen  for  the  robbers.  Mr.  Will 
Smith,  a  detective,  places  the  number  at  twelve  or  thirteen,  and  United  States  Mar- 
shnl  Meade  at  from  twelve  to  Aft«en.  The  soldiers  and  Mrs.  Frankie  Cammel  place 
the  number  at  about  twenty. 

The  aflfidavits  of  every  member  of  the  escort,  corroborative  of  the 
facts  above  stated,  are  herewith  submitted. 

The  fact  that  the  President,  after  a  thorough  investigation  into  this 
case,  h»s  seen  fit  to  award  certificates  of  merit  and  medals  of  honor  to 
the  members  of  Major  Wham's  escort,  the  orders  for  which  are  hereto 
attached,  is  the  highest  evidence  of  the  fact  that  they  displayed  anasual 
courage  and  skill  in  defense  of  the  Government's  property. 

In  a  conimunication  to  the  Senate  committee,  which  is  attached 
hrreto,  the  Secretary  of  War  recommends  the  passage  of  this  bill. 

All  the  evidence  In  this  case  shows  conclusively  that  all  was  done  by 
Major  Wham  and  his  brav^  little  escort  that  men  could  do  to  protect 
tbe  Government's  property,  and  continued  the  fight  until  the  heaviest 
casualty  list  ever  heretofore  authentically  report^  wa»  sustained. 

You  committee  therefore  report  this  bill  back  with  the  reoommenda- 
tion  that  the  same  do  pass. 


To  the  honorable  (iistrict  court  of  the  first  judicial  district  of  the  Tarritorjf  of  AriMona^  fil- 
ting  as  a  court  of  the  United  States  {Septerulfer  ierm^  1889) : 

The  i;rand  Jury  in  attendance  upon  the  above-named  court,  in  cooclading  itshibors 
in  the  invest  gat  ion  of  the  robbery  of  Maj.  J.  W.  Wbam,  paymaster  U.  8.  Army,  at 
Graham  County,  on  the  11th  day  of  May,  1889,  takes  great  pleasure  in  expressing  its 
approbation  of  the  courage,  lidelity,  and  skill  evinced  by  Mijor  Wham  in  protecting 
and  defeudiug  tbe  property  of  the  United  States  in  his  charge. 

Tbe  fact  that  eight  out  of  eleven  of  the  escort  of  the  paymaster  were  wonnded  by 
the  robbers,  who  were  fighting  from  behind  stone  fortifications,  and  thftt  the  oonfiict 
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• 

lasted  Dntil  every  soldier  except  the  corporal,  who  rematoed  with  the  major  in  the 
vicinity  of  the  treastkre-boz,  was  incapacitated  by  one  or  more  wounds  from  pou tinn- 
ing in  the  fight,  shows  that  resistance  to  the  robbers  was  no  longer  possible. 
The  amount  taken  was  $28,345.10. 

In  this  connection  it  is  proper  to  say  that  the  conduct  of  Major  Wham  and  his  es- 
cort becomes  all  the  more  remarkable  and  creditable  since  the  evidence  shows  that 
the  attack  was  made  in  the  most  unexpected  manner  in  broad  day.  upon  the  public 
highway,  and  from  fortified  heights  overhanging  a  narrow  defile  through  which  the 
road  passed  at  the  place  where  the  assanlt  was  made,  and  in  a  part  of  the  country 
where  an  attack  upon  the  military  authority  of  the  United  States  was  not  to  be  an* 
tioipated. 

Levi  H.  Manning. 

Tbos.  R.  Sorin. 
•  Henry  Duncker. 

James  McC.  Eluott. 

h.  buebman.  ' 

LoRiNQ  S.  Williams. 

Douglass  Snyder. 

CUAS.  T.  Reynolds. 

A.  J.  NiSBIT. 

J.  S.  Mansfield. 
H.  C.  Herrick. 
N.  W.  Storbr. 
J.  K.  Gooding. 
^  L.  M.  Jacobs,  Foreman, 

Tucson,  Ariz.,  December  13, 1889. 

Territory  Of  Arizona,  County  of  Pima,  m  : 

I  hereby  certify  that  the  annexed  and  foregoing  is  a  full,  true,  and  correct  copy  of 
the  original  special  report  of  the  United  States  grand  jury,  delivered  to  the  court 
and  filed  on  the  13th  day  of  December,  1889,  now  on  file  in  my  office. 
Witness  my  hand  and  affixed  seal  this  2d  day  of  January,  A.  D.  1  90. 
[SEAL.]  Brewster  Cameron, 

Clerk  of  the  District  Court  of  the 
First  Judicial  District  of  the  Territory  of  Arizona. 

By  LORING  S.  WiLUAMS, 

Deputy  Clerk, 


The  statements  contained  in  the  inclosed  report  of  the  United  States  grand  Jury 
relative  to  the  amount  of  money  taken  from  paymaster,  and  the  brave  defense  made 
by  Major  Wham  and  his  escort,  were  fully  corroborated  by  the  evidence  taken  before 
rac  as  the  presiding  judge  in  the  trial  of  Cunningham  ei  al.  charged  with  the  rob- 
bery. 

RicBARD  E.  Sloan, 
Associate  Justiee  Arizona  and  Judge  First  Judicial  District, 

A  true  copy. 

Wm.  a.  Thompson, 
Captain  Fourth  Cavalry, 


Tucson,  Ariz.,  January  14, 1890. 
To  the  Senate  and  House  of  Representatives  of  the  United  States,  WashingtoUy  D,  0. : 

I  respectfully  beg  leave  to  state  that  I  am  and  was  United  States  attorney  for  the 
Territory  of  Arizona  at  the  time  when  Mark  £.  Cunningham,  Gilbert  Webb,  Wilfred 
Webb,  Warren  Follett,  Lyman  Follett,  David  Rodders,  and  Thomas  Lamb,  were  tried 
in  the  district  court  of  the  first  judicial  district  of  the  Territory  of  Arizona,  on  the 
charge  of  haviug  robbed  Joseph  W.  Wham,  major  and  paymaster  of  the  United  StatcSs 
Army,  in  the  county  of  Graham  and  Territory  of  Arizona,  on  the  11th  day  of  May, 
1889,  of  (28,345.10  in  money,  the  same  being  personal  property  of  the  United  States. 

The  proof  in  said  case  showed  absolutely  beyond  cavil  or  criticism  that  Major 
Wham  was  on  the  Uth  day  of  May,  1689,  robbed  in  said  county  of  Graham,  and  that 
the  amount  of  money  tnken  from  him,  and  which  was  undoubted  property  of  the 
United  States,  was  $28,345.10.  The  proof  further  showed  that  this  robbery  took  place 
in  a  deep  calion  through  which  the  road  run  proceeding  from  Fort  Grant  to  Fort 
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TboiMos ;  tbat  the  robbers  bad  been  several  days  in  making  prepanttions  for  tbU  rob- 
bery :  tliat  tboy  bad  bailt  sevea  forts  wbicb  commanded  the  place  where  M^or  Whun 
autl  bis  escort  would  be  compelled  to  pass  throogh  said  cafLozK  aad  tbat  the  pay- 
master and  his  escort  were  taken  completely  by  sarprise  when  nre  was  first  opened 
upon  tbcm  by  tbe  secreted  robbers. 

A  despernte  battle  lasting,  according  to  the  proof,  for  at  least  half  an  hoar,  and 
probably  longer,  then  took  place.  Major  Wham,  with  the  skill  and  courage  whidi 
migbt  be  expected  only  of  a  veteran  soldier  of  twenty-three  years'  st-anding.  rallied 
his  burprisea  forces  behind  a  rock  on  tbe  west  side  of  tbe  cafion,  which  afforded  tbe 
only  possible  protection  from  tbe  tire  from  tbe  robhing  party  in  their  forts  on  tbe 
ciiHt  side,  and  after  having  brought  as  many  of  his  men  as  possible  behind  the  rock 
on  the  left  side  of  the  cafioa,  from  which  point  he  proceeded  to  giye  battle  to  tbe 
attacking  party,  it  was  discovered  that  the  robbers  had  ta.ken  a  position  to  tbe 
southeast  of  tbe  position  occupied  by  Major  Wham,  and  had  also  placed  men  ins 
position  to  the  northwest  of  the  position  taken  by  Major  Wham,  from  both  of  which 
robber  positions  the  rock  behind  wbicb  Major  Whanr  and  his  escort  had  retreated 
was  bubjected  to  a  galling  flanking  fire ;  but  with  tbe  hardihood  and  coarage  of  a 
so  dicr  who  entered  the  late  war  as  a  mere  boy  and  aprtvatey  and  served  throagb  the 
great  battles  where  the  contending  armies  were  the  bravest  of  the  worlds  ana  who 
won  his  shoulder* straps  upon  the  '* pitched  field  of  battle,"  Major  Wham  continoed 
to  fight  his  men  in  hope  of  saving  the  property  of  the  Government  until  eight  oat  of 
the  eleven  of  the  soldiers  coustitnting  his  escort  were  wonnded,  and  nntil  all  hope 
^nd  possibility  of  making  good  further  resistance  to  the  thoroughly  protected  rob- 
bers was  at  an  end. 

He  was  the  lust  man  to  leave  the  rock  behind  which  he  and  his  forces  retreated,  his 
men  falling  away  from  him  one  after  the  other  as  each  was  wounded,  and  when  he 
became  certain  that  longer  delay  in  the  position  from  which  he  instituted  his  fight 
wonld  bo  useless,  he  then  retired  hiaiself,  in  thedirectiou  in  which  his  men  had  gone, 
to  see  if  it  would  be  possible  to  find  enough  of  them  nnwonnded  for  the  purpose  of 
re-orgnnizing  a  body  for  the  protection  of  the  Government  treasnre. 

All  of  these  facts  appeared  in  the  testimony,  and  from  a  personal  inspection  of  the 
ground  upon  which  the  robbery  was  committed,  and  tbe  battle  took  place,  I  am  satis- 
fied tbat  double  the  number  of  the  escort  which  Major  Wham  had  could  not  have 
navcd  the  Government  property  from  the  attack  made  by  the  robbers.  All  that  an 
honest,  brave,  and  skillful  officer  could  possibly  do  in  the  discharge  of  his  duty  or 
the  protection  of  his  trust  was  done  by  Joseph  W.  Wham  in  this  matter. 

Harry  R.  Jspfori>8, 
United  States  Attorney  for  Arizona, 

A  true  copy, 

JaIOES  GIUJ88, 

McQor  and  Quartermaeter, 


Office  of  United  States  Marshal,  District  of  Arizona, 

Tuoeon,  Arizona,  Dooemher  20,  1889. 
To  whom  it  may  concern : 

Having  made  a  very  searching  investigation  of  the  robbery  of  M^.  J,  W.  Wham 
"J<^^8cort,  while  en  route  from  Fort  Grant  to  Fort  Thomas  in  this  Territory,  on 
tbe  11th  day  of  May  last,  1  desire  to  state  that  the  attack  was  made  at  a  point  in  a 
narrow  cniion  where  the  robbers  were  protected  by  natural  fortifications  in  the 
rocks,  made  stronger  by  artificial  means.  Said  fortifications  were  so  arranged  as  to 
cover  three  of  thecardinal  points,  north,  east,  and  sooth,  leaving  only  tbewest — which 
was  flowD  grade,  for  a  retreat,  and  that  commanded  by  nearly  if  not  all  the  forts;  but 
"^^^•^^.tanding  the  galling  fire  which  was  kept  up  by  at  least  thirteen  of  the  rob- 
uer«,  Major  Wham  stood  cheering  and  urging  his  escort  nntil  eight  ont  of  eleven  of 
ine  escort  were  wounded,  two  of  them  twice.  I  am  satisfied  a  braver  or  better  de- 
lon^^  ^^^^^  ^^^  have  been  made  under  like  circumstances,  and  to  have  remaij^ed  ^ 
succ*^'^  ^^"M  have  proved  a  useless  sacrifice  of  life  without  a  vestige  of  hope  of' 

Respectfully, 
A  true  copy. 


W.  K.  Mkadk, 

UniUd  State$  Marekal, 

Wm.  a.  Thompson, 

Captain,  Fourth  Cavalry. 
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San  Carlos,  Ariz.,  December  24,  1889. 
To  whom  it  may  coocern : 

I  waM  placed  on  daty  in  connection  with  the  investigation  into  the  robbery  of  Pay- 
master J.  W.  \Vham,  U.  S.  Army,  immediately  after  the  robberv  was  committed,  and 
remained  on  aaid  dnty  until  the  close  of  the  trial,  and  was  the  nr»t  to  take  the  state- 
ments of  the  soldiers  o£  the  escort  and  a  woman,  Mrs.  Fraukie  Cammel,  who  was  an 
eye  witness  of  the  scene.  All  the  soldiers  in  their  testimony  bear  witness  to  the  fact 
that  Major  Wham  remained  near  the  rock  which  the  soldiers  of  tUo  escort  occupied 
until  seven  of  the  escort  and  the  ambnlance-driver  were  wounded,  and  that  he  was 
the  last  to  leave  the  rock,  and  endeavored  to  call  Corporal  Mays  back  when  he  fonnd 
himself  alone.    Mrs.  Cammel  corroborated  this  in  her  statement  made  to  me. 

I  have  made  asnrvey  of  the  sceqe  of  the  robbery,  and  from  statements  mode  by  the 
soldiers  and  by  examination  of  the  ground  have  found  that  therobbers  occupied  some 
nine  positions,  and  of  these  six  were  built-up  forts,  while  the  remaining  three  were  nat- . 
nral  fortifications.  These  positions  are  from  6  to  61  feet  higher  than  the  top  of  the  rock 
placed  in  the  road  to  stop  the  ambulance,  and  all  but  one  hiffher  than  the  highest 
point  of  the  rock  occupied  by^he  soldiers  and  Major  Maior  Wham. 

The  robber  chief  haa  evidently  foreseen  that  if  the  soldiers  resisted  they  would  re- 
treat to  the  parMcular  position  which  they  did  occupy,  and  he  had  therefore  placed 
part  of  the  outlaws  to  the  right  and  rear  of  that  rook  to  flank  them  out. 

That  the  escort  fought  weU  and  bravely  is  attested  by  the  bullet  marks  on  the  rob- 
ber position)  as  well  as  by  those  on  the  rock  occupied  by  Major  Wham  and  the 
soldiers. 

My  belief  is  that  there  were  not  less  than  thirteen  robbers,  and  this  is  based  on  the 
fact  that  eight  horse- tracks  and  one  mule-track  were  found  on  one  side  of  the  road, 
and  five  horse-tracks  on  the  other  side.  Believing  that  the  mule  was  for  the  purpose 
of  carrying  away  the  plunder,  that  would  leave  thirteen  for  the  robbers.  Mr.  Will 
Smith,  a  detective,  places  the  number  at  twelve  or  thirteen,  and  United  States  Mar- 
shal Meade  at  from  twelve  to  fifteen.  The  soldiers  and  Mrs.  Frankie  Cammel  place 
the  number  at  about  twenty. 
Very  respectfully, 

Geo.  S.  Cartwrioht, 
8eo(md  Lieutenant^  Twenty-fourth  Infantry, 

A  true  copy. 

Wm.  a.  Thompson. 
Captain^  Fourth  Cavalry, 


Personally  appeared  before  me  Benjamin  Brown,  sergeant.  Company  C,  Twenty- 
fourth  Infantry,  who,  being  duly  sworn,  deposes  and  says  that  he  was  one  of  MaJ.  J. 
W.  Wham's  escort  on  May  11, 1889;  that  the  party  was  en  route  to  Fort  Thomas  from 
Fort  Grant.  Ariz. ;  that  at  a  point  about  6  miles  north  of  Cedar  Springs  the  party 
was  ambusned  while  descending  a  long  hill  by  a  band  of  armed  robbers,  whose  numbers 
seemed  to  be  fifteen  or  twenty ;  that  a  sharp  fight  ensued,  lasting  about  thirty  min- 
utes; that  the  escort  was  composed  of  two  non-commissioned  officers  and  nine  pri- 
vates; that  seven  of  the  escort  and  the  ambulance  driver  were  wounded,  two  of 
them  being  twice  shot ;  that  the  paymaster  called  to  the  corporal  to  return  to  the 
abandoned  position  and  continue  the  fight  after  the  above  casualties  had  already 
been  sustained;  tbat  the  paymaster's  ambulance  was  captured,  the  money-chest 
taken  from  the  boot,  broken  open,  and  money  taken. 

Benjamin  Brown, 
Sergeant,  Company  C,  Twenty-fourth  Infantry, 

Subscribed  and  sworn  to  before  me  this  13th  day  of  Jnly,  A.  D.  1889. 
[seal.]  Charles  Crowley, 

Notary  Public 

A  true  copy. 

Wm.  a.  Thompson, 

Captainy  Fourth  Cavalry, 


Personally  appeared  before  me  Isaiah  Mays,  corporal  Company  B,  Twenty-fourth 
Infantry,  who,  being  duly  sworn,  deposes  and  says  that  he  was  one  of  Maj.  J.  W. 
Wbam's  escort  ou  May  11,1889 ;  that  the  party  was  en  route  to  Fort  Thomas  from  Fort 
Grant,  Arizona ;  that  at  a  point  about  6  miles  north  of  Cedar  Springs  the  party  was 
ambushed  while  descending  a  long  hill  by  a  band  of  armed  robbers,  whose  number 
seemed  to  be  fifteen  or  twenty ;  that  a  sharp  fight  ensued,  lasting  about  thirty  min- 
utes, that  the  escort  was  composed  of  two  non-oommissioned  officers  and  nine  pri* 
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vates ;  Ibat  seven  of  the  escort  and  tbe  ambulance  driver  were  wonnded,  two  of 
tbeni  being  twice  sbot :  tbat  tbe  paymaster  called  to  tbe  corporal  to  return  to  the 
abandoned  position  and  continue  tbe  tlgbt  after  tbe  above  canualtiee  had  already 
been  susiuiuod.  Ibat  tbe  paymaeter's  ambulance  vaa  captured,  the  njoneycbest 
taken  from  tlie  boot,  broken  open,  and  money  taken. 

Isaiah  Mats, 
•  Corporal  f  Company  B,  Tioent if -fourth  Iw/anirf, 

Subscribed  and  sworn  to  before  me  this  13th  day^  of  July,  A.  D.  1889. 

[SKAL.]  CHARLK8  CROWIJCT, 

Noiarg  PuhUc 
A  true  copy. 

Wm.  A«  Thompsok, 
Captain^  Fourth  Cavalrff. 


Personally  appeared  before  me  Sqnier  Williams,  private,  CouDpany  K,  Twenty- 
fonrib  Infantry,  who,  being  duly  sworn,  deposes  and  says  tbat  be  was  one  of  Ma{.  J. 
W.  Wbam's  escort  oil  Ma;^' 11,  lc89 ;  tbat  the  party  was  en  route  to  Fort  1  homaafrom 
Kort  Grant ;  tbat  at  a  point  about  6  miles  north  of  Cedar  Springs  the  party  was  am- 
busbcd  wbile  descending  a  long  hill  by  a  band  of  armed  robbers,  whoee  unmber 
seemed  to  be  fifteen  or  twenty ;  tbat  a  sharp  figbt  ensued,  lasting  a  boat  thirty  min- 
utes;  tbat  tbe  escort  was  composed  of  two  non-commissioned  omceiB  and  nine  pri- 
vates ;  t  bat  seven  of  tbe  escort  and  the  ambulance  driver  were  wounded,  two  of  them 
being  sbot  twice;  tbat  tbe  paymaster  called  to  the  corporal  to  return  to  the  aban- 
doned position  and  continue  tbe  figbt  after  the  above  casualties  had  been  already  sna- 
taiued ;  that  tbe  paymaster's  ambulance  was  captured,  the  moaey  cheat  taken  from 
tbo  boot,  broken  open,  and  money  taken. 

bis 
Squibb  x  Williaxs. 

mark. 
Witness  to  signature: 
Gko.  8.  Cabtwrioht, 

Second  lAeuienanty  Ticenfff-fonrtk  Infantrjf, 

Subscribed  and  sworn  to  before  me  this  14th  day  of  July,  A.  D.  1889. 

[6EAJ..]  LOUU  ReaSHON, 

Notary  Pa5Zte,  Graham  Cammtg,  AHm. 
A  true  copy. 

Wm.  a.  Thompson, 

Captain,  Fourth  Cavairy. 


Personally  appeared  before  me  Benjamin  Burge,  Company  E,  Twenty-fi>nrth  In- 
fant ry,  trbo,  being  duly  sworn,  deposes  and  says  that  he  was  one  of  MaJ.  J.  W. 
Whani*H  escort  on  May  11,  1889;  that  tbe  partjr  was  en  rente  to  Fort  Thomae  from 
Kort  Grant,  Arizona ;  that  at  a  point  about  6  miles  north  of  Cedar  Sprin>^  the  party 
was  ambushed  while  descending  a  long  bill  by  a  band  of  armed  roboeia,  whose  num- 
ber seemed  to  be  fifteen  or  twenty  ;  that  a  sharp  figbt  ensued,  lasting  abont  thirty 
minutes ;  that  the  escort  was  composed  of  two  non-commisaioned  officers  and  nine 
privates ;  that  seven  of  the  escort  and  the  ambulance  driver  were  wonnded,  two  of  them 
being  twice  shot;  that  the  paymaster  called  to  the  corporal  to  return  to  the  ahaa- 
duned  position  and  continue  the  fight  after  the  above  oasnalties  had  already  been  soa- 
tained ;  that  the  paymaster's  ambulance  was  captured,  the  money-ehest  taken  from 
the  boot,  broken  open,  and  money  taken. 

Benjamin  Burox, 
Private,  Company  E,  Twenty-fourth  It^antry, 

Subscribed  and  sworn  to  before  me  this  13th  day  of  July,  A.  D.  1889. 
[sKAL.]  Charles  CBOWX.KT, 

Notary  Puhlie. 
A  true  copy. 

Wm.  a.  Thompson, 

Captain,  fourth  Cavalry. 


Personally  appeared  hefore  me  James  Wheeler,  Troop  6,  Tenth  Cavalry,  who,  be- 
ing duly  sworn,  deposes  and  says  that  be  was  onoof  MaJ.  J.  W.  Wham's  eecort  on  May 
lli  1889 ;  that  tne  party  was  en  route  to  Fort  Thomas  from  Fort  Qi  ant.  Arizona:  that  a| 
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a  point  abont  6  miles  north  of  Cedar  SpriDgs  the  party  was  ambnabed  while  descending 
a  long  hill  b.y  a  band  of  armed  robbers,  whose  number  seemed  to  be  fifteen  or  twenty ; 
that  a  sharp  fight  ensoed,  lasting  alM>at  thirty  mln a tes;  that  the  escort  was  com- 
posed of  two  uon  commissioned  officers  and  nine  privates;  that  seven  of  the  escort 
and  the  ambulance  driver  were  wounded^  two  of  them  bcinff  twico  shot ;  that  the 
paymaster  called  to  the  corporal  to  return  to  the  abandonea  position  and  continue 
the  fight  after  the  above  casualties  had  already  been  sustained;  that  the  pay  mas- 
tor's  ambulance  was  captured,  the  money-chest  taken  from  the  boot,  broken  open, 
and  money  taken. 

James  (his  x  mark)  Wubblbr, 
FHvate  Troop  G,  Tenth  Cavalry. 
Witness : 

T.  J.  KOESTER, 

Second  Lieutenanty  Tenth  Cavalry, 

Subscribed  and  sworn  to  before  me  this  13th  day  of  July,  A.  D.  1889. 
[SEAL.]  Charles  Crowlet, 

Notary  Fubiie. 
A  true  copy : 

Wm.  A.  Thompson, 

Captain,  Fourth  Cavalrym 


Personally  appeared  before  me  Julius  Harrison,  private,  B  Company,  Twenty-fourth 
Infatitry,  who,  being  duly  sworn,  deposes  and  says  that  he  was  one  of  Maj.  J.  W. 
Wbam*8  escort  on  May  U,  l^s89 ;  that  the  party  was  en  route  to  Fort  Thomas  froi% 
Fort  Grant,  Arizona ;  that  at  a  point  about  6  miles  north  of  Cedar  Sprinj^s  the  party 
was  ambushed  while  descending  a  loujo^  hill  by  a  baud  of  armed  robbers,  whose 
number  seemed  to  be  fifteen  or  twenty ;  that  a  shatp  fight  ensued  lasting  about  thirty 
minutes;  that  the  escort  was  composed  of  two  non-commissioned  officers  nnd  nine 
privares ;  that  seven  of  the  escort  and  the  ambulance  driver  were  wounded,  two  of 
them  being  twice  nhot ;  that  the  paymaster  called  to  the  corporal  to  return  to  the 
abandoned  position  and  continue  the  fight  after  the  above  casualties  had  already  been 
snstaioed;  that  the  paymaster's  ambulance  was  captured,  the  money-chest  taken 
from  the  boot,  broken  open,  and  money  taken. 

JtnjLUs  Harrison, 
Frivate  Company  B,  Twenty-fourth  Infantry. 
Subscribed  and  sworn  to  before  me  this  13th  day  of  July,  A.  D.  1889. 
[seal.]  Charles  Crow^y, 

Notary  Fublio, 
A  true  copy. 

Wm.  a.  Thompson, 

Captainy  Fourth  Cavalry, 


Personally  appeared  before  me  George  H.  Short,  private,  Company  B,  Twenty- 
fourth  Infantry,  who,  being  duly  sworn,  deposes  ana  says  that  he  was  one  of  MaJ.  J. 
W.  Wham's  escort  on  May  11, 18o9 ;  that  the  party  was  en  route  to  Fort  Thomas  from 
Fort  Grant,  Arizona;  that  at  a  point  about  6  miles  north  of  Cedar  Springs  the  party 
was  ambushed  while  descending  a  long  hill  by  a  band  of  armed  robbers,  whose  num- 
ber seemed  to  be  fifteen  or  twenty ;  that  a  sharp  fight  ensued  lasting  about  thirty 
minutes;  that  the  escort  was  composed  of  two  non-commissioned  officers  and  nine 
privates;  that  seven  of  the  escort  and  the  ambulance  driver  were  wounded,  two  of 
them  being  twice  shot ;  that  the  paymaster  called  to  the  corporal  to  return  to  the 
abandoned  position  and  continue  tne  fiocht  atter  the  above  casualties  had  already 
been  sustained ;  that  the  paymaster's  ambulance  was  captured,  the  money  chest  taken 
from  the  boot,  broken  open,  and  money  taken. 

George  H.  Short. 
Frivate  Company  B,  Twenty-fourth  Infantry. 

Snbscribed  and  sworn  to  before  me  this  13th  day  of  July,  A.  D.  1^.89. 
[8SAL.1  Charles  Crowley, 

•  Notary  Fublie, 

A  true  copy. 

Wm.  a.  Thompson, 
Captain^  Fourth  Cavalry, 

8«  Rep.  4 54 
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Penonally  appeBred  before  me,  Oscar  Fox«  Company  E,  Twenty-fourth  Infantry, 
who  being  dnly  sworn,  deposes  and  says  that  he  was  one  of  M^jor  J.  W.  Wbain'B 
escort  on  May  11,  ISt^,  that  the  party  was  en  ronte  to  Fort  Thomas  from  Fort  Grant, 
Ariz. ;  that  at  a  point  about  6  miles  north  of  Cedar  Springs,  the  party  was  arabnsbed 
while  descending  a  long  hill  by  a  band  of  armed  robbers,  whose  namber  seemed 
to  bo  fifteen  or  twenty ;  tbat  a  sharp  fight  ensoed,  lasting  aboat  thirty  minates ;  tbu 
tbe  escort  was  composed  of  two  non-commissioned  officers  and  nine  privates,  thai 
seven  of  the  escort  and  the  ambulance  driver  were  wounded,  two  of  thom  being  twios 
shot ;  tbat  the  paymaster  called  to  the  corporal  to  retnrn  to  the  abandoned  position 
and  continue  tbe  fight,  after  the  above  casnalties  had  already  been  sustained;  that 
tbe  paymaster's  ambnlance  was  captured,  the  money  chest  taken  from  the  boot, 
broken  open,  and  money  taken. 

Oscar- Fox, 
Private  Company  E,  Twentg-faurth  In/aniry. 

Subscribed  and  sworn  to  before  me  this  13lh  day  of  July,  A.  D.  1869. 

[SEAL.]  CHABUES  CBOWI.XT, 

Kotary  PukHc 
A  true  copy. 

Wm.  a.  Thompson, 

Captain  Famrth  CSoralry. 


it 


Personally  appeared  before  me,  Thornton  Hans,  private  Troop  C,  Tenth  Cavalry, 
who  being  duly  sworn,  deposes  and  says  that  he  was  one  of  M^jor  J.  W.  Wham's  es- 
cort on  May  II,  1889 ;  that  the  party  was  on  route  to  Fort  Thomas  from  Fort  Grant, 
Ariz. ;  that  at  a  point  about  6  miles  north  of  Cedar  Springs  the  p»rty  was  ambushed 
while  descending  a  long  hill  by  a  band  of  armed  robbers,  whose  numbers  seemed  to 
be  fifteen  or  twenty ;  that  a  sharp  fight  ensued,  lasting  about  thirty  minutes ;  that 
the  escort  was  composed  of  two  non-commissioned  oflicers  and  nine  privates ;  that 
seven  of  the  escort  and  the  ambulance  driver  were  wounded,  two  of  them  being  twice 
shot ;  that  tbe  paymaster  called  to  the  corporal  to  return  to  the  nbiuidoned  position 
and  continue  tbe  fight  after  the  above  casualties  had  already  been  sustained ;  that 
the  paymaster's  ambulance  wascaptnred,  tbe  money  chest  taken  from  the  boot,  broken 
open.,  and  money  taken. 

Thornton  Hans, 
Private  Troop  C,  Tnttk  Cavalry. 

Subscribed  and  sworn  to  before  me  this  loth  day  of  July,  A.  D.  1889. 
[SRAL.]  Charles  Crowlby, 

Notary  PmbUc 
A  true  copy. 

Wm.  a.  Thompson, 

Captain  Fowth  Cavalry, 


Personally  appeared  before  me  Hamilton  Lewis,  private  Company  B,  Twenty- 
fourth  Infantry  who,  beiog  duly  sworn,  deposes  and  says  that  he  was  one  of  Major 
J.  W.  Wham's  escort  on  May  11,  1889,  tnat  the  party  was  en  route  to  Fort  Thomas 
from  Fort  Grant,  Ariz. ;  that  at  a  point  about  6  miles  north  of  Cedar  Springs,  the 
party  was  ambushed  while  descending  a  long  hill  by  a  band  of  armed  robMrs,  whose 
numbers  seemed  to  be  fifteen  or  twenty ;  tbat  a  sharp  fight  ensned,  lasting  about  thirty 
minutes ;  tbat  tbe  escort  was  composed  of  two  non-commissioned  officers  and  nine 
privates;  that  seven  of  the  escort  and  the  ambulance  driver  were  wounded,  two  of 
them  being  twice  shot ;  that  the  paymaster  called  tt>  the  corporal  to  retnrn  to  the 
abandoned  position  and  continue  tiie  fight,  after  tbe  above  casualties  had  already 
been  sustained ;  that  the  paymaster's  ambulance  was  captured,  the  mofiey-chest 
taken  from  the  boot,  broken  open,  and  money  taken. 

Hamilton  (his  x  mark)  Lswis, 
Witness: 

F.  J.   KOESTER, 

Second  Lieutenant  Tenth  Cavalry,       • 

Subscribed  and  sworn  to  before  me  this  13th  day  of  July,  A.  D.  1889. 
[SEAL.]  Charles  Crowlbt, 

KotaryFabUa. 
A  true  copy. 

Wm.  a.  THoiiPSON, 

Captain  Fourth  Cavalry, 
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Personally  appeared  before  me,  James  Toung  private.  Company  K,  Twenty-fourth 
Infantry,  who  being  daly  sworn,  deposes  and  says  that  ho  was  one  of  MaJ.  J.  W, 
Wham's  escort  on  May  11, 1889 ;  that  tne  party  was  en  ronte  to  Fort  Thomas  from  Fort 
Grant,  Ariz. ;  that  at  a  point  about  6  miles  north  of  Cedar  Springs  the  party  was  am- 
bnshed  while  descending  a  long  hill  by  a  baud  of  armed  robbers,  whose  number 
seemed  to  be  fifteen  or  twenty ;  that  a  sharp  fight  ensned,  lasting  about  thirty  min- 
utes ;  that  the  escort  was  composed  of  two  non-commissioned  officers  and  nine  pri- 
vates; that  seven  of  the  escort  and  the  ambulance  driver  were  wountied,  two  of  them 
being  twice  shot ;  that  the  paymaster  called  to  the  corporal  to  return  to  the  aban- 
doned position  and  continue  the  fight,  after  the  above  casualties  had  already  been 
sustained ;  that  the  paymaster's  ambulance  was  captured,  the  money  chest  taken 
from  the  boot,  broken  open,  and  money  taken. 

James  Young, 
Private  dmipany  K,  Twenty -fourth  Infantry, 

Subscribed  and  sworn  to  before  me  this  13th  day  of  July,  A.  D.  1889. 
[SEAL.]  Charles  CrowLet, 

Notary  PubUe, 

A  true  copy. 

Wm.  a.  Thompson, 

Captain  Fourth  Cavalry. 


Personally  appeared  before  me  Qeorge  Arrington,  private  Company  C,  Twenty- 
fourth  Infantry,  who  being  duly  sworn  deposes  and  says  that  he  was  one  of  M(^.  J. 
W.  Wham's  escort  on  May  11,  1889 ;  that  the  party  was  en  route  to  Fort  Thomas  from 
Fort  Grant,  Ariz. :  that  at  a  point  about  6  miles  north  of  Cedar  Springs  the  party  was 
ambushed  while  descending  a  long  hill  by  a  band  of  armed  robbers,  whose  number 
seemed  to  be  fifteen  or  twenty ;  that  a  sharp  fight  ensued  lasting  abont  thirty  min- 
ntes;  that  the  escort  was  composed  of  two  non-commissioned  officers  and  nine  pri- 
vates; that  seven  of  the  escort  and  the  ambulance  driver  were  wounded,  two  of  them 
being  twice  shot ;  that  the  paymaster  called  to  the  corporal  to  return  to  the  aban- 
doned position  and  continue  the  fight  after  tho  above  casualties  had  already  been  sus- 
tained; that  tbo  paymaster's  ambulance  was  captured,  the  money-chest  taken  from 
the  boot,  broken  open,  and  money  taken. 

George  (his  x  mark)  Arrington. 

Witness: 

F.  J.  KOESTER, 

Second  Lieutenant  Tenth  Cavalry. 

Subscribed  and  sworn  to  before  me  this  13th  day  of  Jnly,  A.  B.  1889. 
[SEAL.]  Charles  CrowlbTs 

Notary  Puhlie. 

A  true  copy : 

Wm.  T.  Thompson, 
Captain  Fourth  Cavalry. 


War  Department,  Paymaster-General's  Office, 

Washing ton^  D.  C,  February  1,  1890. 

Sir:  I  have  the  honor  to  return  herewith  Senate  bill  No.  1759  for  the  relief  of  Maj. 
J.  W.  Wham,  paymaster,  and  the  accompanying  papers,  referred  to  this  office  from 
the  War  Department. 

There  is  no  room  to  doubt  that  this  officer  was  robbed  of  $28,345.10,  on  the  11th  of 
May,  1889,  while  en  route  to  pay  troops,  and  it  is  believed  that  he  made  every  effort 
possible  to  protect  the  public  funds,  and  that  he  was  overcome  by  the  band  of  robbers ; 
and  I  am  of  opinion  that  ho  should  be  relieved  of  responsibility  for  the  loss,  and  there- 
fore recommend  the  passage  of  the  accompanying  bill  for  his  relief. 
Very  respecifolly, 

Wm.  B.  Rochester, 
Faymaater- General,  U.  S.  Army. 
The  Secretary  of  Wab. 

A  true  copy : 

James  Gilliss, 
i£(yor  and  ^uartermaete^^ 
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Wab  Drpartmcst, 
WaihingUm^  February  1, 1890. 

Sir  :  I  return  herewith  Senate  hill  1759  and  ita  accompanying  paper  ''for  the  relief 
of  Maj.  Joseph  W.  Wham,  paymaster  United  States  Army,"  referred  to  this  Depan- 
ment  on  the  3l8t  ultimo,  and  invite  your  attention  to  the  inclosed  report  of  the  Pij- 
master-General,  dated  the  Ist  instant,  in  whose  yiewa  I  concur. 
Very  respectfully, 

Sxi>Fisi.D  Proctor, 

Seertiarj/  of  War. 

Hon.  John  C.  Spoonbr, 

Chairman  Commiitee  an  ClaimB,  United  SMet  Senate. 

A  tme  copy : 

Jamks  GuXIoS, 
Major  and  Quartrnmetkr. 
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War  Departmbkt,  Ai>jutant-Gbkbral'8  Office, 

Washington^  Febmary  19, 1890. 

Sir:  In  reply  to  your  letter  of  Kovember  9,  1889, 1  have  the  honor  to  transmit  here- 
with, for  delivery  to  the  men,  medals  of  honor  for  Sergeant  Benjamin  Brown,  Com- 
pany C,  and  Corporal  Isaiah  Mays,  Company  B,  and  certificates  of  merit  for  the  fol- 
lowing-named enlisted  men  of  yonr  regiment,  who  distlngnished  themselves  in  the 
fight  with  robbers  in  Arizona,  May  11,  1889,  viz: 
Private  George  Arrington,  Company  C. 
Private  Bet^amin  Burge,  Company  £. 
Private  Julius  Harrison,  Company  B. 
Private  Hamilton  Lewis,  Company  B. 
Private  Squire  Williams,  Company  K. 
Private  James  Young,  Company  K. 
Very  respectfully, 

Arthur  MacArthur,  Jr., 
AsMtant  AdJuUMt-GeneroL 

CoMMANDiifo  Officer,  Twenty-fourth  Infantry, 

Fort  Ba^rd,  N,  Hex. 

Official  copy  respectfully  furnished  6>r  the  information  of  M^j.  Jos.  W.  Wham, 
paymaster  U.  S.  Army. 

Sam.  Brkck, 
Awihiant  Adjutant-Gemerml 

Adjutant-Qereral'8  Office,  February  34, 1890. 


( ' 


War  Department,  Aiijutakt-Oenbral's  Office, 

WoBhingtOH,  February  20,  1890. 

Sir:  I  have  the  honor  to  transmit  herewith  certificates  of  merit  for  Privates 
Thornton  Hams,  Troop  C;  and  James  Wheeler,  Troop  Q,  of  your  regiment,  and  to  re- 
quest that  the  same  be  delivered  to  the  soldiers. 
Very  respectfully, 

Arthur  MacArtbur,  Jr., 

AeHitani  Adjutant- GtneraL 

Commanding  Officer,  Tenth  Cavalry, 

Fort  Apadie,  Ariz, 

Official  copy  respectfully  furnished  for  the  information  of  MaJ.  Joe.  W.  Wham, 
paymaster,  U.  S.  Army. 

Sajj.  Breck, 
AsHatant  Adjutant-GeneraL 

AixruTANT-GENERAL's  OFFICE,  February  24,  1890. 

Note. — The  above-mentioned  certificates  were  awarded  to  the  men  for  distingnished 

SArvicA  in  tha  fiorbt  with  robhArft  "whti  tii.ttuilci^A  Mninr  Wham.  navniHRtAr.  in  ArivAnft. 


JOSEPH  W    WHAM.  13 

SPKCIAL  ORDEBSy  \  HEADQUARTERS  DEPARTMEKT  OF  ARIZONA. 

'     No.  37.  5  Lo8  AngeUa,  Qal.f  JpriVMy  1089. 

[Bxtnot] 

•  •  •  •  •  •     "  • 

2.  The  troops  in  this  department  will  be  paid  to  inclade  the  master  <if  April  30, 
1639,  as  follows : 

By  Mivj.  G.E.Glenn,  paymaster,  at  San  Diego  Barracks,  CaL,  Forts  MojaTe  and 
Verde  and  Whipple  Barracks,  Ariz.,  incloding  general  service  clerks  and  messen- 
gers at  department  headquarters,  and  troops  detached  from  posts. 

By  Mi^.  A.  S.  Towar,  payipaster,  at  Forts  Huachuca,  Lowell,  and  McDowell,  Ariz., 
and  troops  detached  from  posts. 

By  MaJ.  W.  M.  Maynadier,  paymaster,  at  Forts  Marcy,  Union,  Wingate,  Stanton, 
Selden  and  Bayard,  K.  Mex.,  and  troops  detached  from  posts. 

By  M^j.  J.  W.  Wham,  paymaster,  at  Forts  Bowie,  Grant,  Thomas,  San  Carlos,  and 
*  Fort  Apache,  Ariz.,  and  troops  detached  from  posts. 

Post  commanders  will  fumisli  the  necessary  escorts  npon  requisitions  therefor. 

The  qnartermaster's  department  will  send  by  express  to  sncn  points  as  may  be  des- 
ignated snch  public  funds  as  may  be  required  for  these  payments. 

On  completion  of  the  duties  assigned  them  the  paymasters  will  return  to  their  ro 
spectlve  stations. 

The  tiayel  directed  is  necessary  for  the  public  service. 

•  •  •  •  •  •  • 

By  order  of  Colonel  Grierson : 

WM.  J.  VOLKMAR, 

AsHitani  Adjutant- Generdk 
Official: 

JOBK  A.  Pbrrt, 

Second  Lmttmant,  Tenth  Infantry,  A,  A,  D.  C, 
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51ST  Congress,  i  SENATE.  (  UepobI- 

1st  Session,     i  V  No.  884.' 


IK  THE  SENATE  OF  THE  tJNITBD  STATES. 


iitAY  7,  1890. — Ordered  to  be  printed; 


Mr.  Spoonsb,  from  the  Committee  on  Olaims,  submitted  the  folloving 

REPORT: 

[To  accompany  S.  707.] 

The  Gommittee  on  Glainis,  to  whom  was  referred  the  bill  (S.  707) 
for  the  allowance  of  the  claim  of  George  Brown  for  stores  and  supplies 
taken  and  used  by  the  United  States  Army,  as  reported  by  the  Court 
of  Claims^  under  the  provisions  of  the  act  of  March  3, 1887,  having  had 
the  same  under  consideration,  respectfully  report : 

A  similar  bill  is  pending  before  the  House  of  Representatives,  having 
been  favorably  reported  to  that  body  from  the  House  Colnmittee  on 
War  Claims.  The  report  of  said  committee,  which  is  hereby  adopted, 
was  as  follows : 

The  Committee  on  War  Claims,  to  whom  was  referred  the  bill  (H.  K.  2725)  for  the 
allowance  of  the  claim  of  George  Brown,  for  stores  and  supplies  taken  and  used  by 
the  Armv,  report  as  follows : 

This  claim  was  referred  to  the  Court  of  Claims  by  a  resolution  of  the  Senate  of  the 
11th  of  June,  1888,  in  accordance  with  the  act  of  March  3,  1887. 

The  said  court  has  transmitted  said  case  with  the  following  findings  of  fact: 

FINDINGS  OP  FACT. 
I. 

The  court  find  the  following  facts  **  bearing  upon  the  question  whether  there  has 
been  delay  or  laches  in  presenHng  such  claim,''  and  **  as  bearing  upon  the  question 
whether  the  bar  of  any  statute  of  limitation  should  be  removed,  or  which  shall  be 
claimed  to  excuse  the  claimant  for  not  having  resorted  to  any  established  le^al  rem- 
edy." Shortly  after  the  property  charged  ror  was  taken,  claifhant  had  his  claim 
prepared  and  sent  to  Washington  for  collectiou.  It  was  returned  to  him  with  the 
information  that  nothing  could  be  done  with  it.  This  was  prior  to  the  organization 
of  the  Southern  Claims  Commission,  of  which  he  knew  nothing  until  it  Was  too  late 
to  file  his  claim  before  that  commission.  Claimant  is  a  carpenter  by  trade,  and  came 
to  Washington  in  1870  to  reside.    He  signs  by  mark. 

In  1884  he  prepared  his  claim  for  the  Quartermaster-General,  but  not  beinc  able 
to  file  it  there,  as  the  Quartermaster-General  did  not  have  jurisdiction  of  claims 
within  Virginia,  he  took  it  to  Congress,  and  since  the  first  session  of  the  Forty-eighth 
Congress  he  has  urged  the  payment  thereof.  During  the  Forty-ninth  Congress  his 
claim  was  sent  to  this  court  under  the  Bowman  act,  but  being  advised  that  this 
court  could  not  take  jurisdiction  thereof,  under  that  act,  claimant  had  a  bill  con- 
ferring jurisdiction  on  this  court  to  hear  and  determine  his  case  introduced  into  the 
Senate  of  the  Fiftieth  Congress,  which  bill  by  resolution  of  the  Senate  was  referred 
to  this  court  under  the  act  of  March  3,  1887  (24  Stat.  L.,  p.  G05,  sec.  14).  From  the 
time  claimant  became  aware  that  such  claims  as  his  eould  be  paid,  he  has  endeavored 
to  procure  consideration  thereof. 

II. 

The  court  find  that  the  claimant  did  not  give  aid  or  comfort  to  the  rebellion,  but 
was  throughout  the  war  loyal  to  the  Government  of  the  United  States. 
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GEOBQE   BEOWN 


m. 


The  court  find  that  daring  aaid  war  there  was  taken  from  the  claimanVs  farm  in 
Faaquier  County,  Va.,  where  claimant  then  resided,  by  the  military  authorities  of 
the  Uuited  States  and  appropriated  to  the  nue  of  the  Army,  property-  of  the  follov- 
ing  value,  to  wit :  Wheat,  straw,  com,  fodder,  oxen,  a  horse,  and  fence  rails,  worth  for 
the  use  of  the  Armv,  at  that  time  and  place,  the  sum  of  four  thousand  five  hondred 
and  twenty-five  dollars  ($4,535). 

Bt  the  CoDirr. 

Filed  November  25,  1889. 

A  true  copy. 

1  est,  this  3d  day  of  December,  A.  D.  1889. 

[8KAL.1  JOHX  RaXI>OL1>H, 

Assistant  Clerk  Court  of  CUnmi, 

Toar  committee  therefore  report  the  bill  back  and  recommend  its 
passage. 


li 


61ST  GONGRESS,  \  SENATE.  (  BE^Ott'J? 

Ist  Session.     )  (  No.  886. 


IS  THE  SENATE  OF  THE  UNITED  STATES. 


Mat  7, 1890.— Oideted  to  be  printed. 


Mr.  SHESMAN/from  the  Oommittee  on  Foreign  Relations,  sabmitted  the 

following 

REPORT: 

[To  accompany  8.  Res.  80.] 

The  Committee  on  Foreign  Belations  respectfully  report  a  joint  res 
ointion  '<  authorizing  Ensign  J.  B.  Bernadou,  TJ.  S.  Navy,  to  accept 
two  vases  presented  to  liim  by  the  Oovernment  of  Japan,"  and,  for  the 
reasons  stated  in  accompanying  letters  from  the  Departments  of  State 
and  Navy,  recommend  that  it  do  pass. 


Dbpartmbnt  of  State, 
Wathington,  May  6,  1890. 

Sir  :  I  have  the  honor  to  bring  to  yonr  attention  the  inclosed  copy  of  a  letter  ad- 
dressed by  my  predecessor  to  yonr  committee,  February  28,  1889,  with  its  accompa- 
niments coDcerningtwo  flower  vases  presented  to  Ensign  J.  B.  Bemadon,  U.  8.  Navy, 
by  the  Gk>vemment  of  Japan,  and  the  necessary  anthority  of  Congress  for  him  to 
accept  them. 

No  action  appears  to  have  been  taken  npon  that  letter  owing,  no  doubt,  to  its  being 
so  near  the  iinal  adjournment  of  the  Fiftieth  Congress.  I  venture,  therefore,  tosng- 
gf'st  that  the  Department's  previous  recommendation  may  receive  favorable  consid- 
eration and  that  authority,  under  the  provisions  of  the  act  of  Congress  approved 
January  31,  1H81  (Statutes  at  Large,  voL  21,  page  603),  may  be  given  Ensign  Berna- 
dou to  accept  the  testimonial  referred  to. 

I  have  the  honor  to  be,  sir,  yonr  obedient  servant, 

Jambr  G.  Blaine. 

Hon.  John  Sherman, 

Chairman  Committee  on  Foreign  Belations j  United  Statee  Senate. 


Departmrnt  of  State, 

Washington,  February  28,  1889. 

Sir:  I  have  the  honor  to  call  your  attention,  with  a  view  to  securing  such  action 
on  the  part  of  Congress  as  may  be  proper,  to  a  gift  of  two  Japanese  vases  presented 
by  the  Imperial  Japanese  Government  to  Ensign  J.  B.  Bernadou,  U.  S.  Navy,  in  rec- 
ognition of  services  rendered  to  certain  Japanese  subjects  in  Corea. 

In  the  month  of  December,  1884,  Mr.  Bernadou  was  temporarily  attached  to  the 
United  States  legation  at  Seoul,  Corea,  at  which  time  a  very  serious  outbreak  oc- 
curred in  that  capital  endangering  the  lives  of  all  foreign  residents.  On  the  9th  of 
December,  1884,  by  direction  of  Mr.  Foote,  then  in  charge  of  the  legation  of  the 
United  States,  Ensign  Bernadou,  proceeded  to  Cbemulpho  in  charge  of  a  nnmber  of 
Japanese  refugees  whom  he  safely  conducted  to  the  sea-shore.  In  May,  1885,  Mr. 
Masuki  Konto,  the  Japanese  charge  at  Seoul,  informed  Mr.  Fonlk  that  the  Japanese 
Government  had  instructed  him  to  transmit  a  pair  of  flower  vases,  which  His  Ma[jesty's 
Government  denired  to  present  to  Mr.  Bernadou  '*  as  a  token  of  acknowledgment  of 
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2  ENSIGN   J.    B.    BERNADOU. 

tbe  kind  services  lie  performed  in  escorting  to  His  Imperial  Japanese  H^estj'ieoe- 
snlate  at  Chemulpho  a  nnmber  of  Japanese  sabjects;  and  Mr.  Kondo  also  reqnestjed 
Mr.  Foulk  to  convey  to  Mr.  Bemadou  the  sentiments  of  high  appreciation  of  Bu 
Majesty's  Government. 

The  vases  in  question  have  now  reached  this  Department,  having  for  various  esosei 
been  delayed  in  their  transmission  hither.  My  oolleasaey  the  Secretary  of  tbe  Ketj, 
has  been  informed  of  their  receipt  and  he  concurs  with  me  in  tbinkinff  that  the  serr- 
ices  of  Mr.  Bernadon  appear  to  be  of  such  a  character  as  vroold  jastily  the  Congroi 
in  granting  him  permission  to  receive  the  present. 

A  statement  of  the  odcurrences  in  Corea  referred  to  may  be  foand  in  the  volume  of 
Foreign  Relations  for  1885,  pages  331-335. 
I  have  the  honor,  etc., 

T.  F.  Batabd. 

Hon.  John  Sherman, 

Chairman  Committee  on  Forei^  BeloHonSf  United  Statee  Spmate. 


Navy  Dkpabtmknt, 
Washington,  February  25,  1889. 

Sm :  The  Department  has  to  acknowledge  the  receipt  of  your  letter  of  the  Slst 
instant,  stating  that  yon  have  in  your  possession  a  pair  of  Japanese  vases,  a  pmeot 
from  the  Japanese  Government  to  Ensign  J.  B.  Bemadou,  in  recognition  of  services 
rendered  to  certain  Japanese  subjects  in  Corea,  and  asking  whether  it  is  the  DepaiV 
ment's  desire  that  permission  should  be  asked  of  Congress  for  their  acceptance  bj 
Ensign  Bernndon. 

In  reply  I  have  to  say  that  the  Department  agrees  with  yon  that  the  sendees  of 
Mr.  Bemadou  appear  to  have  been  of  snch  a  character  as  would  justify  the  Coogren 
in  granting  him  permission  to  receive  the  present,  and  I  have  to  respectfully  request 
that  you  communicate  the  facts  to  Congress  with  a  view  to  ita  granting  Ensign 
Bemadou  permission  to  accept  the  present  tendered  in  such  a  complimentary  manner. 
Very  respectfully,  etc., 

W.  C.Whitnby, 

Secretary  of  the  Nqiv$, 

The  Sbcrktary  of  Statb, 


»lBT  Congress,  >  SENATE.  iEEPORT 

Ut  Session,     i  ,  I  No.  886. 


IN  THE  SENATE  OP  THE  UNITED  STATES. 


Mat  7, 1890.— Oidered  to  be  printed. 


Mr.  WoLGOTT,  from  the  Gommittee  oh  Olaims,  sabmitted  the  following 

REPORT: 

[To  accompany  B.  3752.  ] 

The  Gommittee  on  Glaims,  to  whom  was  referred  the  memorial  of 
Israel  Kimball,  report  as  follows: 

Gongress  by  the  act  approved  Jaly  20, 1868,  adopted  the  stamp  sys- 
tem for  collecting  the  taxes  npon  tobacco,  snufT,  and  cigars.  The  act 
went  itito  operation  immediately  upon  its  approval,  consequently  but 
little  time  was  allowed  for  the  preparation  of  suitable  stamps,  and  the 
first  issues  were  very  imperfect.  They  were  printed  on  ordinary  paper, 
easily  counterfeited,  and  even  photographs  were  made  and  sold  and 
used  by  dishonest  manufacturers  in  paying  the  Government  tax. 

On  July  1,  1869,  Mr.  Delano,  then  Gommissioner  of  Internal  Eev- 
enue,  caused  a  thorough  revision  to  be  made  of  the  forms  and  designs 
of  all  stamps,  and  required  the  use  of  a  steel  die  for  canceling  all  reg- 
istered stamps  for  bulk  packages.  Up  to  this  time  the  Government 
had  neither  furnished  dies  for  canceling  tobacco-stamps  nor  had  it  pre- 
scribed  any  particular  form  of  die. 

The  various  modes  of  cancellation  adopted  by  manufacturers  and  the 
forms  of  die  suggested  by  private  individuals  all  failed  to  meet  the  re- 
quirements of  the  law  or  prevent  the  reuse  of  stamps. 

In  this  emergency  Mr.  Kimball  conceived  the  idea  of  inventing  a  die 
that  should  fulfill  the  requirements  of  the  law,  by  sinking  a  portion  of 
tbe  stamp  into  the  wooden  package  on  which  it  was  to  be  used.  As  a 
result  of  much  study,  he  designed  such  a  die,  employed  a  machinist  to 
niake  the  samples,  and  submitted  the  same  to  the  Gommissioner  of  In- 
ternal Bevenue,  who,  after  a  Uiorough  test,  decided  to  adopt  the  die; 
which,  with  the  approval  of  the  Secretary  of  the  Treasury,  was  adopted. 

A  contract  was  made  for  the  manufacture  of  the  dies  exactly  similar 
to  the  sample  designated  by  Mr.  Kimball,  and  in  the  fall  of  1869  they 
were  issued  by  the  Government  to  manufacturers.  They  have  been  in 
constant  use,  without  alteration  or  improvement,  to  the  present  day,  and 
are  in  use  at  the  present  time,  and  have  absolutely  prevented  the  frauds 
which  previously  existed,  and  have  thereby  largely  increased  the  reve- 
nue ;  that  up  to  this  time  Mr.  Eamball  has  received  no  remuneration 
for  the  use  ot  his  invention. 

After  a  most  careful  examination  of  the  papers  in  the  case  the  com- 
mittee is  of  opinion  that  the  facts  set  forth  in  Mr.  Kimball's  memorial 
are  fully  proven }  that  Mr.  Kimball  was  the  sole  inventor  of  the  can- 
celing-die  now  and  for  many  years  past  in  use  by  the  Government  of 
the  United  States ;  that  it  has  been  of  great  benefit  to  the  tobacco  trade, 
and  to  the  Government ;  that  it  has  prevented  frauds  and  has  th^L^ 
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2  ISRAEL    KIMBALL. 

greatly  increased  the  revennes  of  the  Govemmeut,  and  that  it  was  ajnl- 
en table  device,  and  wonld,  had  it  been  so  pateDted,  have  yielded  bim  a 
large  amonnt  of  royalty. 

Your  committee  therefore  report  herewith  a  bill  for  the  relief  of  the 
claimant  and  recommend  its  passage,  and  ask  that  the  letter  of  J.  W. 
Douglass,  dated  December  5, 1889,  and  of  Charles  Chesley,  dated  Febru- 
ary 18, 1890,  be  printed. 


Office  of  the  Commissiokers, 

District  of  Columbia, 
Washington^  December  5,  1889. 

Dear  Sir  :  Id  reply  to  yours  of  ibis  date,  I  would  say  that  the  annual  reports  of 
tbe  Commissioner  of  Internal  Revenue  show  that  for  the  four  years  1873, 1874, 1875^ 
and  1876,  immediately  following  tbe  adoption  of  your  cancelinfi^-die,  the  revenoe 
from  tobacco  subjected  to  tbe  cancellation  by  tlio  die  increased  about  $^,000,000  per 
aunum.  A  large  proportion  of  this  sum  was,  in  my  opinion,  due  to  the  use  of  tlM 
die,  which,  by  preventing  tbe  fraudulent  reuse  of  stamps,  increased  the  sales  of 
stamps,  and  in  consequence  tbe  revenue. 
Yours,  truly, 

J.  W.  Douglass. 

Hon.  I.  Kimball. 


Washington,  D.  C,  February  18, 1890. 

It  was  provided  by  one  of  tbe  early  internal-revenue  acts  that  the  stamps  used  for 
the  payment  of  the  tax  on  tobacco  should  be  affixed  and  canceled  in  the  mannerpre- 
scribed  by  the  Commissioner  of  Internal  Revenue  and  that  these  stamps  when  ue«d 
on  any  wooden  paclsage,  and  also  such  export  stamps  as  were  required  by  law,  shoald 
be  canceled  by  sinking  a  portion  of  the  same  into  the  wood  with  a  ateel  die.  Tbe 
same  requirement  is  iu  the  present  law.  It  has  been  in  force  ever  since  the  passage 
of  the  early  law  above  mentioned. 

It  devolved  upon  tbe  Commissioner  of  Internal  Revenue  to  prescribe  tbe  form  of 
the  die  to  be  use<l. 

A  die  invented  by  Mr.  Israel  Kimball,  then  and  now  chief  of  the  tobacco  division 
in  the  office  of  the  Commissioner  of  Internal  Revenue,  was  presented  to  the  Commis- 
sioner for  bis  approval  and  adoption.  I  was  then  Solicitor  of  Internal  Revenue.  I 
remained  solicitor  until  July,  1888,  and  had  good  opportunity  to  learn  the  practical 
value  of  the  die.  At  the  request  of  the  Commissioner  I  witnessed  a  test  of  the  die 
to  determine  whether,  in  my  opinion,  it  answered  tbe  requirements  of  the  stat- 
ute. A  piece  of  paper  was  held  against  a  dry,  bard  wood  stave  of  an  empty  bar- 
rel;  the  die  was  placed  upon  the  paper,  and  was  then  struck  with  a  heavy  hammer. 
A  portion  of  the  paper  was  driven  into  the  stave  in  such  a  manner  and  to  saeba 
depth  that  when  the  paper  was  removed  a  v)ortion  of  it,  equal  in  size  to  the  face  of  tbe 
die,  remained  iirmly  embedded  in  the  wood. 

The  test  was  satisfactory  to  the  Commissioner.  Tbe  die  was  at  once  adopted  and 
prescribed,  and  dies  made  after  the  same  pattern  have  continued  to  be  tbe  pre- 
scribed die  from  that  time  until  now.  They  have  answered  tbe  reqnirements  of  tbe  . 
statute  in  a  highly  satisfactory  manner,  and  are  believed  to  have  effectually  checked, 
if  indeed  they  nave  not  entirely  prevented  tbe  re-use  of  such  stamps.  Tbe  few  instances 
of  reused  stamps,  which  have  come  to  my  notice  since  tbe  adoption  of  this  die  wete 
in  cases  where  the  use  of  tbe  die  was  omitted,  through  either  accident  or  fraud,  on 
the  Hrst  use  of  the  stamps.  I  can  not  recall  a  case  in  which  a^tamp  canceled *by  this 
die  has  thereafter  again  been  used  for  tbe  payment  of  tax. 

CHAS.  CHXaLBT. 
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Mr.  Faulickeb,  from  the  Committee  on  Claims,  submitted  the  following 

REPORT: 

[To  ftccompany  S.  3006.] 

The  Committee  on  Claims,  to  whom  was  referred  the  bill  (S.  3006)  for 
the  relief  of  James  Caler,  have  had  the  same  under  consideration  and 
beg  leave  to  report : 

Yonr  Committee  adopt  the  report  made  by  the  Committee  on  Claims 
of  the  Senate,  daring  the  second  session  of  the  Fiitietb  Congress,  and 
recommend  the  passage  of  the  bill : 

The  report  is  as  follows : 

That  the  facts  set  forth  in  House  report  481  are  f nlly  sustaioed  by  the  record  and 
is  adopted  as  the  report  of  this  committee. 

The  House  report  is  as  follows : 

**  That  on  the  25th  day  of  June,  1873,  the  petitioner  entered  into  a  contract  with 
the  United  States  of  America  for  dredging  and  excavating;  the  bar  at  Rutherford  Park, 
in  the  Passaic  River,  New  Jersey.  For  this  work  he  was  to  receive,  when  if  was  coin- 
plet«d,  the  sum  of  $14,500.  The  work  has  been  completed  according;  to  the  require- 
ments of  the  contract.  In  the  speciti cations  which  were  made  part  of  the  contract, 
the  material  was  represented  as  consistiuji^  *  of  loose  stone,  bowlders,  sand,  and  gravel.' 
After  quite  a  large  part  of  the  work  had  been  done  it  was  discovered  that  the  re- 
maining portion  of  the  material  to  be  removed  consisted  in  part  of  a  hard  blue  clay 
and  hardpan,  the  removal  of  which  was  attended  with  an  expense  much  greater  than 
wonld  have  attended  the  removal  of  such  material  as  the  contract  specified.  For  this 
extra  expense  Mr.  Caler  claims  compensation. 

<*Lient.  Col.  John  Newton,  who  is  engineer  in  charge  of  the  work,  and  who  repre- 
sented the  United  States  in  making  said  contract,  and  executed  it  for  them,  admits 
that  there  was  a  mistake  made  in  the  description  in  the  contract  of  the  character  of 
the  material  to  be  removed,  and  that  the  claimant  is  entitled  to  some  relief;  and 
yonr  committee  are  of  that  opinion.  The  question  as  to  the  amount  that  should  be 
allowed' him  in  fnll  compensation  is  one  of  some  difficulty.  In  a  communication  ad- 
dressed to  your  committee,  dated  M^y  1<  1H78,  he  says:  *In  arriving  at  a  conclusion 
as  to  the  extent  of  Mr.  Caler's  claim  againHt  the  Government,  there  must  be  some  un- 
certainty in  spite  of  all  the  care  that  can  be  taken.  As  to  the  fact  that  he  has  some 
claim  there  can  be  no  dispute,  because  the  materials — sand,  gravel,  broken  stone,  and 
bowlders — which  he  contracted  to  remove  were  underlaid  in  some  parts  by  a  hard 
clay  very  difficult  to  dredge,  and  which  was  not  specified  in  the  contract.' 

**  Colonel  Newton  has  made,  at  the  request  of  your  committee,  two  computations 
of  the  amount  to  be  paid  to  the  claimant  in  fuU  satisfaction.  The  first  is  upon  a 
basis  of  a  payment  for  the  use  of  his  dredge  and  scows  used,  and  of  the  wages  of  the 
men  required  to  handle  them,  with  the  other  expenses  incident  to  their  use.  Upon 
this  basis  he  finds  the  amount  to  be  paid  to  the  claimant  to  be  $11,769.  Subsequently 
Colonel  Newton  submitted  another  estimate,  based  npon  payment  to  the  claimaut  for 
the  ordinary  wear  and  repair  of  machinery,  wages  of  the  men  employed,  with  interest 
upon  the  value  of  the  dredge,  scows,  and  other  material  used  in  tlie  prosecution  of 
the  work,  to  which  he  adds  $1,000  for  the  services  of  the  claimant.  Upon  this  basis 
he  makes  the  amount  to  be  paid  $7,245." 

Tour  committee,  under  these  circumstances,  would  re9ommend  the  payment  of  the 
lowest  snm  found  due  by  Lieut.  Col.  John  Newton,  the  engineer  in  charge,  to  wit, 
$7,245,  and  as  the  bill  only  asks  for  that  amount,  would  recommend  that  the  saniQ 
do  pass« 
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Mr.  Fatti^kneb,  from  the  Committee  on  Fensiond,  submitted  the  following 

REPORT: 

[To  aooompany  H.  R.  273a  1 

The  Committee  on  Pensions,  to  whom  was  referred  the  bill  (H.  B« 
2738)  granting  a  x>enbion  to  Christiana  Schneider,  have  examined.the 
same  and  report : 

The  Hoase  report  hereto  appended  is  adopte<l  and  the  passage  of  the 
bill  is  recommended,  and  Senate  bill  No.  3236  is  herewith  reported  ad^ 
versely,  as  it  is  identical  with  the  above  House  bill. 


[House  Report  No.  800,  Fifty-fint  Coogress,  flrat  seesion.] 

The  Committee  on  Peosions,  to  whom  was  referred  the  bill  (H.  R.  2T38)  granting  a 
pension  to  Christiana  Schoeider,  have  considered  the  same  and  report : 

The  claimant  asks  a  pension  as  the  dependent  mother  of  Richard  A.  Schneider^ 
deceased,  late  of  Company  I,  Fifteenth  United  States  Infantry.  Her  application  for 
pension  was  rejected  by  the  Pension  Bureaa  on  the  ground  that  she  received  no  oon- 
tribntions  from  the  soldier  during  his  service  of  ten  years,  and  that  his  habits  were 
such  as  to  weaken  the  claim  of  support  and  throw  doubt  upon  the  claim  that  hi» 
fatal  illness  originated  in  the  service.  This  action  of  the  Commissioner  of  Pensions, 
was  affirmed  by  the  Secretary  of  the  Interior  on  appeal. 

The  records  of  the  War  Department  show  that  the  soldier  enlisted  April  8,  1672,  m 
Company  I,  Fifteenth  United  States  Infantry,  and  was  discharged  April  8,  1877,  by 
expiration  of  term  of  service,  at  Fort  Marcy,  N.  Mez.,  a  sergeant.  He  again  enlistocl 
December  1,  1877,  in  the  same  company,  and  the  roll  for  July  and  August,  1879,  re> 
ports  him  present  at  Fort  Lewis,  Cal.,  sick  in  hospital  with  rheumatism  contracted 
HI  the  line  of  duty.  The  hospital  record  show  treatment  at  different  times  for 
chronic  rheumatism,  diarrhea,  and  intermittent  fever,  and  also  for  other  diseases^ 
some  of  which  probably  did  not  originate  in  line  of  duty.  The  soldier's  final  dis- 
charge from  the  service  occurred  on  November  30,  1882,  at  Fort  Marcy,  N.  Mez.,  and 
nine  weeks  later  he  dropped  dead  of  what  was  supposed  an4  reported  at  the  time  to 
be  heart  disease. 

The  evidence  addnced  upon  the  special  ezamination  of  the  mother's  claim  con- 
clusively proves  that  the  soldier  was  a  vigorous,  healthy  young  man  at  the  time  of 
his  enlistment.  Michael  McCabe  and  Antonio  Neis,  both  reputable  men,  testify  that 
(hey  were  comrades  of  claimant's  son  in  the  service  and  heard  him  complain  of  heart 
trouble.  Witness  Andrew  Snyder  served  with  the  soldier  and  heard  his  complaints 
of  rheumatism;  this  witness  makes  the  further  statement  that  the  hospital  steward 
thought  soldier  died  of  rheumatism  of  heart. 

Dr.  R.  W.  Longwell,  who  is  reported  by  the  special  examiner  to  be  a  reputable 
man,  testifies  that  he  was  called  in  immediately  after  the  soldier  dropped  dead,  and 
from  an  examination  made  at  the  time  is  of  the  opinion  that  he  died  of  heart  disease. 
This  witness  also  testifies  that  the  soldier  was  a  temperate  man. 

The  special  examiner  was  also  of  the  opinion  that  the  evidence  established  the  sol- 
dier's death  as  due  to  diseaae  of  heart  originating  in  the  service. 

That  the  claimant  was  dependent  upon  the  soldier  prior  to  his  enlistment,  and 
that  he  contributed  to  her  snpport  before  he  entered  the  service;  your  committee 
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think  there  can  be  no  doubt,  and  this  statas  of  dependence  and  support  was  nndoQlii- 
edly  maintained  during  the  soldier's  first  serTice  at  least. 

The  clairasnt  is  reported  by  the  special  examiner  to  be  a  lady  of  most  excellent 
cbaracter  and  yoar  committee  haye  been  impressed  by  lier  honesty  and  candor.  Site 
tells  the  facts  for  and  aj^aiust  herself  with  equal  frauknesSy  and  there  is  neither  con- 
cealment nor  eyasion.  She  states  that  daring  the  period  of  his  last  service  the  sol- 
dier corresponded  with  her  on  the  subject  of  sending  her  money  to  aid  In  her  support, 
but  at  the  time  her  other  son  was  helping  her  some,  and  she  wrote  the  soldior  to  keep 
his  money  as  he  might  get  sick  and  need  it.  Her  anxiety  concern  in^  the  soMier's 
health  was  caused  by  the  fact  that  between  his  two  terms  of  service  he  was  sick  aod 
was  compelled  to  seek  health  resorts,  and  daring  his  second  term  of  enlistment  his 
sicki'ess  came  back  upon  him. 

Your  committee  find  nothing  in  the  record  to  warrant  the  conolasion  that  eitbsr 
the  claimant  or  her  son  (the  soldier)  regarded  their  relation  of  dependence  and  sop- 

{)ort  in  any  way  changed  during  his  second  term  of  service,  except  so  far  as  she  may 
lave  temporarily  suspended  and  held  in  abeyance  her  claim  to  snpport,  choosing  to 
depend  upon  her  own  exertions  and  such  aid  as  the  other  son  could  giiFe  her  to  main- 
tain herself. 

Much  testimony  is  presented  showing  that  the  only  property  possessed  by  the 
claimant  is  the  dilapidated  old  house  in  which  she  lives  (with  an  invalid  daughter), 
and  some  lots  connected  therewith,  the  whole  not  being  over  $1,000  in  value; 
also  that  the  property  is  mortgaged  for  nearly  its  valne,  and  the  claimant  has  other 
debts  aggregating  $50.  Her  surviving  sons  now  contribute  nothing  to  her  support. 
The  one  on  whom  she  formerly  depended  partially  for  a  maintenance  is  out  of  em- 
^>loynient  and  does  nothing  for  her.  She  is  now  old,  greatly  disabled  physioally,  and 
IS  forced  to  depend  upon  cbaritv  for  support.  Yonr  committee,  after  a  careful  review 
of  the  facts,  are  of  the  opinion  that  the  claim  is  one  of  merit,  and  therefore  report  the 
bill  back  with  the  recommendation  that  it  do  pass. 
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Mr.  HiGams,  irom  the  Committee  on  Glaims,  submitted  the  following 

REPORT: 

[To  accompany  8.  383.] 

The  Committee  on  Claims,  to  whom  was  referred  the  bill  (8.  383)  for 
the  relief  Daniel  C.  Bodman  and  others,  sureties  on  the  bond  of  Ozias 
Morgan,  having  considered  the  same,  respectfully  report : 

A  similar  bill  passed  the  Senate  at  the  last  session  of  Congress.  The 
reporf  of  this  committee  upon  the  bill  was  as  follows: 

The  persons  named  in  tbe  biU  were  sureties  on  tbe  bond  of  one  Ozias  Morgan, 
given  August  9, 1866,  for  the  faitbfnlperformance  of  bis  duties  as  a  receiver  of  pub- 
lic moneys  and  register  of  tbe  land  office  at  Tallahassee,  Fla. 

Morgan  acted  in  this  capacity  from  1866  to  1870,  and  npon  the  settlement  of  his 
accounts  at  the  expiration  of  his  term,  December  31,  1870,  a  deficit  of  $1,942.31  was 
found. 

In  1875  suits  were  separately  instituted  against  five  of  the  six  sureties  on  Morgan's 
bond.  Judgment  for  the  United  States  was  rendered  in  each  case,  and  execution 
issued.  In  one  (on  a  judgment  of  $2,000.57)  a  return  was  made  of  $69.59,  and  this 
amount  was  accepted  by  the  Government  and  the  case  against  this  particular  surety 
compromised.  In  the  other  four  cases  the  marshal  reported  that  the  defendants  were 
either  dead,  hopelessly  insolvent,  or  had  absconded. 

The  sixtb  surety,  Daniel  C.  Ro<lman,  soon  after  going  on  the  bond,  returned  to 
Connecticut  several  years  before  the  aforesaid  suits  were  instituted  and  at  a  time 
when  the  other  sureties  were  solvent  and  in  good  commercial  standing. 

Rodman  had  previously  lived  in  Connecticut,  and  had  gallantly  served  during  the 
war  in  one  of  the  regiments  of  lys  native  State.  He  returned  to  Connecticut  to  ac- 
cept the  position  of  pension  agent,  which  he  filled  with  that  marked  integrity  that 
distingnished  his  whole  life.  Out  of  his  savings  as  pension  agent  he  purchased  a 
small  piece  of  property,  and  at  the  time  of  his  death,  October  9, 1881,  hfs  whole  estate 
inventoried  about  $6,000. 

During  the  life- time  of  Colonel  Rodman  he  received  no  official  nbtifioatiou  whatever 
of  his  responsibility  for  the  debt  outstanding  against  Morgan.  However,  in  1886, 
twenty  years  after  the  giving  of  the  bond  and  five  years  after  tbe  death  of  Rodman, 
the  Government  for  the  first  time  made  a  demand  upon  his  estate  to  pay  the  deficit. 
As  set  forth  before,  bis  estate  at  the  time  of  his  death  was  valued  at  about  $6,000,  and 
now  nothing  remains  on  which  to  realise  except  the  modest  little  homestead  on  which 
the  widow  lives,  worth  perhaps  $2,000  or  $3,000.  Her  pension  of  $30  a  month, 
together  with  her  skill  in  sewing,  enables  her  to  support  her  mother  and  an  invalid 
sister. 

Cousideiing  tbat  the  other  five  sureties  were  sued  separately;  that  they  either 
compromised  their  claims,  became  insolvent,  absconded,  or  have  died,  and  of  the 
futility  of  the  Government's  attempts  to  recover;  that  Rodman  was  never  sued  on 
this  bond,  although  there  was  ample  time  to  have  done  so  during  his  life;  and  that 
the  matter,  either  as  to  Rodman  or  his  estate  has  been  in  abeyance  for  twenty 
years,  it  would  be  manifest  injustice  for  the  Government  now  to  proceed  against  the 
poor  widow  of  Rodman. 

Judge  Durham,  the  present  First  Comptroller,  appreciating  the  hardship  such  pro- 
ceedings would  incur  upon  an  innocent  party,  recommended  the  dismissal  of  the  de- 
mand (a  8uit  never  has  been  instituted)  upon  the  payment  of  whatever  costs  that  had 
been  incurred  in  the  individual  case  of  Rodman.    No  costs  had  been  incurred)  but 
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upon  tender  of  $10  by  the  diBtrict  attorney  of  Connectioat  under  anthority  of  seetkii 
3w9  of  the  Revised  Statutes^  the  Acting  Solicitor  of  the  Treasury  demands  that  die 
costs  of  all  the  individual  salts  shall  be  paid. 

On  this  statement  of  the  case  the  committee  report  the  bill  back  favoirably  with  an 
amendment,  and  when  so  amended,  recommend  that  it  do  pass. 

Your  oommittee  adopt  the  foregoing  report,  and  recommend  that  this 
biU  do  pase. 
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Mr.  DiJViSi  fiEom  the  Oommittee  on  PensioiiB,  submitted  the  IbUowing 

REPORT: 

[To  aoGompany  H.  B.  8067,] 

The  Committee  on  Pensions,  to  whom  was  referred  the  bill  (H.  B. 
8087)  granting  a  pension  to  Johnson  Beddick,  have  examined  the  same, 
and  report : 

The  report  of  the  Committee  on  Pensions  of  the  Honse,  hereto  ap- 
pended, is  adopted,  and  the  passage  of  the  bill  recommended. 


The  Committee  on  Pensions,  to  whom  was  referred  the  biU  (H.  R.  8087)  granting  a 
pension  to  Johnson  Eeddick,  nave  considered  the  same,  and  report : 

The  claimant  was  a  private  in  Capt.  John  W.  Beding's  company  of  Indiana  volun- 
teers. Black  Hawk  war,  and  served  from  Jnne  7,  l^S,  to  Jnly  6, 1832.  He  was 
mustered  in  at  Indianapolis,  and  served  in  the  expedition  to  Cbica^o. 

The  claimant  resides  at  Grenola,  Elk  County,  Kans.,  and  his  family  physician,  Dr. 
Franklin  P.  Hatfield,  who  lives  at  the  same  place,  testifies  tbat  the  claimant  is  totally 
disabled  from  performing^  aliy  kind  of  manual  labor  by  reason  of  violent  attacks  of 
chronic  cystitis  and  hemorrhoids. 

S.  A.  Sjngsbury  and  J.  C.  Dav  testify  That  they  have  been  acquainted  with  the 
claimant  for  sixteen  years,  and  know  that  owing  to  age  and  physical  disability  he  is 
totally  unable  to  perform  any  labor  to  support  himself  and  family.  He  is  very 
poor,  has  no  means  of  support,  and  unless  assisted  by  the  Qoverument  he  will  be 
dependent  upon  the  county  for  a  maintenance. 

The  claimant  is  seventy-six  years  old,  and  the  proof  shows  him  to  be  of  temperate 
habits  and  that  he  is  an  honest,  reputable  citizen.  His  grandfather  was  a  Revolu- 
tionary war  soldier,  his  father  a  soldier  of  the  War  of  1812,  and  his  son  rendered 
long  and  honorable  service  in  the  war  of  the  rebellion. 

In  view  of  the  claimant's  service  and  his  great  age  and  destitution  your  committee 
think  the  xeUef  prayed  for  should  be  granted,  and  the  passage  of  the  bill  is  respect- 
fhUy  leoonunenaed. 
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IN  THE  SENATB  OF  THE  UNITBD  STATEa 


Hat  7f  1890.— Ordered  to  be  prio  ted. 


Mr.  DayiS;  from  the  Committee  on  Pensions,  submitted  Uie  following 

REPORT: 

[To  aocompany  8.  3450.] 

The  Committee  on  Pensions,  to  whom  was  referred  the  bill  (S.  3450) 
granting  a  pension  to  Elizabeth  Stewart,  have  examined  the  same  and 
report : 

The  application  of  Elizabeth  Stewart  for  pension  as  dependent  mother 
of  Charles  Stewart,  private  of  Company  G,  Twelfth  Pennsylvania  Vol- 
unteers, was  rejected  on  the  ground  that  the  soldier  left  a  widow,  and 
that  therefore  the  mother  had  no  title  to  a  i>ension. 

The  record  in  the  case  contains  no  competent  evidence  that  the  soldier 
was  ever  married.  The  mother  swears  distinctly  that  the  son  left 
neither  widow  nor  child.  She  was  dependent  on  him  for  snpport  before 
and  during  the  war,  and  from  his  discharge  to  his  death.  After  his 
death  the  arrears  of  pension  due  were  paid  to  his  mother,  the  claimaint 
The  woman  whom  one  witness  alludes  to  as  having  been  the  soldier's 
wife  was,  according  to  the  same  witness,  remarried  or  living  in  marital 
relations  with  another  man,  and  the  record  does  not  show  that  the  sol- 
dier's reputed  wife  ever  laid  claim  to  pension  as  soldier^s  widow.  The 
mother  is  very  old  and  destitute,  and  living  by  aid  of  a  daughter  and 
on  charity. 

Following  the  precedents  heretofore  acted  on,  the  committee  report 
favorably  on  the  bill,  and  recommend  its  passage. 


61st  Congress,  »  SENATE.  jEepobt 

Ist  Session,     i  )  No.  892. 


IN  THE  SENATE  OP  THE  UNITED  STATES, 


May  7, 1890. — Ordered  to  be  printed. 


Mr.  Dayis,  from  the  Committee  ou  Pensions,  submitted  the  following 

REPORT: 

[To  accompaDy  H.  R,  6624.'] 

The  Ck>mmittee  on  PeuBions,  to  whom  was  referred  the  bill  grantiDg 
increase  of  pension  to  Walter  P.  Harrison,  have  examined  the  same, 
and  report: 

The  report  of  the  Committee  on  Invalid  Pensions  of  the  House  of 
Bepresentatives  hereto  appended  is  adopted,  and  the  passage  of  the 
bill  is  recommended. 

Senate  bill  2598,  which  is  identical  with  this,  passed  the  Senate  on 
the  22d  of  March  last,  is  now  i)ending  in  the  House,  and  should  be  re- 
called and  indefinitely  postponed. 


HOUSE  EEPORT. 

The  Committee  on  Pensions,  to  whom  was  referred  the  bill  (H.  R.  10477)  granting 
an  increase  of  pension  to  Walter  P.  Harrison,  have  considered  the  same  and  report  as 
follows : 

Walter  P.  Harrison  was  a  private  in  Company  B,  First  Lonisiana  Volunteers,  Mexi- 
can war,  and  is  now  apensioner  at  the  rate  of  $8  per  month  nnder  the  Mexican  pen- 
sion act  of  January  2^,  1887.  He  also  served  as  a  midshipman  in  the  U.  8.  Navy 
firom  October  19, 1841,  until  Jane  10,  1843,  when  he  resiicned. 

In  1886  he  applied  for  pension  for  total  blindness,  declaring  that  while  in  the  Mexi- 
can war  he  contracted  measles,  which  settled  in  his  eyes  and  caused  disease  of  the 
same,  resnltinff  in  total  blindness  about  the  year  1860.  He  was  unable  in  his  pension 
claim  to  fhmisn  the  evidence  of  comrades  to  show  the  incurrence  of  his  disability  in 
his  military  service,  and  hence  his  claim  for  pension  for  his  disability  has  never  been 
adjudicated.    As  above  stated,  he  has  been  allowed  a  service  pension  of  |8  per  month. 

Notwithstanding  his  infirmity,  the  claimant  has  for  twenty- five  years  earned  his 
subsistence  by  acting  as  a  traveling  agent,  being  always  attended  by  another  person. 
He  is  now  sixty-five  years  of  age,  his  health  has  faUed  him,  he  has  no  property  to 
afford  him  a  living,  and  being  no  longer  able  to  continue  business,  he  is  entirely 
dependent  upon  his  small  pension.  , 

Dr.  Flavel  B.  Tiffany,  a  leading  physician  of  Kansas  City,  Mo.,  certifies  that  the 
claimant  istotaUy  blind  from  the  disease  known  as  choroid  retinitis  pigmentosa,  with 
secondary  cataract  following  in  each  eye.  There  is  no  history  of  any  disease,  other 
than  measles,  which  might  be  the  oanse  of  Mr.  Harrison's  blindness. 

Many  prominent  citizens  of  Kansas  City,  Mo.,  certify  to  his  helpless  condition. 

A  prominent  attorney,  Henry  N.  Ess,  esq.,  of  Kansas  City,  Mo.,  states: 

''  I  have  known  W.  P.  Harrison  seven  or  eight  years.  He  desires  an  act  passed  for 
a  pension  to  him.  He  served  in  the  Mexican  war.  He  took  measles,  from  which  he  has 
wnolly  lost  his  eye-sight.  There  are  no  records  of  the  disease  of  the  men  in  service 
then.  The  physician,  although  now  living,  does  not  personally  recollect  this  partic- 
ular disease  of  Mr.  Harrison.  Without  such  outside  testimony  he  can  not  get  any 
increase  of  pension  under  the  law  as  it  stands.    He  is  now  totally  blind,  and  has 
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2  WALTER   P.   HARRISON. 

been  blind  for  more  than  twenty -fire  years.  There  is  last  a  little  failare  of  evidence 
that  defeats  him  before  the  Department.  I  know  Mr.  Harrison  well,  and  his  charac- 
ter is  beyond  dispute." 

J.  y.  C.  Karnes,  of  Kansas  City,  Mo.,  a  prominent  lawyer,  and  late  United  States 
attorney  .states : 

"  Mr.  Harrison  is  a  very  remarkable  man,  and  although  entirely  blind,  makes  a 
brave  fight  to  do  bnbiness  as  far  as  he  can.  He  is  a  man  of  excellent  character,  honor- 
able in  every  respect,  and  entitled  to  the  fullest  confidence  and  consideration.  Of 
course  I  know  nothing  of  the  cause  of  his  blindness,  but  among  those  who  know  him 
his  own  statement  is  all  that  is  required  on  this  or  any  other  subject." 

Morrison  Mumfofd,  editor  Kansas  City  Times,  Charles  £.  Hoebrook,  Sanford  B. 
Ladd,  and  James  S.  Botsford,  all  leading  citizens  of  Kansas  City,  certify  to  the  sane 
effect. 

Other  testimony  before  your  committee  shows  the  claimant's  present, condition  and 
that  the  eye  disease  existed  for  many  years  before  he  became  blind. 

In  several  similar  cases,  where  pensioners  of  the  Mexican  war  were  totally  blind, 
notably  the  cases  of  Titus  Wilder  and  Martin  Kellogg,  Congress  has  increased  the 
pension  to  |72  per  month. 
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Mat  7, 1890.— Ordered  to  be  prini 


Mr.  VaddooKj  from  the  Oommittee  on  PensionSy  sabmitted  the  fol- 
lowing 

REPORT: 

[To  accompany  S.  1492.] 

The  Committee  on  Pensions,  to  whom  was  referred  the  bill  (8. 1492) 
for  the  relief  of  Edward  Hughes,  have  examined  the  same  and  report : 

Claimant  enlisted  in  Company  D,  Thirty-eighth  Regiment,  Illinois  Yol- 
nnteer  Infantry,  August  15, 1861,  and  deserted  June  21, 1864.  He  was 
captured  December  31, 1862,  at  Murfreesborough,  Tenn..  reported  at  Ben- 
ton  Barracks,  Mo.,  March  19, 1863,  aud  sent  to  Stragglers'  Camp  same 
day;  reported  at  Camp  Chase, Ohio,  July  17, 1863;  transferred  to  Cin- 
cinnati, Ohio,  from  Columbus,  Ohio,  July  18,  1863,  where  he  reported 
same  day ;  sent  to  Benton  Barracks,  Mo.,  July  21, 1863,  and  arrived 
there  July  23,  1863.  He  was  guarding  supply  train  July  31,  1863.  He 
was  again  captured  at  Kenesaw  Mountain,  Georgia,  June  7,  1864,  and 
enlisted  in  Tenth  Eegiment,  Confederate  States  army,  while  a  pris- 
oner of  war  at  Andersonvilie,  Oa. ;  recaptured  at  Egypt  Station,  Miss., 
December  28, 1864,  and  confined  at  Alton,  III.,  January  23, 1865,  where 
he  enlisted  in  the  Fifth  Regiment,  United  States  Volunteer  Infantry, 
April,  1865,  and  was  mustered  out  with  the  company  October  11, 1866. 

Claim  is  for  pension  on  account  of  chronic  diarrhea,  piles,  scurvy,  and 
injury  of  back. 

The  claim  was  rejected  November  30, 1887,  on  the  ground  of  soldier's 
disloyalty,  he  having  voluntarily  enlisted  in  the  rebel  army  while  a 
prisoner  of  war,  as  shown  by  the  records  at  the  War  Department. 

In  his  affidavit  filed  December  28, 1887,  claimant  swears  that  while 
sufiering  from  scurvy  and  other  disabilities  in  rebel  prisons,  starving 
and  believing  that  certain  death  was  before  him,  he  enlisted  in  the  rebel 
army  as  the  only  means  of  saving  bis  life ;  that  said  enlistment  occurred 
about  December  1, 1864,  and  that  he  had  the  firm  determination  and 
intention  of  returning  to  the  U.  S.  Army  as  soon  as  possible;  that  his 
intention  was  carried  out  about  January  3, 1865,  when  he  with  some 
other  three  hundred  prisoners  gave  himself  up  to  the  Union  Army ; 
that  he  was  allowed  back  pay  and  allowances  to  include  the  time  he 
was  a  prisoner  of  war,  and  while  iu  the  rebel  army. 

In  affidavit  filed  August  2, 1887,  Robert  Plunkett,  second  lieutenant 
of  claimant's  company,  testifies  that  claimant  was  a  sound  and  healthy 
man  prior  to  his  capture  and  confinement  in  rebel  prison  at  Anderson- 
vilie, 6a.;  that  upon  his  return  from  prison  in  the  year  1866  he  wai& 
suffering  with  piles,  scurvy,  and  chronic  diattVie^'a..^  aii^  >[)aaX»\L^\i^A  ^ss^- 
tinned  to  suffer  from  the  said  diseaseB  untW  t\\e  ^x^^^\iV»  \xssi^. 
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2  EDWAED   HUGHES. 

In  affidavit  filed  August  2, 1887,  Joim  A.  Mooro,  a  comrade,  testifies 
substantially  as  above. 

In  affidavit  filed  August  11,  18es7,  Eufus  M.  Longnecker,  a  fellow 
prisoner,  testifies  that  claimant  was  suffering  with  chronic  diarrhea, 
piles,  and  scurvy  while  at  Andersonville,  Ga.,  and  that  the  said  dis- 
abilities have  continued  to  the  present  time. 

In  affidavit  filed  August  2, 1887,  James  T.  Paull,  a  comrade,  testifies 
that  claimant  was  sound  at  the  time  of  his  capture  by  the  rebels,  hat 
has  been  suffering  fmm  scurvy,  piles,  and  chronic  diarrhea. 

In  affidavit  filea;lhgust  2,  1887,  Lewis  W.  Marbury  testifies  that 
claimant  was  sound  prior  to  his  capture  at  Kenesaw  Mountain,  Gi^rgia, 
but  after  his  return  from  Andersonville  prison  he  was  sufifering  from 
chronic  diarrhea,  piles,  and  scurvy. 

In  affidavit  filed  August  10, 1887,  Dr.  T.  N.  Eaflferty,  of  Robinson, 
111.,  testifies  that  he  treated  claimant  at  intervals  from  1878  to  1883  for 
chronic  diarrhea  and  hemorrhoids. 

In  affidavit  filed  August  2, 1887,  George  C.  Walker,  of  Robinson,  111., 
testifies  that  claimant  was  a  perfectly  sound  man  prior  to  his  enlistment 
into  the  service,  but  that  he  has  been  sufferipg  from  chronic  diarrhea, 
scurvy,  add  piles  from  the  time  of  his  discharge  to  the  present  date. 

In  affidavit  filed  August  2, 1887,  Charles  W.  Hackett,  of  Palestine, 
111.,  testifies  to  the  continuance  of  chronic  diarrhea,  scurvy,  and  piles 
from  1880  to  1884. 

S.  R.  Goodwin,  Alva  0.  Malone,  and  Jeremiah  Thomas  testify  to  the 
continuance  of  chronic  diarrhea,  piles,  and  scurvy. 

The  records  of  the  War  Department  show  that  claimant  served  in 
both  the  Union  and  Confederate  armies,  and  that  he  deserted  from  both. 
It  is  not  shown  that  the  conditions  imposed  upon  him  while  a  prisoner 
of  war  were  different  from  those  imposed  upon  other  prisoners  of  war  at 
Andersonville,  Ga. 

The  records  of  the  War  Department  do  not  show  that  claimant  was 
paid  for  the  time  he  was  in  the  rebel  service,  and  there  is  no  other 
evidence  showing  that  he  was  so  paid.  Probably  the  records  of  the 
Gommissary-GeneraPs  Office  and  of  the  Second  and  Third  Auditors'  of 
the  United  States  Treasury  may  afford  some  information  as  to  this  point. 

The  claim  is  not  ready  for  favorable  action  as  it  now  stands,  and  yonr 
committee  therefore  report  adversely. 
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1st  Session.      )  \  No.  894, 


m  THE  SENATE  OP  THE  UNITED  STATES. 


May  7,  1890.~OTdeied  to  be  printed. 


Mr.  Paddock,  from  the  Committee  ou  Pensiops,  submitted  the  fol- 
lowing 

REPORT: 

[To  accompaoy  S.  1669.] 

The  Committee  on  Pensions,  to  whom  was  referred  the  bill  (S.  16G9) 
granting  a  pension  to  Samuel  Orove,  have  examined  the  same  and  re- 
port: 

Claimant  enlisted  in  Company  H,  Fifty-eighth  Ohio  Volunteer  In- 
fantry, October  5, 1861,  and  was  mustered  out  of  the  service  January 
14,  1865. 

In  his  original  declaration,  filed  May  1, 1878,  claimant  alleges  chronic 
diarrhea,  and  morbid  affection  of  the  liver.  He  was  granted  a  pension 
of  $2  per  month  from  January  15, 1865,  to  October  18, 1884,  when  his 
name  was  dropped  from  the  pension-roll,  disability  having  ceased. 

Claimant  has  had  no  medical  examination  since  October  18,  1884,  and 
there  is  no  medical  or  other  testimony  showing  that  he  has  suffered 
from  any  disabilities  since  that  time. 

Your  committee  therefore  report  adversely. 
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nST  THE  SENATE  OP  THE  UNITED  STATES. 


Mat  7, 1890.— Ord«nd  to  be  printed. 


Mr.  Paddock,  firom  the  Oommittee  on  PensioDs,  sabmitted  the  followiog 

REPORT: 

[To  accompany  S.  40:2.] 

Your  committee,  to  whom  was  referred  the  ^ill  (8.  402)  granting  a 
pension  to  Kuth  Oregg,  mother  of  Isaac  Yan  Sjock,  having  considered 
the  same,  would  respectfhlly  report  as  follows : 

The  papers  on  file  in  the  Pension  Office  furnish  no  evidence  of  any 
service  of  Isaac  Van  Syock,  who,  it  is  alleged,  was  a  private  in  Com- 
pany G,  Eighteenth  Iowa  Volunteer  Infantry,  nor  is  there  any  record  of 
such  service  on  file  from  the  War  Department.  The  committee  are 
therefore  unable  to  determine  that  such  a  person  as  Isaac  Van  Syock 
was  ever  in  the  military  service  of  the  United  States.  lu  the  absence 
of  such  proof  of  service  they  are  compelled  to  report  adversely  upon 
the  bill  and  to  recommend  the  indefinite  postponement  of  the  same. 


51sT  CoNGEEss, )  SENATE.  i  Report 

l8t  Session.       ]  (No.  896. 


IN  THE  SENATE  OP  THE  tTNITED  STATES. 


Mat  7,  1890.— Ordered  to  be  printed. 


Mr.  PaddooK|  from  the  Oommittee  on  PeDsionSy  submitted  the  fol 

lowing 

REPORT: 

[To  aecompany  8.  2972.] 

The  Committee  on  Pensions,  to  whom  wa49  referred  the  bill  (S.  2972) 
granting  a  pension  to  Snsan  0.  White,  have  examined  the  same,  and 
report: 

Claimant  in  this  case  is  the  widow  of  George  W.  White,  who  served 
in  Company  D.  Eleventh  Pennsylvania  Volunteer  Infantry,  from  April 
2Sy  1861,  to  July  31, 1861,  and  in  Company  K,  One  hundred  and  forty- 
ninth  Pennsylvania  Volunteer  Infantry,  from  August  16,  1862,  to  May 
25, 1865.  He  was  captured  at  Gettysburg,  Pa.,  July  1, 1863,  and  held 
as  a  prisoner  of  war  to  May  25, 1865. 

The  claim  was  rejected  cTanuary  10, 1889,  on  the  ground  of  no  record, 
and  inability  of  claimant  to  furnish  competent  evidence  to  connect  al- 
leged causes  of  disability  with  the  service,  all  sources  of  information 
apparently  having  been  exhausted  by  special  examination.  This  action 
was  taken  by  the  legal  reviewer,  and  re-reviewer  at  the  Bnreau  of  Pen- 
sions, notwithstanding  the  fact  that  the  special  examiner,  who  investi- 
gated the  claim  in  the  field,  and  a  reviewer  who  had  examined  it  a  year 
prior  thereto,  had  approved  it  for  admission. 

Claim  was  filed  by  soldier  September  22,  1884,  when  he  alleged  that 
while  a  prisoner  of  war  at  Andersonville,  Ga.,  February,  1864,  he  con- 
tracted congestion  of  the  lungs  from  exposure  while  in  prison.  In 
declaration  filed  November  19, 1886,  soldier  states  that  owing  to  an 
error  on  the  part  of  the  person  who  prepared  his  original  declaration 
he  was  made  to  say  that  his  disability  was  the  result  of  congestion  of 
the  lungs ;  that  he  wishes  now  to  correct  said  error,  and  states  that  the 
diseases  for  which  he  claims  pension  are  chronic  gastritis,  and  atro- 
phied condition  of  the  muscles  of  his  legs,  caused  by  defective  nutrition 
from  disease  of  stomach ;  that  said  disease  was  contracted  while  a 
prisoner  of  war  at  Andersonville,  Ga. 

In  affidavit  filed  July  12, 1887,  J.  C.  Johnson,  captain  of  soldier's  com- 
pany, testifies  that  the  said  soldier-  was  free  from  disease  of  stomach 
and  legs  at  the  time  he  was  taken  a  prisoner  of  war. 

In  affidavit  filed  July  12, 1887,  W.  A.  Bepine  testifies  that  soldier 
suffered  from  disease  of  stomach  and  legs  from  1869  to  the  time  of  his 
death. 

Dr.  Jason  T.  Waid,  in  affidavit  filed  November  19, 1886,  testifies  that 
soldier  was  then  suffering  from  chronic  gastritis  and  atrophy  of  the 
muscles  of  the  legs. 
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lu  affidavit  filed  May  24, 1887,  Dr.  O.  C.  Stt*>wart  testified  that  be 
treated  soldier,  at  intervals,  from  1878  to  1881,  for  disease  of  tlie 
stomach. 

A  petition  signed  by  C.  J.  Wilkes,  H.  S.  Ness,  T>,  W.  B.  Zierden,M. 
Maddnck,  M.  D.  Andrews,  W,  G.  Quigley,  E.  Deicbes,  E.  L.  Phillips, 
M.  M.  Morrison,  H.  L.  Duncan,  J.  V.  O'Connor,  James  Halligan,  R  K 
Yost,  and  other  citizens  of  Elk  County,  Pa.,  asks  that  soldier's  widow 
be  speedily  granted  a  pension  commensurate  with  her  late  hosband^s 
valuable  services  in  the  cause  of  the  CTuiou,  as  she  has  the  care  of 
nine  minor  children  of  said  soldier. 

Testimony  taken  by  special  examiners  shows  that  the  case  is  merito- 
rious, but  owing  to  the  long  absence  of  soldier  from  his  commaDd, 
while  confined  in  rebel  prison  at  Andersonville,  6a.,  it  is  impossible  to 
prove  by  officers  and  comrades  that  his  disabilities  were  incarred  in 
the  service,  as  it  appears  that  he  was  a  prisoner  of  war  until  the  date 
of  the  muster-out  of  his  company,  and  consequently  he  was  never  re- 
turned to  his  command,  but  went  directly  home  from  prison. 

Medical  and  other  testimony  in  the  claim  tend  to  prove  the  connec- 
tion between  the  disabilities  for  which  pension  is  claimed  and  soldier's 
military  service. 

The  facts  warrant  favorable  action,  and  your  committee  therefore 
recommend  the  passage  of  the  bill. 


( I 
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NOTE. 


The  claim,  if  allowed  upon  the  findings  in  the  accompanying  report 
will  not  cause  the  name  of  widow  to  be  placed  upon  the  iiermanent  roll 
of  pensioners,  but  will  allow  her  to  complete  the  invalid  claim  of  her 
husband  pending  before  the  Bureau  of  Pensions  at  the  time  of  hia 
death. 
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Mr.  Blaib,  from  the  Committee  on  Pensions,  submitted  the  following 

REPORT: 

[To  accompany  H.  R.  3591.] 

The  Committee  on  Pensions,  to  whom  was  referred  the  bill  granting 
a  pension  to  Mary  J.  Nottage,  have  examined  the  same  and  report: 

The  report  of  the  Honse  committee  hereto  attached  is  adopted,  and 
the  passage  of  the  bill  recommended. 


HOUSE  REPORT. 

The  Committee  on  Invalid  Pensionn,  to  whom  was  referred  the  bill  (H.  R.  3591) 
grantiog  a  pension  to  Mary  J.  Notta;;e,  submit  the  following  report : 

A  bill  looking  to  the  relief  of  Mary  J.  Nottage  passed  both  Houses  of  the  Forty- 
ninth  Congress,  bnt  was  vetoed  by  the  President. 

The  facts  in  the  case  are  set  forth  in  the  report  of  the  Senate  committee  of  said 
Congress,  which  is  as  follows : 

'*  The  claimant,  Mary  J.  Nottage,  in  the  widow  of  Thomas  Nottage,  late  sergeant  of 
Company  F,  Third  New  Hampshire  Volanteers,  No.  270,607.  She  made  application 
at  the  Pension  Office,  bat  it  was  rejected  on  the  ground  that  the  canse  of  the  death 
uf  the  soldier  was  not  a  result  of  his  military  service. 

**  It  appears  that  the  soldier  enlisted  August  15,  1861,  and  served  until  discharged, 
September  17, 18^.    He  died  January  8, 1879,  and  the  widow  applied  June  24,  1880. 

*' The  record  in  the  Afljutant-General's  Office  states  that  he  was  *  discharged  foe 
disability/  and  his  certificate  of  discharge  for  disability  is  on  file,  showing  in  detail 
his  condition  at  that  time.  The  certificate  of  his  attending  physician  that  he  died  of 
*■  consumption '  is  also  on  file. 

'*  £.  P.  Emerson,  general  agent  of  the  New  England  Life  Insurance  Company,  testi- 
fies that  an  examination  was  made  July,  1860,  by  Dr.  James  B.  Greely,  who  reported 
that  the  soldier  was  of  good  constitution  and  vital  organs  normal.  He  was  insured 
in  their  company. 

"Dr.  JosiahQ.  Graves  testifies  that  he  was  soldier's  family  physician  for  many  years 
before  his  enlistment;  attended  biui  in  1853  for  lung  fever,  and  his  books  show  he 
made  fourteen  professional  visits  to  him ;  has  no  knowledge  of  any  other  sickness  up 
to  the  time  of  his  enlistment,  and  his  relations  were  such  that  if  ho  had  had  any  dis- 
ease or  disability  he  would  have  known  it.  So  far  as  affiant  knows  the  soldier  was 
a  sound  man  when  he  enlisted  and  had  been  since  his  illness  in  1853. 

**  The  evidence  of  several  comrades  is  on  file,  showing  that  he  was  sick  in  the  service 
with  malaria  and  kidney  trouble,  and  became  thin,  pale,  and  weak. 

**  Several  witnesses  testify  to  his  condition  since  that  time,  as  having  worked  with 
him  and  seen  him  constantly,  and  that  he  was  during  the  whole  time  unfit  for  any 
hard  manual  labor,  and  remained  so  until  he  died;  that  during  all  those  years  he  suf- 
fered a  great  deal ;  that  he  frequently  kept  about  his  business,  alMiongh  sufiering 
with  remittent  fever  and  general  debility ;  that  he  had  piles,  and  became  very  weak 
and  feeble,  and  had  a  cough  ever  after  he  came  ont  of  the  service  on  the  slightest 
exposnre  to  oold. 

"Without  detailing  all  the  evidence,  your  committee  state  that  they  believe  that 
it  fairly  establishes  the  fact  that  the  soldier  died  from  the  resnlte  of  his  service.  His 
system  seems  to  have  been  shattered  and  never  to  have  recovered ;  and  it  seems  bnt 
fair  to  presume  that  the  'consumption,'  which  is  stated  to  have  been  the  final  stage 
of  his  disease,  was  a  legitimate  result  of  the  condition  in  which  he  left  the  service 
and  afterwards  concinued.  If  there  could  be  any  doubt  we  feel  disposed  to  give  this 
widow  the  benefit  of  it,  and  therefore  recommend  the  passage  of  the  bill." 

Believing  the  case  meritorious,  your  committee  report  likewise  favorably  on  the 
accompanying  bill  and  ask  that  it  do  pass. 
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HatT,  ISQOLi— Ordered  to  be  printed. 


Mr.  Blaib,  from  the  Oommittee  on  PtosionSy  submitted  the  foUowisg 

REPORT: 

[To  accompany  H.  B.  2834.] 

The  Oommittee  on  Pensions,  to  whom  was  referred  the  bill  (H.  & 
2834)  granting  a  pension  to  Fanny  Elgar,  submit  the  following  report: 

The  proposed  beneficiary  is  the  sister  of  James  G.  Elgar,  who  enlisted 
in  Company  B,  One  hundred  and  forty-sixth  New  York  Volunteers, 
August  29, 1862,  and  died  of  disease  in  camp  on  Potomac  Creek,  Vir- 
ginia, January  6, 18d3. 

The  claimant  and  the  soldier  were  left  orphans  and  without  rela- 
tives some  years  before  the  war.  By  their  joint  manual  labor  and  ex- 
ertions they  maintained  a  common  home  for  each  other,  the  soldier  being 
a  carpenter,  contributing  the  larger  amount.  She  has  always  been  ia 
feeble  health,  has  no  property  or  home,  and  is  dependent  upon  her  daily 
labor,  which,  at  the  age  of  sixty  years,  affords  her  but  the  scantiest  of 
living. 

There  is  no  doubt  but  what  the  soldier  would  have  continued  to  con- 
tribute to  the  maintenance  of  his  sister  had  he  survived.  He  never 
having  been  married,  there  is  no  one  now  drawing  any  pension  on  ac- 
count of  his  death. 

The  case  is  one  of  a  class  always  favorably  considered  by  Congress, 
there  being  no  provisions  in  the  general  law  to  pay  pension  to  a  de- 
pendent Hister  after  she  reaches  the  age  of  sixteen  years. 

Yonr  committee,  being  satisfied  from  the  evidence  presented  that  the 
claim  is  meritorious,  report  favorably  on  the  accompiuiying  bill,  and  ask 
tliat  it  do  pass,  amended,  however,  by  striiiiug  out  the  word  "Fanny" 
wherever  the  same  appears  in  the  bill  or  the  title  thereof,  and  insert- 
ing therein  instead  the  words  "  Frances  J." 
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IN  THE  SENATE  OF  THE  UNITBD  STATES. 


HaT  7, 1800.— Ordered  to  be  printed. 


Mr.  BlAiB|  from  the  Oommittee  on  Pensions,  submitted  the  following 

REPORT: 

[To  accompany  H.  B.  7743.] 

The  Committee  on  Pensions,  to  whom  was  referred  the  bill  (H.  B. 
7743)  granting  a  pension  to  Allen  Feathers,  submit  the  following  re- 
port: 

The  soldier  enlisted  in  Company  F,  Third  Regiment  New  York  Cav- 
alry; re-enlisted  as  veteran  volunteer  at  Newport  News,  January  5, 
1864^  in  same  company,  and  was  mustered  out  July  17, 1865,  at  Norfolk, 
Va. 

The  evidence  shows  that  while  breaking  a  green  colt,  when  his  regi- 
ment was  stationed  at  Portsmouth,  Ya.,  in  April,  1864,  he  was  thrown 
from  his  horse  and  a  rupture  occasioned,  from  which  he  has  suffered 
more  or  less  ever  since. 

It  further  appears  that  he  was  taken  prisoner  at  Bermuda  Hundreds 
October  7, 1864,  and  was  confined  in  Salisbury  prison  until  in  Decem- 
ber, 1864.  For  the  purpose  of  preserving  his  life  he  enlisted  in  Com- 
pany F,  Foreign  Battalion,  C.  S.  A.  The  tesiimouy  ot  a  comrade  in 
prison  shows  that  the  soldier  was  sick  in  prison  suffering  from  rheuma- 
tism and  starvation,  and  that  rheumatism  hns  since  continued. 

It  also  appears  that  when  he  was  taken  prisoner  he  weighed  176 
pounds,  and  when  he  left  he  weighed  only  104  pounds ;  that  while  in 
prison  he  was  nearly  all  the  time  sick  with  the  rheumatism,  confined  to 
his  tent,  and  that  when  he  left  he  was  very  emaciated  and  hardly  able 
to  walk;  that  he  never  bore  arms  against  the  United  States;  that  as 
soon  as  he  was  able  he  made  his  escape,  and  after  traveling  about  80 
miles  he  kept  himself  concealed  in  the  family  of  a  Union  woman  until  he 
reported  within  the  lines  of  the  army  of  General  Sherman,  with  which 
he  remained  until  he  rejoined  his  own  regiment. 

In  a  report  made  by  the  Acyutant-Oeneral,  dated  April  27, 1881,  there 
is  the  following  entry : 


AH  penalties  arieiog  from  bis  havins  Joined  the  rebel  army  are  removed,  as  he 
c^ed  from  the  enemy  March  15,  186^  and  reported  within  the  Union  lines  May  S, 

The  beneficiary  made  application  for  a  pension,  but  the  same  was  re- 
jected because  of  the  technical  provision  of  the  law  which  prevented  his 
receiving  a  pension  by  reason  of  having  joined  the  Confederate  army. 

Your  committee,  believing  this  to  be  a  meritorious  one,  would  report 
favorably  the  bill  and  recommend  its  passage. 
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Mat  7, 1890.— Ordered  to  1>e  printed. 


Mr.  Blaib,  from  the  Committee  on  Pensions,  submitted  the  foDowiDg 

REPORT: 

[To  aooompany  H.  R.  52837.] 

The  Committee  on  Pensions,  to  whom  was  referred  the  bill  (H.  R 
2837)  granting  a  pension  to  Alvira  A.  Edwards,  submit  the  following 
rei)ort : 

The  claimant  is  the  widow  of  George  Edwards,  who  served  as  private 
in  Company  K,  Fifth  New  York  Heavy  Artillery,  from  January  23, 
1864,  to  July  19, 1805.  Her  clnim  for  pension  has  been  rejected  by  the 
Pension  Bureau  on  the  ground  that  soldier's  death  from  apoplexy, 
August  18,  1883,  is  not  shown  to  be  chargeable  to  his  military  service. 

The  soldier  applied  for  pension  on  account  of  injury  to  breast,  shell 
and  saber  wound  of  head,  and  iheuinntism.  His  chum  was  rejected  on 
the  ground  that  there  is  no  record  or  other  satisfactory  evidence  of  the 
incurrence  of  the  alleged  disabiiitieg. 

Comrade  George  Small  and  Win.  W.  Smith  testified  corrolx)i'ative  of 
claimant's  allegation,  but,  in  re&i)ouse  to  inquiry  from  the  Pension 
OflBce,  the  former  denied  all  personal  knowledge.  The  latter,  however, 
stated  that  he  saw  claimant  shortly  after  the  receipt  of  the  injuries. 

Comrade  Eubel  testifies  that  he  saw  soldier  treated  for  the  wounds 
of  head  and  heard  him  com]>lain  of  the  injury  to  breast  while  in  service. 

Comrade  Small  also  testifies  to  the  existence  of  rheumatism  in  the 
fall  of  1864,  while  the  testimony  of  Comrade  Smith  shows  that  Edwards 
suffered  severely  from  the  injury  to  chest  before  discharge. 

Dr.  Douglass  testifies  to  treatment  for  rheumatism  and  lung  trouble 
in  1866  and  thereafter. 

The  testimony  of  neighbors  shows  continuous  disability  from  alleged 
causes.  Medical  examination  in  March,  1883,  revealed  a  depression  of 
the  skull  on  top  of  the  head  and  bronchial  troubles.  This  examination 
was  superficial,  and  gave  him  no  rating.  Had  he  furnished  more  sat- 
isfactory evidence  as  to  the  incurrence  of  alleged  disabilities  ho  would 
undoubtedly  have  been  granted  another  examination }  but,  as  hereto- 
fore stated,  he  died  soon  afterward  of  apoplexy- 
There  must  necessarily  always  exist  more  or  less  doubts  in  cases  of 
death  from  apoplexy.  Your  committee  believe,  however,  that  the  sol- 
dier incurred  the  alleged  injuries  of  head  while  in  th©  service,  and  that 
his  health  became  otherwise  impaired  from  afl'ection  of  the  lungs  and 
rheumatism,  and  that  all  together  brought  on  the  fatal  stroke  of  apo- 
plexy. 

Taking  this  view  of  the  case,  the  committee  is  of  opinion  that  the, 
relief  asked  for  should  be  granted,  and  therefore  return  the  aocompa-j 
Hying  bill  with  the  ie(^mm^\i<d&t\o\k  iha^t  it  do  pass.  ^ 


61st  Congress,  \  SENATE.  i  Eeport 

1st  Session.     |  (  No.  901. 


IN  THE  SENATE  OF  THE  UNITED  STATES. 


Mat  7, 1890.— Ordered  to  be  printed. 


Mr.  Blaib,  from  the  Committee  od  Pensions,  submitted  the  following 

REPORT: 

[To  accompany  bill  H.  B.  4789.] 

The  Committee  on  Pensions,  to  whom  was  referred  the  bill  (H.  B. 
4789)  granting  a  pension  to  George  Dodge,  have  considered  the  same 
and  report  as  follows : 

The  claimant  was  a  private  in  Troop  D,  First  United  States  Dragoons, 
from  A  ngust  14,  1841,  till  Augnst  14,  1846.  *  He  was  discharged  the 
service  at  Dragoon  Camp,  near  Fort  Leavenworth,  Mo.,  on  the  date 
last  above  nam^  on  accoant  of  expiration  of  term  of  service.  His  claim 
for  pension  under  the  Mexican  war  service  act  of  January  29, 1887,  was 
rejected  by  the  Pension  Bnreaa  on  the  groand  that  he  did  not  serve  in 
Mexico  en  route  thereto  or  on  the  frontier  thereof  during  the  war  with 
that  nation. 

It  appears,  however,  that  claimant  was  granted  a  land  warrant  for  his 
honorable  services,  and  the  accounting  officers  of  the  Treasury  allowed 
him  three  months'  extra  pay  for  "service  in  the  Mexican  war.''  The 
claimant  declares  that  when  the  organization  to  which  he  belonged 
moved  to  the  seat  of  war,  he  did  not  intend  to  remain  in  the  service, 
and  he  was  left  at  Fort  Leavenworth  by  direction  of  his  colonel.  Dar- 
ing the  months  bf  July  and  August  (1846)  lie  was  in  the  a^utant  and 
quartermaster's  employ,  assisting  in  the  musteriug  in  and  sending  for- 
ward of  Colonel's  Doniphan's  and  Price's  regiments  Missouri  volunteers. 
When  these  regiments  moved  he  was  sent  out  under  orders  as  a  guide 
to  select  camping  grounds,  and  in  this  capacity  he  made  two  trips  as 
far  as  the  old  Santa  F6  crossing  of  the  Arkansas  Biver. 

The  claimant  is  now  seventy-five  years  old  and  his  standing  for  truth 
and  veracity  is  vouched  for  under  oath  by  his  neighbors  John  Shafer. 
jr.,  and  Adam  Ellis.  The  bill  provides  for  a  i)ension  for  claimant  at  (8 
per  month  to  begin  January  29, 1887,  the  date  of  the  passage  of  the 
Mexican  war  survivors'  act  above  referred  to. 

In  view  of  the  facts  recited  herein  your  committee  lecommend  the 
passage  of  the  bilL 
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Hay  7«  1890.— Ordered  to  be  printed. 


Mr.  Bl^AiBf  from  the  Committee  on  PensionSy  submitted  the  following 

REPORT: 

[To  accompaDy  H.  R.  7329.] 

The  Oommittee  on  Pensions,  to  whom  was  referred  the  bill  (H.  B. 
7329)  granting  a  pension  to  Harman  Day,  submit  the  following  report: 

Harmau  Day,  the  beneficiary  named  in  this  bill  (H.  B.  7329),  is  tbe 
father  of  Wesley  H.  Day,  late  of  Company  K,  Eighth  Vermont  Infantry. 

Before  the  said  Wesley  Day  enlisted  he  cared  for  and  supported  his 
father. 

Wesley  H.  Day  was  killed  in  the  service,  and  the  father  was  left  with- 
out any  property  except  what  was  estimated  to  be  worUi  about  $400, 
and  for  the  consideration  of  that  property  his  daughter  undertook  an 
agreement  to  care  for  the  father.  This  property  was  heavily  encum- 
bered and  as  a  matter  of  fact  yielded  nothing  to  father  or  daughter,  and 
while  the  Pension  Office  refuses  to  allow  the  father  a  pension  on  account 
of  this  contract,  the  daughter  is.un willing  to  care  for  and  support  the 
father  because  she  has  received  no  consideration  for  the  said  contract, 
and  farther  because  she  has  not  the  means  which  will  permit  her  to  sap- 
port  him 

The  present  situation  is  this  the  said  Harman  Day  is  past  ninety-five 
years  of  age,  is  totally  blind,  and  is  entirely  destitute,  and  has  no  kin 
with  means  which  enable  them  to  care  for  him  and  support  him. 

Considering  the  total  blindness  of  the  claimant  and  his  extreme  old 
age  (he  being  ninety-five),  the  fact  that  the  soldier  before  the  war  and 
tUl  his  death  on  the  field  did  actually  contribute  to  his  father's  support, 
and  that  the  father  is  now  entirely  destitute,  the  committee  think  Con- 
gress should  relieve  by  special  act. 

The  committee  recommend  that  the  bill  do  pass. 
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Mat  7, 1890.— Ordered  to  be  printed. 


Mr.  Blaib,  from  the  Oommittee  on  Pensioiis,  Babmitted  the  following 

REPORT: 

[To  aocompacj  H.  B.  &986.] 

The  Oommittee  on  Pensions,  to  whom  was  referred  the  bill  (H.  B. 
5886)  granting  a  pension  to  David  Dean,  snbmit  the  following  report: 

That  David  Dean  enlisted*  in  Oompany  A,  One  hundred  and  fifth 
Pennsylvania  Volanteers,  February  26, 1862,  and  wasdischarged  March 
27, 1^.  He  filed  claim  for  pension  April  2, 1888,  for  convulsions  and 
fits  contracted  about  December  1,  1862,  near  Fredericksburgh,  Ya. 
Pension  rejected  on  the  ground  of  existence  of  disability  prior  to  en- 
listment as  per  certificate  of  discharge.  His  captain,  W.  J.  Clydie^ 
signs  discharge, in  which  he  says:  << Cause,  epileptic  fits;  said  soldier 
has  been  subject  to  fits  for  several  months,  and  very  severe."  Wm. 
Watson,  regimental  surgeon,  says  on  same  discharge : 

Incapable  of  perform! nfi^  duties  of  a  soldier  beoanse  of  epilepsy.  He  was  subject 
to  this  disease  prior  to  enlistment.  During  the  last  three  months  the  paroxysms  have 
become  more  frequent  and  violent.    I  have  eeen  him  have  two  convulsions. 

AfSdavits  of  A.  H.  Murray,  Christopher  Eeslar,  Isaac  M.Delp,  com- 
rades, ^y  he  was  sound  and  healthy  when  he  enlisted,  and  did  duty 
until,  without  previous  warning,  about  December  1,  1862,  when,  the 
weather  being  cold,  and  from  wet  and  muddy  marches  and  exposure, 
he  suddenly  became  prostrated  with  convulsions,  foaming  and  frothing 
at  mouth  and  working  in  spasms  all  day. 

Afftdavits  of  David  and  John  Timlin,  Thomas  Q.  Adams,  James  Ken- 
nedy, Oeorge  l^oel,  Henry  C.  Schock,  Jackson  Piper,  James  Kennedy, 
Josiah  Blerl,  T.  T.  Adams,  George  Weaver,  and  Michael  Shrock,  all 
testifying  to  knowledge  and  fact  of  his  prior  soundness  and  health  and 
freedom  firom  epileptic  fits. 

Your  committee,  having  examined  this  case,  deem  it  their  duty  to  re- 
port in  &vor  of  a  pension  for  this  soldier. 
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618T  Congress,  )  SENATE.  j  Bbpobt 

l8t  Session,     i  t  No.  904, 


IN  THE  SENATE  OF  THE  UNITED  STATES. 


May  7y  1890.— Ordered  to  be  printed. 


Mr.  BlaiB|  from  the  Oommittee  on  Pensions,  submitted  the  following 

REPORT: 

[To  aooompany  H.  R.  6875.] 

The  Oommittee  on  Pensions,  to  whom  was  referred  the  bill  (H.  B. 
6875)  granting  a  pension  to  Eliza  Marcy,  beg  leave  to  submit  the  fol- 
lowing report: 

The  claimant,  a  dependent  mother,  is  eighty-five  years  of  age,  has 
been  partially  blind  for  ten  years  and  a  cripple  for  two  years.  She  is 
now  unable  to  work  at  all,  and  requires  constant  attendance.  Her  hus- 
band, Zenas  Marcy,  who  for  some  time  had  been  crippled  by  rheuma- 
tism, died  during  the  current  year  at  the  age  of  seventy -six  years.  The 
soldier,  the  son  of  this  aged  couple,  Samuel  L.  Marcy,  enlisted  in  Com- 
pany G,  Eighteenth  Oonnecticut  Volunteers,  was  taken  prisoner  in 
battle  and  confined  in  Libby  prison.  During  his  confinement  he  con- 
tracted disease  from  which  he  died  on  a  transport  vessel  while  on  the 
way,  on  exchange,  from  Richmond,  Ya.,  to  Annapolis,  Md. 

The  claim  of  Eliza  Marcy  was  rejected  on  the  ground  that  claimant's 
dependency  on  the  soldier  at  the  time  of  his  death  was  not  clearly  es- 
tablished. The  facts  appearing  in  evidence  on  file  at  the  Pension  Bu- 
reau and  in  statements  l^ore  &e  committee  are  as  follows :  The  Mar- 
cys  lived  on  a  farm  in  Woodstock,  Oonn.,  and  their  only  income  was 
derived  from  the  products  of  this  farm.  The  soldier  worked  on  the 
farm  at  the  time  of  his  enlistment,  in  fact  managed  it.  He  did  not  re- 
ceive wages  for  his  work,  but  dx^w  for  his  necessary  sustenance  from 
the  common  income  of  tiie  farm,  leaving  the  greater  portion  of  the  in- 
come, which  was  largely  the  resulting  product  of  his  labor  and  man- 
agement, for  the  support  of  his  parents.  At  that  time,  1862,  the  as- 
sessed value  of  the  real  and  personal  estate  of  Zenas  and  Eliza  Marcy 
was  (2,841.  There  was  at  the  same  time  mortgages  on  the  property 
amounting  to  $2,050.  It  is  stated  on  reliable  authority  of  assessors 
and  citizens  of  Woodstock  that  at  that  time,  1862-'63,  if  creditors  had 
pressed  their  claims  against  the  Marcys  the  settlement  would  have 
'*  wiped  out''  the  whole  fiarm  property. 

Soon  after  the  soldier's  enlistment,  Zenas  Marcy,  then  about  fifty 
years  of  age,  gave  his  service  as  an  enlisting  ofQcer  to  secure  Gonnecti- 
cnt^B  quota  ot  soldiers.  With  money  received  for  this  service  and  with 
money  received  from  the  soldier-son  the  mortgages  on  the  farm  were 
paid  and  the  buildings  improved  as  necessary.  But  following  the  im- 
proved financial  condition  of  the  family  came  reverses^  vlV\i<^»^XXiL\f^\^'<^ 
father  and  mother;  and  with  no  otber  incotOL!^  KJ^i^^ql >3^<^ ^^^^^^^ins^  ^^  '^^^s^ 
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2  ELIZA  MARCY. 

farm,  and  with  no  son  to  retarn  to  the  labor  and  management  of  the 
farm,  mortgages  were  again  placed  on  the  property  and  some  land  was 
sold.  The  property  remains  mortgaged  to-day.  The  infirmities  of  the 
claimant  were  snch  daring  late  years  that  the  husband,  now  deceased, 
was  compeUed  to  give  her  constant  care  and  nursing  and  neglect  what 
work  he  otherwise  might  have  been  able  to  do  on  the  farm. 

It  appears  to  the  committee  that,  considering  the  extreme  infirmities 
of  the  claimant,  with  the  evidence  of  the  soldier's  oontribntion  to  the 
family  support  at  the  time  of  his  enlistment,  and  with  the  farther  evi- 
dence of  the  later  dependence  of  the  aged  father  and  mother,  the  pen- 
sion should  be  allowed;  and  accordingly  they  report  baok  the  bill  with 
the  recommendation  that  it  do  paiss. 


' 


51ST  Congress,  \  SENATE.  i  Beport 

1st  Session.     )  '  i  No.  905. 


EST  THE  SENATE  OF  THE  UNITED  STATES. 


Mat  7, 1890.— Oideied  to  be  printed. 


Mr.  Blaib,  from  the  Committee  on  Pensions,  submitted  the  fo&owing 

REPORT: 

[To  accompany  biU  H.  B.  4537.] 

The  Committee  on  Pensions,  to  whom  was  referred  the  bill  (H.  B. 
4527)  granting  a  pension  to  Daniel  M.  Dall,  have  considered  the  same 
and  report  as  follows : 

The  claimant  in  his  prayer  for  relief  states  that  in  July,  1847,  he  was 
a  sutler  of  the  First  Pennsylvania  Volunteers  and  was  stationed  with 
said  regiment  at  the  Fortress  of  Perote,-iD  Mexico ;  that  an  independent 
company  of  volanteers,  which  had  been  enlisted  from  MifBin  and  Hunt- 
ingdon Counties  of  Pennsylvania,  commanded  by  Captain  Caldwell 
(who  was  mortally  wounded  in  an  attack  on  the  Garita  de  Balen,  City 
of  Mexico,  September  13, 1847),  came  to  Perote  in  the  latter  part  of 
July,  1847. 

That  he  (claimant)  disposed  of  his  sutlership  and  went  with  said 
company  as  a  volantecr  to  the  valley  and  City  of  Mexico. 

That  when  baid  compaDy  reached  Puella  it  was  assigned  to  the  Sec- 
ond Pennsylvania  Regiment  and  lettered  Co.  M. 

That  LientCDant  Bowers,  M.  D.,  of  said  company,  was  detailed  to  act 
as  an  assistant  surgeon  and  claimant  took  his  place,  doing  duty  as  a 
lientenant  of  said  company,  and  served  in  all  of  the  battles  in  which  it 
was  engaged  in  the  valley  of  Mexico,  notably  in  the  attack  on  the  For- 
tress of  Chapultepec,  the  G-arita  de  Balen,  and  the  entry  into  the  city 
of  Mexico. 

That  he  rendered  said  service  without  being  regalarly  mustered  into 
the  service  of  the  United  States,  and  of  course  served  without  having 
claimed  or  received  any  compensation  therefor. 

That  when  the  City  of  Mexico  passed  into  the  possession  of  the  United 
States  Army  he  believed  there  would  be  no  more  battles  and  he  returned 
to  the  United  States  without  (as  hereinbefore  stated)  having  been 
mustered  into  the  service  of  the  United  States,  and  hence  he  was  never 
recognized  on  the  roll  of  said  company  as  a  volunteer  soldier.  He 
prays  that  said  service  be  recognized  and  that  he  be  allowed  a  pension 
therefor,  the  rate  to  be  that  of  a  second  lieutenant. 

William  Brindle,  late  lieutenant-colonel  Second  Pennsylvania  Begi- 
ment,  Mexican  war,  testifies  to  claimant's  service  as  alleged  and  adds 
that — 

As  the  aaid  DnU  was  not  regularly  mnstered  into  the  service  of  the  United  States 
his  name  does  not  appear  npon  the  mnster-rolls  of  said  com\^wi^^  vcA  ^^si^wfx^^:^^ 
he  is  deprived  of  the  credit  due  to  him  of  bemg  T^f^t^^Qi  «a  oTi<^  olXX^^Mftk-^^^^  v^^s^ 
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2.  DANIEL   M.   DULI.. 

to  achieve  the  trinmph.  Deponent  deems  ifc  to  be  an  act  of  Jastice  tbat  Congreo 
shonld  pasH  an  act  antborizing  and  requiring  the  name  of  the  said  Daniel  M.  Dul  to 
be  placed  on  the  pension-roll  as  a  lieutenant  of  said  Company  M  of  said  regiment 

Mr.  AtkiDSon,  Eepresentative  in  Congress  from  the  State  of  PeDo- 
sylvania,  states  that  the  claimant  is  about  etldventy-three  years  old,  and 
by  reason  of  business  reverses  has  had  his  property  sold  oat  at  sheriflPs 
sale.  Mr.  Atkinson  also  voaches  for  the  reliability  of  the  statements  of 
the  claimant  and  Colonel  Brindle. 

Yonr  committee  recommend  that  the  bill  do  pass,  with  the  following 
amendment:  Strike  oat  the  words  'Hhat  of  a  second  lieutenant," in 
lines  8  and  9  of  said  bill|  and  substitute  therefor  the  words  '^seventeeo 
dollars  per  month.'' 


51st  Congress,  \  SENATE.  i  Eeport 

1st  Session.     J  (  No,  906. 


IN  THE  SENATE  OF  THE  UNITED  STATES. 


liAY  7, 1890.— Ordered  to  be  printed. 


Mr.  Blaib,  from  the  Committee  on  PensionSi  submitted  the  following 

EEPOET: 

[To  accompany  H.  B.  5238.] 

The  Gommittee  on  Pensions,  to  whom  was  referred  the  bill  (H.  B. 
5238)  granting  a  pension  to  Allen  Ooons,  submit  the  following  report: 

This  claim  was  rejected  by  the  Pension  Office  for  the  reason  that 
claimant  was  unable  to  prove  origin  of  disability. 

According  to  claimant's  affidavit  he  was  ran  over  by  a  wagon  or  am- 
bulance on  the  night  of  Jnly  2, 1862,  on  the  retreat  from  Malvern  Hill. 
He  was  captured  the  next  day,  and  never  saw  his  regiment  again,  being 
paroled  and  sent  to  hospital  at  Lookout,  Md.,  and  discharged  March 
1, 1863,  for  rheumatism  in  hip-joints  and  injury  to  back.  The  records 
of  the  War  Department  show  the  fact  of  capture  and  surgeon's  certifi- 
cate of  discharge.  From  the  nature  of  the  case  claimant  was  unable  to 
secure  evidence  of  origin  of  disability.  Evidence  of  friends  and  neigh- 
bors and  attending  physicians  is  filed  to  show  that  the  soldier  was  a 
strong  healthy  man  prior  to  enlistment,  but  unable  to  do  full  duty  since 
discharge  from  the  Army. 

The  case  appears  to  be  meritorioas,  and  yoar  committee  recommend 
that  the  bill  pass,  subject  to  the  rate  prescribed  for  such  cases. 
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51st  Congress, 
1st  Session. 


} 


SENATE. 


{BEPOBf 
No.  907. 


IK  THE  SENATE  OF  THE  XJNITBa>  STATES. 


Mat  7,  1890.— Ordered  to  be  printed. 


Mr.  Blaib,  firom  the  Comniittee  on  Pensions,  submitted  the  following 

REPORT: 

[To  aooompany  biU  H.  R.  4423.] 

Lncinda  A.  Olark  is  the  widow  of  George  M.  Olark,  late  a  lientenant 
of  Company  B  Sixteentti  Vermont  Volunteers.  The  soldier  enlisted  ia 
September,  1862;  was  promoted  to  be  a  lieutenant  in  January,  1863; 
discharged  Aogust,  1863;  and  died  in  Jnne,  1885.  In  the  service  the 
soldier  contracted,  at  or  near  Union  Mills,  Va.,  rheumatic  neuralgia, 
wbich  was  aggravated  at  the  battle  of  Gettysburgh. 

Soldier  received  a  pension  of  $7.50  a  month  from  August  11, 1863, 
and  $11.25  a  month  from  March,  1883,  for  the  said  disability.  The 
soldier  died  of  erysipelas,  and  his  widow  is  barred  from  a  i>ension  be- 
eanse,  as  the  surgeons  say,  **  there  is  no  pathological  sequence  between 
rlieumatic  neuralgia  and  erysipelas,"  though  the  examining  surgeon  for 
the  Pension  Office  says  he  examined  soldier  and  fonnd  him  suffering 
from  neuralgia  in  right  hip,  impairment  of  health  on  account  of  pro- 
longed safifering  from  it,  and  that  nutrition  of  leg  became  impaired  by 
such  suffering  that  erysipelas  quickly  developed,  and  he  died.  The 
affidavit  of  Dr.  F.  A.  Smith  accords  with  this  statement,  and  he  says 
the  indirect  cause  of  soldier's  death  was  the  disability  for  which  he  was 
pensioned.  We  think  the  cause  of  the  soldier's  death  was  the  dis- 
ability for  which  he  was  pensioned,  and  that  his  widow  should  draw  a 
pension  as  his  widow.    She  has  not  married  since  his  death. 

The  committee  recommend  that  the  bill  do  pass. 


51st  Congrkss,  \  SENATE.  i  Report 

l8t  Session,     i  \  »o.  908. 


IN  THB  SENATB  OF  THE  UNITED  STATES. 


ILkT  7y  1890.— Ordered  to  be  printed. 


Mr.  Blaib,  from  the  Oommittee  on  Pensions,  sabmitted  the  following 

REPOBT: 

[To  aeoompany  bill  H.  B.  8404.] 

The  Committee  on  Pensions,  to  whom  was  referred  the  bill  (H.  B. 
3404)  grantlDg  an  jficrease  of  pension  to  John  Onrran,  have  considered 
the  same  and  report  as  follows: 

Said  bill  is  identical  with  Honse  bill  11919  of  the  Fiftieth  Congress, 
which  was  reported  favorably  to  the  House  in  Report  No.  4040,  second 
session,  and  your  committee  adopt  tiiat  report  (No.  4040)  as  applicable 
to  this  bill,  and  recommend  that  the  bill  do  pass. 


[House  Report  Xo.  4M0,  Fiftieth  CoDgreaii  seoond  sesston.) 

The  Committee  on  Peoaions,  to  whom  was  referred  the  bill  (H.  R.  11919)  f^anting 
increase  of  pension  to  John  Cnrran,  have  considered  the  same  and  report  as  follows: 

The  claimant  was  a  private  in  Company  A,  Third  United  States  Artillery,  and 
served  in  the  war  with  Mexico.  He  is  now  a  pensioner  at  the  rate  of  |8  per  month. 
He  asks  an  increase  to  |25per  month.  The  testimony  which  he  famishes  shows 
that  he  is  sixty-two  years  of  age,  is  in  very  feeble  health,  and  with  no  property  Or 
income  save  his  small  pension.  His  right  arm  is  nseless  from  the  results  of  rheuma- 
tism. His  family  physicians,  Drs.  F.  L.  PoweU  and  Joe  Barkley,  of  Leesbargh,  Ky., 
testify  to  his  physical  and  financial  condition. 

Your  committee  recommend  the  passage  of  the  bilL 
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51st  Congress,  ) 
•    1st  Session.     S 


SENATE. 


jBEPOIT 

)No.m 


IN  THE  SENATE  OF  THE  UNITED  STATES. 


Mat  7, 1890.— Ordered  to  be  printed. 


Mr.  BjLiiB,  firom  the  Oommittee  on  Pensions,  submitted  the  foHowio; 

REPOET: 

[To  accompany  H.  R.  3594.] 

The  Committee  on  Pensions,  to  whom  was  referred  the  bill  (H.  B. 
3594)  for  the  relief  of  Mary  Conley,  submit  the  following  report: 

Mary  Conley  is  the  foster-mother  of  Frank  Conley,  who  served  in 
Company  B,  Fifth  Vermont  Volunteers^  from  December  18,  1863,  uDtal 
October  7, 1864,  when  he  is  reported  by  the  Adjatant-General  as  "miss- 
ing on  picket  near  Newmarket,  Va.;  supposed  prisoner  of  war.".  From 
the  evidence  on  file  in  the  Second  Auditor's  Office  it  appears  that  on 
the  day  in  question,  while  a  portion  of  the  Army  oithe  Potomac,  under 
Brig.  Gen.  L.  A.  Grant,  was  falling  back  in  the  Shenandoah  valley, 
Frank  Conley,  then  on  picket,  was  sent  out  with  three  canteens  to  get 
water.  The  command  moved  before  his  return,  and  two  of  his  com- 
rades, whose  canteens  he  had  with  him,  were  permitted  to  remain  until 
Conley  returned.  The  three  never  overtook  the  command,  but  a  few 
days  later  they  were  found  by  some  cavalry  troops  hanging  on  a  tree 
near  the  spot  where  they  had  been  on  picket.  They  were  identified  by 
one  of  said  cavalry  command  who  had  previously  belonged  to  said  Com- 
pany B,  Fifth  Vermont  Volunteers. 

The  soldier  when  an  infant  was  left  without  father  or  mother,  and 
placed  in  the  poor-house  of  Clinton  County,  N.  Y.,  and  shorUy  there* 
after  adopted  by  the  claimant  and  her  husband  under  the  laws  of  that 
State.  He  was  well  taken  care  of,  and  as  he  grew  up  aided  them  much, 
and  after  enlistment  recognized  his  obligations  by  substantial  contri- 
butions. The  back  pay  due  him  was  paid  to  the  claimant  upon  the 
evidence  heretofore  referred  to.  She  is  a  widow,  old,  and  entirely  de- 
pendent. 

The  case  is  one  of  a  class  which,  although  not  provided  for  by  the 
general  pension  laws,  has  always  received  £ftyorable  consideration  by 
Congress. 

The  committee  therefore  return  the  bill  with  the  reoommendation 
that  it  do  pass,  amended,  however,  by  striking  out  the  word  ^^adopt^^ 
in  line  4  and  inserting  therein  the  word  ^^  foster.^ 


I^^^V 


51BT  Congress,  t  SENATE.  (  Rbport 

1st  Sesaion.     i  \  No.  910. 


or  THB  SENATE  OF  THE  UNITED  STATBS. 


Hat  7,  ie80.-Ordet«d  to  be  printed. 


Hr.  Blaib,  from  the  Committee  on  Penaioos,  sabioitted  the  following 

EEPOET: 

;To  Bcoompany  H.  R.  4373.] 

The  Committee  ou  Pensions,  to  whom  was  referred  the  bill  (Q.  B. 
4372)  graDtinfr  a  iWDsion  to  John  Deao,  sabmit  the  following  report: 

A  similar  bill  passed  both  hoases  of  the  Fiftieth  Congress.  The  Com- 
mittee of  Invalid  Pensions  of  that  Congress  enbmitted  the  following 
report : 

IHoiu«Sep>)TtKo.I7t$.  Flftletb  C(nvreu,arat«e«id(Hi.] 

The  Committee  on  Invalid  PeniioDt,  to  whom  i 
granting  s  pennqn  to  John  Deau,  have  had  tbe  fa 
Bubmit  the  follon ine  report : 

Claimant  enliited  in  Couipany  A,  Thirteenth  Now  York  Cavalry,  November  17, 
1662,  andwasiiiHchargedfoTiliaHbilitf  ofeyesAprilT,  18()4. 

He  filed  doolaration  for  pension  March  lli,  1877,  in  which  bo  nllegeH  that  while  in 
lineof  dnt;  at  New  York  and  Stnten  lalana,  N.  Y.,  about  April,  18fM,  he  Boffored  rrom 
chronio  rhenmatiBOi  and  sore  eyes,  occaxioncrl  by  exposure  an<l  illnesa  contracted  in 
oamp;  that  be  was  treated  at  Blarkwetl's  Island  Hnepital,  Now  York,  from  aboat 
ADfcQStD,  1863,  to  November  So,  1863,  and  al  military  hospital,  Leiingtooa^eime  and 
FifCv-firiit  atreet,  New  York,  from  December  1,  1863,  by  order  of  General  ilayea,  nntil 
April  T,  1864,  wben  he  was  diecharged  from  the  acrvice.  Tbe  claim  was  rejected  on 
theieoord,  which  shows  that  the  disease  was  conlraoted  "'■ii"  -i™ nt  ™[ti.nn>  i>..t.. 

If  --     - 

free  from  any  ailment,  either  local  or  general." 

Dr.  Mott,  Burgeon  of  clalmaol's  roKiment,  certifies  on  his  certificate  of  dlsobarge, 
April?,  1864,  as  follows: 

"1  Gad  biro  incapable  of  performing  the  dutiesof  a  soldier  because  of  slonghlbg  of 
both  corneasfrominflHrnnationcontractedwliilc  absent  wtttioutleave,  having  received 
B  forty-elgbt  bonr  paes  fWim  bis  regiment,  April  15,  1663,  tben  stationed  on  Staton 
Island.  He  lost  hie  eyeeight  in  August,  1663,  while  absent  witbont  leave.  Unfit  for 
Invalid  Corps.    Admitted  to  the  hospital  December  1,  '"""  " 

It  is  shown  by  the  testimony  of  William  A.  Revell, 
pany,  that  abont  April,  1863,  claimant  became  diseai 
'   eyes,  so  that  he  wae  inaapaeitated  for  active  duty  and  was,  t4>  afBant's  personal 
knowledge  under  medical  treatment  from  the  i>oBt  medical  ofQeers, 

Tbe  tcMunony  of  William  J.  Haight,  latesecond  llentouant  of  claimant's  oompany, 
shows  that — 

"  To  affiant's  knowledge  olalmant,  on  and  before  April,  1863,  was  soffering  &om  rhen- 
in«H«n  uid  sore  ayee,  ao  that  he  was,  to  a  oonaiderable  extent.  Incapacitated  from  act- 
ire  dnty  and  was  placed  npon  tbe  siok  list  at  the  barraoka  at  Staten  Island;  thathe 
waa  granted  a  leave  of  abaenoe  and  did  not  retnm  at  the  expiration  thereof  He  was 
Ofderly.  oorreot,  and,  in  afllanfe  opinion,  a  good  soldier." 

Dr.  £phraim  Clarke,  late  asdstant  surgeon,  testifies : 

"  That  he  fonnd  on  ezambation  of  the  reoordB  that  claimant  was  marked  as  treated 
In  qnarters  for  ohronlo  rhenmatism  from  April  4  to  April  23,  1863,  and  that  eUiaivxA. 
loftnah  atation  or  camp  abont  that  date." 
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ThomM  Barfce  testifies: 

''That  he  has  known  claimant  siDce  abont  18G2;  that  io  December,  1862,  and  Jan- 
nary,  1863,  while  aotins  orderly  at  headquarters  of  the  regiment,  444  Broadway, 
Kew  York  City,  claimant  boarded  at  affiant's  honse,  and  Adjutant  Brown,  of  aaid  reg- 
iment, paid  his  board ;  that  abont  the  end  of  Jannaffy,  1863,  claimant  was  ordered  to 
r^oin  his  company,  and  abont  April  22, 1863,  he  obtained  a  leave  and  came  again  to 
amant^s  honse ;  toat  be  was  troubled  with  rheumatism  and  sore  eyes,  and  was  con> 
fined  to  the  bouse  by  illness,  and  that  shortly  afterwards  he  became  so  bad  and  ill 
with  his  eyes  that  affiant  advised  him  to  go  to  hospital  and  that  he  procured  the  neo- 
essarv  papers  and  accompanied  him  to  hospital  at  Blackwell's  Island,  and  remained 
in  said  hospital  until  he  entered  the  mllitiury  hospital,  where  he  was  discharged ;  that 
from  April  22, 1863,  to  the  time  of  his  discharge,  April  7, 1864,  he  was  incapable  of 
performing  active  duty  and  became  totally  bund.'' 

Examining  6urp;eon  Judson  gives  claimant  a  rating  of  $31.25  for  rhenmatlBm  and 
disease  of  eyes.  This  claim  was  rejected  on  account  of  soldier  not  returning  in  ac- 
cordance  with  the  terms  of  his  leave  of  absence,  but  it  is  evident  from  his  physical 
condition,  and  the  hospital  and  other  evidence,  that  there  was  no  intention  on  his 
part  to  desert  or  willfully  disobey  orders. 

The  charge  of  desertion  has  been  removed,  and  in  view  of  the  testimony  in  the  case 
the  committee  believe  that  the  claimant  ought  not  to  be  deprived  of  a  pension  by  a 
technicality,  and  therefore  submit  a  favorable  report  and  recommend  the  paasage  of 
the  bill. 

Yoar  committee  farther  find  that  the  beneficiary  is  now  fifty-fomr 
years  old  and  very  poor ;  is  now  and  has  been  for  twenty-six  years 
totally  blind,  and  believe  chat  the  bill  shoald  pass,  amended,  however, 
by  striking  out  all  after  the  word  "  cavalry  ^  in  line  6,  and  inserting 
^^and  pay  him  a  pension  at  the  rate  of  forty  dollars  per  month." 
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Mr.  Blaib,  from  the  Committee  on  Pensions,  submitted  the  foUowing 

REPOBT; 

[To  accompany  H.  R.  4046.] 

The  Committee  on  Tensions,  to  whom  was  referred  the  bill  (H,  R. 
4046)  to  pension  Mary  Bailey,  have  bad  the  same  under  consideration 
and  beg  to  submit  the  following  report: 

Mary  Bailey  is  the  mother  of  Robert  G.  Davis,  who  enlisted  as  private 
in  Company  B, Ninety-ninth  RegimentPennsylvania Volunteers, in  July, 
18G1,  and  died  of  disease  contracted  in  service  June  27, 1862.  Her  claim 
for  [^nsion  has  been  rejected  by  the  Pension  Bureau  on  the  ground  that 
claimant  was  not  dependent  upon  the  soldier  at  time  of  his  death,  as 
appeared  during  special  examination  of  the  case  by  claimant's  own 
admissions.  From  this  action  an  appeal  was  taken  to  the  Secretary  of 
the  Interior,  who  under  date  of  September  24, 1889,  affirmed  the  action 
of  the  Bureau  for  like  reason. 

The  Secretary  in  said  decision  uses  the  following  language : 

It  may  be  stated  that  a  large  proportion  of  the  evidence  filed  b^  the  appellant  rel- 
ative to  her  condition  of  poverty,  dependenoe,  and  distress  existing  since  the  death 
of  her  second  husband;  and  many  years  subsequent  to  the  death  of  her  son,  the  sol- 
dier, has  no  bearing  upon  her  claim  for  pension.  Such  evidence  was  evidently 
filed  under  the  misapprehension,  so  common  in  such  cases,  that  the  present  condition 
in  life  of  the  appellant  would  afford  ground  for  pension,  whereas  the  law  only  recog- 
nizes the  condition  of  dependence  existing  at  the  date  of  the  death  of  soldier,  and 
however  much  the  natural  feelings  of  sympathy  and  compassion  may  be  aroused  for 
the  present  poverty-stricken  and  nelpless  condition  of  this  aged  and  unfortunate  ap- 
pellant, it  is  not  within  the  power  of  this  Department  to  afford  her  the  relief  she  askjB, 
simply  for  the  reason  that  it  is  not  authorized  by  the  law. 

Congress  has  on  all  occasions  liberally  responded  to  requests  for  re- 
lief in  this  class  of  cases,  and  believing  the  case  under  consideration  to 
be  meritorious,  your  committee  report  favorably  on  the  accompanying 
bill  and  ask  that  it  do  pass,  amended,  however,  by  striking  out  all  be- 
tween the  word  ^<  volunteers^"  in  line  6,  and  the  word  ^'subjecti"  in 
linedt 


ii 


.  • 


n 

if 


^! : 


!^ 


'i 
I  < 

t. 


il 


I  • 
1  • 


«! 


ill 


i 


ru 


I 


} 


11       ^ 

!  f 


1 


51st  Conqbess^  I 
1st  Session,     i 


SENATE. 


! 


BSFOBT 

Ko.  912. 


IN  THE  SENATE  OP  THE  UNITED  STATES. 


Hat  7,  ISQO.—Ordered  to  be  printed. 


Mr.  Blaib,  from  the  Committee  on  Pensions,  submitted  the  foUowing 

REPORT: 

[To  accompany  H.  R.  &617.J 

The  Committee  on  Pensions,  to  whom  was  referred  the  hill  (H.  R. 
5617)  granting  a  pension  to  Henry  Bloomfield,  snboKit  the  following  re- 
port: 

Claimant  enlisted  December  29, 18G3,  was  discharged  April  6, 1865, 
as  a  private  Company  G,  Ninety-second  New  York  Infantry.  Claim 
for  pension  was  rejected  December  5, 1883,  for  want  of  testimony-  of  a 
commissioned  oflBcer  or  comrades  tbat  the  wound  was  received  while  in 
line  of  duty.  Basis  of  claim  is  gunshot  wound,  left  foot,  by  accidental 
discharge  of  his  gun  July  5, 18G4.  There  is  no  dispute  as  to  this  pointy 
it  is  clearly  shown  by  the  records  of  the  War  Department  of  his  service, 
the  hospital  and  medical  reports  are  full  and  plain,  but  it  is  claimed 
that  the  wound  was  received  by  the  accidental  discharge  of  his  gun 
while  cleaning  it  after  returning  from  the  picket  line,  when  it  was  wet 
by  rain  during  the  night. 

Your  committee  therefore  believing  that  the  claimant  was  on  duty  at 
the  time,  and  it  being  clearly  shown  that  his  i^ecord  of  service  as  a  sol- 
dier was  good,  would  respectfully  recommend  that  he  be  placed  on  the 
pension  rolls^  subject  to  the  rules  and  regulations  governing  the  same. 
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Mr.  BUlIB,  firom  the  Gommittee  pu  PensionSi  sabmitted  the  foUowing 

REPORT: 

[To  aooompany  biU  U.  R.  3530.] 

The  Gommittee  on  Pensions,  to  whom  was  referred  the  1)111  (H.  B. 
3530)  granting  a  pension  to  Haldah  Barton,  have  considered  the  same  and 
report  as  follows: 

The  name  of  claimant's  late  hhsband,  Thomas  Burton,  appears  on  the 
rolls  of  Capt  Seth  Pratt's  company  of  Illinois  volunteers  as  a  musician, 
enrolled  April  26, 1832,  and  being  appointed  drum  major  by  Major  Jacob 
Long,  served  in  that  capacit}^,  with  Long's  <<odd  battalion  of  mounted 
volunteers  detached  for  foot  purposes,"  and  was  mustered  out  with  the 
battalion  May  28, 1832.    This  service  was  in  the  Black  Hawk  war. 

The  claimant  asks  a  pension  (20  i)er  month,  declaring  that  she  is 
eighty  years  of  age,  entirely  without  property,  and  dependent  upon 
charity  for  food  and  clothing. 

In  view  of  claimant's  destitution  and  great  age,  your  committee  think 
the  relief  prayed  for  should  be  granted,  and  the  passage  of  the  bill  is 
recommended« 
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Mr.  Blair,  from  the  Oommittee  on  PensioDB,  sabmitted  the  foUowing 

REPORT: 

[To  accompany  bill  H.  R.  4132.] 

Esther  G.  Bryant,  the  beneficiary  named  in  bill  H.  B.  4132  is  the 
billow  of  John  P.  Bryant,  deceased,  late  a  private  in  Company  B, 
Ninth  liep:iment  of  Vermont  Vulunteers. 

The  soldier  died  in  regimental  hospital  near  Ohaptn's  Farm,  Yir- 
giuia,  February  20,  1805,  but  tlie  records  of  the  hospital  do  not  show 
of  wbat  disease.  First  Lieut.  Edward  L.  Kelley^  who  commanded  his 
company,  makes  oath  that  the  soldier,  John  P.  Bryant,  wa8  a  good 
soldier  who  never  shirked,  but  did  his  duty  well. 

The  widow  named  in  this  bill  received  on  account  of  the  death  of  this 
soldier,  her  husband,  a  pension,  and  continued  to  draw  said  pension 
till  her  marriage  on  the  13th  day  of  May,'  1868,  to  one  Martin  Ohilson, 
with  whom  she  lived  a  short  time  as  his  wife;  but  from  hid  brutal 
treatment  of  her  she  was  by  the  supreme  court  of  Vermont  decreed  a 
bill  of  divorcement  from  him  at  the  January  term  of  court  fof  1870, 
less  than  two  years  after  her  marriage.  The  decree  of  court  says  she 
was  divorced  for  "intolerable  severity." 

The  committee  are  of  the  opinion  that  it  would  be  in  strict  keeping 
with  full  jutitice  to  this  womau  to  place  her  now  on  the  pension  rolls, 
subject  to  the  provisions  of  law,  as  her  neighbors  and  towns  people 
make  oath  that  she  is  in  every  way  worthy ;  that  she  is  destitute,  and 
that  she  is  in  poor  health. 

The  committee  recommend  that  the  bill  do  pass. 
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Mr.  BLAiBy  Arom  the  Oommittee  on  Pensions,  submitted  the  following 

REPORT: 

£To  aeoompany  H.  R.  3596.] 

The  Committee  on  Pensions,  to  whom  was  referred  the  bill  (H.  B. 
3596)  for  the  relief  of  Harriet  E.  Brown,  submit  the  following  report: 

The  claimant  is  the  widow  of  Eieazer  H.  Brown,  who  enlinted  in  Com- 
pany G,  First  Rhode  Island  Light  Artillery,  Novetnber  4, 1861,  and  died 
March  22, 1862.  Her  claim  has  been  rejected  by  the  Pension  Office  on 
the  ground  that  the  soldier's  fatal  disease  was  incurred  iirier  his  dis- 
chnr^c  from  the  military  service. 

Soldier  was  discharged  upon  surgeon's  certificate  of  disability  Feb- 
ruary 15, 1862.  There  being  no  certificate  of  disability  on  file  in  the 
War  Department,  the  cause  for  such  discharge  is  only  known  from  his 
final  statement,  which  gives  the  same  as  general  debility. 
~  From  the  records  of  Patent  Office  General  Hospital  it  appears  that 
the  soldier  died  in  said  hospital  March  22, 1862,  of  erysipelas ;  <'  that  he 
was  waiting  to  be  paid  and  hail  his  papers  for  discharge.  Out  did  not 
live  to  have  them  executed."  He  was  admitted  there  on  March  11, 
1862.  From  a  letter  written  to  soldier's  relatives  by  the  surgeon  In 
charge  of  the  hospital,  under  date  of  May  15, 1862,  it  fnrther  appears 
that  soldier  had  no  money  at  time  of  his  admission  to  the  same,  but  had 
pay  due  him  from  January  1,  1862. 

it  is  also  shown  that  soldier,  prior  to  his  enlistment,  was  a  very  in- 
dustrious, sober,  and  steady  man,  and  well  thought  of  in  the  community 
in  which  he  resided. 

How  long  he  remained  in  camp  of  the  company  at  Edwards  Ferry, 
Md.,  after  receiving  his  final  statement  is  not  shown,  but  the  captain, 
in  a  letter  of  March  5,  1862,  states  that  Brown,  in  company  with  four 
other  discharged  soldiers,  went  to  Washington  to  get  their  pay.  He 
had  not  received  it  on  March  11, 1862,  when  admitted  to  hospital  as 
heretofore  shown.  The  delay  in  the  payment  of  troops,  and  particularly 
of  discharged  soldiers  at  that  period,  is  well  known  by  those  who  then 
served  the  Government. 

Whether  the  fatal  disease  was  contracted  before  or  after  discharge, 
is  immaterial.  He  was  to  all  intents  and  purposes  a  s61dier  until  the 
Government  paid  him  the  money  due  him  for  bis  services  to  enable  him 
to  return  to  his  home,  in  fact,  was  bound  to  return  him  to  the  place  of 
his  enrollment. 

The  committee  believe  the  claim  of  his  widow  meritorious, and  there- 
fore report  favorably  on  the  accompanying  bill  and  ask  that  it  do  pass. 
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Mr.  Blaib,  from  the  Committee  on  Peusious,  submitted  the  following 

REPORT: 

[To  accompaoy  H.  R.  321&] 

The  Committee  ou  Pensions,  to  whom  was  referred  the  bill  (H.  B. 
3218)  granting  a  widow's  pension  to  Pauline  Bichweiler,  submit  the  fol- 
lowing report : 

That  John  Bichweiler,  the  husband  of  Pauline  Bichweiler,  enlisted 
as  a  private  in  Company  D,  Fourtli  Ohio  Cavalry,  in  November,  1861; 
that  while  in  a  skirmish  with  Morgan's  cavalry  in  the  spring  of  1862, 
near  Nashville,  Teun.,  he  was  wounded  and  his  horse  shot,  and  in  the 
fall  of  his  horse  the  soldier  received  an  injury  in  his  neck,  which  injury 
resulted  in  a  pulsating  tumor  and  brought  on  chronic  bronchitis  and 
asthma;  that  on  the  3d  day  of  July,  1862,  he  was  discharged  on  sur- 
geon's certificate  of  disability,  which  certificate  states  that  said  pulsat- 
ing tumor  **  was  induced  b^^  a  fall  received  in  the  service  of  the  0>nited 
States." 

His  claim  for  ]>en8ion  was  rejected  March  9,  1880,  because  of  the 
pension  surgeon's  examination  that  the  disability  had  ceased  to  exist, 
or  did  not  exist  October  1,  1879.  His  widow  re-instattd  his  claim  and 
pension  was  granted,  giving  a  ])en8ion  up  to  said  date  of  October  1, 
1879.  Comment  is  unnecessary,  especially  as  the  record  shows  that 
John  Bichweiler  died  July  7,  18S0,  of  cancer  efface  and  neck. 

The  widow's  claim  for  pension  was  rejected  upon  rhe  medical  opinion 
of  a  physician  who  never  saw  the  man,  upon  a  statement  that  too  long 
a  time  had  elapsed  from  the  time  of  receiving  the  injury  until  it  assumed 
a  cancerous  form.  Yet  the  attending  physician.  Dr.  G.  U.  Geiger,  a 
man  of  high  character,  stated  in  an  affidavit  filed  shortly  after  the  death 
of  said  John  Bichweiler  that  he  had  been  his  family  physician  for  five 
years;  that  he  had  treated  said  Bichweiler  for  asthma  and  glandular 
disease  of  throat  and  neck ;  that  said  glandular  disease  develoi>ed  in  to 
cancer,  from  which  disease  he  died. 

To  recapitulate,  John  Bichweiler  was  discharged  on  surgeon's  cer- 
tificate, with  a  pulsating  tumor  of  the  neck,  the  result  of  an  injury 
received  in  the  fall  when  his  horse  was  shot.  Alter  his  death  his  widow 
received  pension  which  should  have  been  granted  to  soldier  in  his  life- 
time. His  family  physician  testifies  that  same  soldier  died  from  cancer 
of  neck  and  face,  the  result  of  injury  to  the  neck. 

Therefore,  your  committee  is  of  the  opinion  that  the  widow's  claim  for 
pension  should  have  been  allowed  on  afair  consideration  of  the  evidence 
filed,  and  recommend  the  passage  of  the  bill. 
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Mr.  BlaiB|  from  the  Committee  on  Pensions,  submitted  the  following 

REPORT: 

[To  acoompany  bill  H.  R.  4030.  J 

The  Committee  on  Pensions,  to  whom  was  referred  the  bill  (H.  R.  4030) 
granting  a  pension  to  Mary  Ann  Allen,  have  considered  the  same  and 
beg  leave  to  report : 

The  claimant's  husband,  John  Piner,  was  a  private  in  Capt.  James 
Davidson's  company  of  Col.  Richard  M.  Johnson's  regiment,  Kentucky 
Mounted  Militia,  war  of  1812,  from  May  20, 1813,  to  November  19, 1813. 

The  claimant  asks  a  pension  at  the  rate  of  $25  per  month,  and  in  her 
application  therefor  declares  she  is  ninety- four  years  old,  and  since  the 
late  war  has  been  without  any  means  of  support.  She  states  turther, 
that  her  father  was  a  soldier  in  the  Revolutionary  war ;  that  she  was 
married  to  her  tirst  husband,  Johh  Piner  (on  account  of  whose  service 
her  application  for  pension  is  made)  in  Lincoln  County,  Ky.,  in  the 
year  1814,  and  that  after  the  death  of  said  Piner,  in  thesummer  ot  1823, 
she  remarried  to  one  Benjamin  Allen,  who  died  April  6,  1838,  since 
which  time  she  has  remained  a  widow. 

P.  E.  Garr  and  Ida  M.  Dieruf,  citizens  of  Louisville,  Ky.,  testifies  to 
the  claimant's  identity  as  the  widow  of  John  Piner. 

There  are  precedents  for  granting  pensions  to  the  unmarried  widows 
of  soldiers  of  the  war  of  1812,  and  your  committee  recommend  that  the 
bill  do  pass. 
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618T  CcNGRMS, )  SENATE.  4  Eeport 

l8t  Session,     i  )  No.  918. 


IN  THE  SENATE  OP  THE  UNITED  STATES. 


Hay  7, 1890.— Ordered  to  be  printed. 


Mr.  Blaib,  from  the  Committee  on  Pensions,  submitted  the  following 

REPORT: 

[To  accompany  H.  R.  5862.] 

The  Committee  on  Pensions,  to  whom  was  referred  the  bill  (H.  B. 
5862)  granting  a  pension  to  Margaret  Z.  Austin,  have  considered  the 
same  and  beg  leave  to  re|)ort : 

Said  bill  is  identical  with  House  bill  9400  of  the  Fiftieth  Congress, 
which  was  reported  favorably  to  the  House  in  Beport  No.  2279,  first 
session^  and  your  committee  adopt  that  report  as  applicable  to  this  bill 
and  recommend  that  the  relief  prayed  for  be  granted. 


(Home  Beport  "So.  227ft,  Fiftieth  Congremj  first  lesalon.] 

The  Committee  on  Pensions,  to  whom  was  referred  the  bill  (H.  R.  9400}  granting  a 
pension  to  Margaret  Z.  Austin,  have  considered  the  same  and  report  as  follows : 

The  claim  comes  to  yoar  committee  upon  the  reference  and  recommendation  of  the 
Commissioner  of  Pensions,  as  shown  by  the  following  letters : 

Departmbnt  of  the  Interior,  Pension  Office, 

Wa9hington,  D,  C,  April  14,  1888. 

Sib:  I  hare  the  honor  to  transmit  herwith  the  papers  in  the  claim  for  pension  of 
Margaret  Z.  Austin,  widow  of  Thomas  Austin,  late  of  the  U.  S.  Navy,  original  No. 
4479. 

The  case  was  erroneously  referred  to  the  Committee  on  Invalid  Pensions,  House  of 
Representatives,  returned,  and  is  now  submitted  to  your  committee  for  its  considera- 
tion. 

The  facts  in  the  case  are  fully  set  forth  in  the  accompanying  letter  addressed  to  the 
honorable  Secretarv  of  the  Interior. 
Very  respectfnlly, 

John  C.  Black, 

dmmiuiomr* 
Hon.  Arobibald  M.  Buss, 

Ckakrman  Commiltee  on  PeiuhiUf  Eowe  of  RepresentaUveB, 


(Pension  daim  Nob  447ft,  HargsretZ.  Auatln,  widow  of  TbomM  AnBtin,  yeomsn  IT.  S.  8.  IVclton.] 

Department  of  the  Interior,  Pension  Office, 

Washington^  D,  C,  January  12,  1888. 

Sib:  I  have  the  honor  to  submit  herewith  the  papers  in  the  pension  claim  abore 
indicated,  for  transmittal  through  yonr  office  to  the  chairman  of  the  Committee  on 
Inralid  Pensions,  House  of  Representatives,  that  the  attention  of  Congrats  may  be 
invited  to  the  facts  in  the  case  for  such  action  in  the  premises,  under  the  provisions 
of  ioint  resolation  approved  May  29,  1830,  as  that  honorable  body  may  deem  just 
and  proper. 


MARaARET   Z.  AUSTIN. 


This  claim,  based  apon  the  theory  that  the  fatal  disease,  "  angina  pectoris,  wss 
the  resalt  of  the  iDJury  for  which  sailor  was  pensioned,  vis,  fracture  of  both  legs  and 
loss  of  all  the  toes  and  metatarsal  bones  of  left  foot/'  was  r^cted  upon  the  gronnd 
that  the  claim  was  inadmissible  under  sections  47:^  and  4729,  Bevised  Statotea,  claim- 
•ant's  husband  not  having  died  in  service,  and  all  his  service  was  rendered  prior  (o 
March  4,  1861. 

The  above-named  sections  of  Revised  Statutes  provide  for  pensioning;  sailors  injured 
in  service,  and  their  widows,  when  husband  died  while  in  service. 

It  is  believed  that  this  is  a  case  wherein  relief  should  be  sought  at  the  hands  of 
Congress,  this  Bureau  being  unable  under  the  law  to  admit  the  case. 
Very  respectfully, 

John  C.  Black, 

Cammi99i9mer, 

The  9B0KKTART  OF  THS  INTERIOR. 

Tour  committee  have  also  examined  the  evidence  filed  in  the  claim,  which  shows 
beyond  a  reasonable  doubt  that  the  soldier  died  July  3,  1666,  from  the  effects  of  his 
severe  injuries,  contracted  in  the  military  service  of  the  United  States;  that  his  wife 
had  been  a  constant  attendant  upon  him  during  idl  the  years  after  his  injury  wm 
incurred,  devoting  all  her  time  to  his  comfort,  and  that  she  is  left  at  the  ago  of  sixty- 
six  years  without  means  and  without  ability  to  earn  a  living  for  herself.  Her  claim 
is  rejected  by  the  Pension  Bureau  solely  because  of  the  insufficiency  of  the  i^eaeral 
law  to  cover  her  case,  the  soldier  having  contracted  his  injuries  during  a  period  of 
peace,  prior  to  March  4,  1861. 

Your  committee  recommend  that  the  bill  do  pass. 


618T  Congress,  I  8B1TATE.  /Bbport 

1st  Session.     %  )  No.  919. 


tSm^ 


IN  THE  SENATE  OF  THE  UNITED  STATES. 


Mat  7, 1890.— Oidered  to  be  printed. 


Mr.  Bulib,  from  the  Oommittee  on  Pensions,  submitted  the  foUowiDg 

REPORT: 

[To  Moompftoy  bill  H.  S.  3536.] 

The  Committee  on  Pensions,  to  whom  was  referred  the  bill  (H.  B. 
3536)  granting  a  pension  to  Samael  L.  Dark,  have  considered  .the  same 
and  beg  to  submit  the  following  report: 

The  claimant  was  a  sergeant  in  Captain  John  Stennett's  company  of 
Illinois  volunteers  from  June  6, 1832,  to  September  4, 1832,  and  served 
on  the  frontier  in  the  Black  Hawk  war.  He  asks  a  pension  at  (30  per 
month. 

A  great  number  of  the  citizens  of  McDonough  County,  III.,  petition 
Congress  to  grant  the  relief  prayed  for,  and  state  they  have  known 
claimant  many  years  and  know  him  to  be  an  upright,  honest  old  man, 
with  very  infirm  health  and  almost  blind ;  also  that  he  has  a  helpless 
family  on  his  hands  and  is  in  very  limited  circumstances. 

Tour  committee  recommend  the  passage  of  the  bill  with  the  following 
amendment :  Strike  out  the  initial  *^  G  "  in  line  5  and  substitute  there- 
for the  initial  ^^  h.^ 


SlST  CONQRfiSS,  ) 

1st  Session.      ) 


SENATE. 


)  No.  920. 


IS  THE  SENATE  OF  THE  UNITED  STATES. 


Mat  7, 1890.— Ordered  to  be  printed. 


Mr.  Hawlet,  firom  the  Oommittee  on  Military  AJEAirSi  rabvlitfeed  the 

following 

REPORT: 

[To  aocompftoy  H.  R.  4553.1 

The  Committee  on  Military  Afifairs,  to  whom  was  referred  the  bill  (H. 
E.  4553)  to  aathorize  the  Secretary  of  War  to  deliver  to  the  State  of 
Colorado  Ihe  Hags  carried  by  the  Colorado  troops,  have  duly  con- 
sidered the  same  and  unanimoasly  concur  in  the  following  report  sub- 
mitted by  the  Committee  on  Military  Affairs  of  the  House  of  Repre- 
sentatives : 

HOUSE  REPORT. 

The  State  of  Colorado  'was,  dnrine  and  at  the  close  of  the  late  civil  war,  a  Territory, 
and  furDi8he«l  several  regiments  or  troops  for  service  in  the  field. 

At  the  close  of  the  war  it  was  oonsideredi  as  they  had  no  State  government,  the 
flags  carried  by  sach  troops  should  be  plaoed  in  the  War  Department  at  the  national 
capital. 

Now  that  a  State  government  has  been  organized,  and  there  is  a  place  of  deposit 
for  such  flags  within  the  State,  the  people  of  sach  State  desire  the  cnstody  of  snch 
flags  as  a  memorial  of  their  fidelity  to  the  National  Government. 

The  committee  believe  that  the  spirit  manifested  by  this  bill  is  oommendable. 
They  therefore  recommend  the  passage  of  the  bill. 


61ST  Congress,  )  SENATE.  «  Rbpobt 

l8t  Session.     ]  \  No  921. 


IN  THE  SENATE  OP  THE  UNITED  STATES. 


May  1,  1890.— Ordered  to  be  printed. 


Mr.  GooKBELL,  from  the  Gommittee  on  Military  AflEears,  sabmitted  the 

following 

REPORT: 

[To  accompany  memorial  of  Joseph  Heaton.] 

The  Gommittee  on  Military  Affairs,  to  which  was  referred  the  memo- 
rial praying  that  Joseph  Heaton,  of  Mancie,  Ind.,  be  granted  back  pay 
and  bounty,  have  duly  considered  the  same  and  submit  the  following 
report : 

The  petition  is  dated  Muncie,  Ind.,  January  18, 1890,  and  recommends 
the  passage  of  a  specisil  act  for  the  relief  of  Joseph  Heaton,  because  at 
the  age  of  sixteen  years  he  enlists,  March  18, 1864,  as  a  ppvate  in 
Gompany  B,  Fortieth  Regiment  Indiana  Volunteer  Infantry,  and  serve<l 
until  February  6,  1865,  when  he  was  discharged  by  the  War  Depart- 
ment, Special  Order  No.  43,  issued  from  the  Adijutant  General's  Office, 
Washington,  D.  G.,  and  bearing  date  January  27, 1865,  granting  said 
Joseph  Heaton  a  discharge  from  the  Army  by  reason  of  being  under  the 
age  required  by  the  War  Department  for  the  performance  of  military 
duty.  This  petition  is  numeruusly  signed  by  leading  citizens  of  Mnn- 
cie,  Ind.,  and  with  it  is  a  letter  of  Joseph  Heaton  of  same  date  claiming 
compensation.  Your  committee  referred  this  petition  to  the  Secretary 
of  War  for  an  examination  and  report,  and  received  the  following  letter 
from  the  Secretary  of  War,  dated  March  14, 1890 : 

War  Departbiibmt, 
Watihington  City,  March  14,  1890. 

Sir  :  Referring  to  the  petition  for  hack  pay  and  bonnty,  submitted  by  yon  in  the 
case  of  Joseph  Heaton,  late  private  Company  B,  Fortieth  Indiana  Volunteers,  with 
request  that  the  Comraitte  on  Military  Affairs  be  furnished  with  any  information 
relative  thereto  in  possession  of  this  Department,  I  have  the  bonor  to  inform  you  that 
the  official  records  sbow  that  private  Joseph  Heaton,  Company  B,  Fortieth  Indiana 
Volunteers,  was  enrolled  March  18,  1864,  at  Centre,  Ind.,  and  mnstered  in  April  7, 
1864,  at  Indianapolis,  Ind.  On  April  30,  1864,  he  was  present  with  his  company ;  on 
subsequent  rolls  he  is  borne  as  absent  in  hospital,  and  sabseqnently  as  on  duty  at  At- 
lanta, Ga.,  since  September,  1864. 

In  Jannary,  1865,  Hon.  G.  W.  Julian  presented  to  this  office  the  application  of  the 
father  and  mother  of  the  soldier  for  discharge,  based  on  the  ground  of  minority,  the 
evidence  showing  conclusively  that  the  soldier  was  under  age  when  he  enlisted  with- 
out the  consent  of  his  parents,  and  that  the  bounty  received  by  him  had  been  re- 
funded^  in  accordance  with  the  act  of  Congress  approved  February  24,  1864.  There- 
upon his  discharge,  on  the  ground  of  minority,  was  ordered,  and  be  was  discharged 
the  service  by  Special  Order  No.  43,  War  Department,  Ad[jntant-Generars  Office, 
January  27, 1865. 

Your  attention  is  respectfully  invited  to  the  fact  that  a  report  was  furnished  in 
this  case  March  12, 1888,  on  House  Bill  2129,  Fiftieth  Congress,  first  session. 

The  petition  is  herewith  returned. 
Very  respectfully, 

Redfibld  Proctor, 

Secr«tK«ni«l  W«r* 

Hon.  Joseph  R.  Hawucy, 

Chairman  Cammitiee  an  Jfllitary  AffiAn, 
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2  JOSEPH   HEATON. 

DesiriDg  more  specific  inforpiatiou  yonr  committee  again  addressed 
the  Secretary  of  Wan  and  received  in  reply  tbe  following  letter  and 
military  history,  dated  April  7,  1890 : 

War  Dbpartmekt, 
Washington,  Cityy  April  7,1890. 

Sir:  ReferriDff  to  yonr  commnuication  of  the  3d  instant,  received  at  this  Depart- 
ment  the  same  dayi  reonesting  that  the  Committee  on  Military  Affairs  be  inmished 
with  a  foil  and  detailed  statement  of  the  military  record  of  Joseph  Heaton,  late  pri- 
vate of  Company  B,  Fortieth  Indiana  Volnnteers,  all  payments  made  to  him  daring 
his  service,  and  how  much  bonnty  and  pay  was  due  him  at  the  time  of  bis  dischargr ; 
alao  a  copy  of  the  application  for  his  discharge,  of  the  order  of  the  War  Department 
granting  his  discharge,  and  of  the  section  of  the  act  of  Congress  approved  February 
24, 1864,  aothoriziog  his  discharge  on  tbe  ground  of  minority,  I  am  directed  by  the 
Secretary  of  War  to  invite  yonr  attention  to  the  inclosure  herewith,  which  contains 
the  military  history  of  the  soldier,  copy  of  tbe  report  of  the  Second  Auditor  relative 
to  his  pay  and  bounty,  so  much  of  the  act  of  Congress  appioved  February  24,  1H64, 
as  covers  his  case,  paragraph  1371,  United  States  Army  Regulations,  edition  of  1863, 
the  application  for  his  discnarge  and  the  testimony  that  accompanied  the  same,  and 
the  order  of  the  War  Department  granting  his  discharge. 
Very  lespectfolly, 

F.  C.  AiNSWORTH, 

Captain  and  Assistant  Surgeon^  U,  S.  Army. 

Hon.  J.  R.  Hawley, 

Chairman  Committee  on  Military  Affairs, 


i     t 
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MILITART  HISTORY. 

Joseph  Heaton,  private  Company  B,  Fortieth  Indiana  Volnnteers,  was  enrolled 
Mi^roh  18,  1864,  at  Centre,  Ind.,  for  three  years,  and  mustered  into  service  April  7, 
1864,  at  Indianapolis,  Ind. 

Company  master-rolls  report  him  as  follows:  March  and  April,  1864,  *' Present, 
Joined  as  a  recruit."  May  and  June,  1864,  ''Absent,  sent  sick  to  hospital  Jnue  24, 
1864."  July  and  August,  1864,  "Absent,  sick  in  general  hospital  at  Jeffersonville, 
Ind."  September  and  October,  1864,  "Absent,  on  duty  in  Atlanta,  Ga.,  8ince  Sep- 
tember, Ir^,  1864."  November  and  Deceml>er,  1H64,  "Absent,  on  duty  with  General 
Sherman  since  September  20,  1864."  January  and  February,  1865,  "  Discharged 
February  b,  1865,  ny  order  of  War  Departniout,  Special  Order  No.  4,  January  27, 
1865." 

Muster-out  roll  of  company  dated  Texana,  Tex.,  December  21,  1865,  reports  him  a 
private  with  remark,  "Entered  the  service  as  a  recruit  as  set  forth;  discharged 
February  6,  1865,  as  per  Special  Order  No.  45,  Adjutant-GeueraPs  Office,  War  Depart- 
ment, 1865." 

Medical  records  show  him,  "Admitted  to  Second  Brigade,  Second  Division  Hos- 
pital, Fourth  Army  Corps,  Army  of  Cumberland,  June  24,  1864,  complaint,  '  Sick, 
remittent.'  and  sent  to  general  hospital,  June  28,  1864.  Admitted  to  No.  1  general 
hospital,  Nashville,  Teon.,  July  2,  1864,  with  hemorrhage  from  lungs  and  transferred 
to  Louisville,  July  15, 1864.  Admitted  to  Jefferson  general  hospital,  Jeff ersouvi lie, 
Ind.,  July  16, 1864,  with  typhoid  fever  and  returned  to  duty  August  25, 1664." 


Treasury  Departmsnt,  Second  Auditor's  Office, 

Washington,  D.  C,  ApHl  4,  1890. 

Respectfully  returned  to  the  War  Department,  Record  and  Pension  Division. 

The  within-named  man  received  $60  advance  bounty  and  $13  advance  pay  at  en- 
listment, which  he  appears  to  have  refunded,  according  to  papers  filed  in  tne  War 
Department.  No  record  appears  of  any  other  payment  to  him.  Under  tbe  act  of 
February  24,  1864,  and  Paragraph  1371  United  States  Arrav  Regulations,  edition  of 
1863,  he  was  not  entitled  to  any  pay  or  bounty  at  the  time  of  discharge. 

On  April  29,  1869,  and  December  9,  1881,  he  filed  applications  for  bonnty  and  pay 
from  enlistment  to  discharge,  which  claims  were  reject^  under  the  act  above  qooted 
(section  20).  These  rejections  were  couoorred  in  by  the  Second  Comptroller,  De- 
cember 1,  1883. 

J.  H.  Frankun, 

Acting  AwiitOT^ 


S 


JOSEPH   HEATON.  3 

AV  ACT  to  amend  an  act  entitled  "An  act  for  enrolling  and  oalling  out  the  national  forces  and  fov 
other  pnrposesi**  approved  Maroh  third,  eighteen  hundred  and  eixty-thiee. 

•  •  •  •  «  •  » 

8BcrnoN20.  •  •  •  Providedf  That  the  Secretary  of  War  may  order  the  discharge 
of  all  peraoDs  in  the  military  service  who  are  ander  the  age  of  eighteen  years  at  the 
time  of  the  application  for  their  discharge,  when  it  shall  appear  upon  dne -proof  that 
such  persons  are  in  the  service  without  the  consent,  either  expressed  or  implied,  of 
their  parents  or  Ruardians:  And  provided  further ^  That  such  persons,  their  parents 
or  guardians,  shall  first  repay  to  the  Government  and  to  the  State  and  local  authori- 
ties all  bouDties  and  advance  pay  which  may  have  been  paid  to  them,  anything  in 
the  act  to  which  this  is  an  amendment  to  the  contrary  notwithstanding. 

•  •••••• 

Approved  February  24, 1864. 

RBVIfiED  U.  6.  ARMY  REGULATIONS,  1863. 

1371.  Every  enlisted  man  discharged  as  a  minor,  or  for  other  cause  involving  fraud 
on  his  part  in  the  enlistment,  or  discharged  by  the  civil  authority,  shall  forfeit  nil 
pay  and  allowances  due  at  the  time  of  his  discharge,  and  shall  not  receive  auy  final 
statements. 


* 


Indiana^  to  wii,  Delaware  County : 

The  petition  of  William  Heaton  and  Experience  Heaton,  of  said  county,  to  his  ex- 
cellency the  Secretarj^  of  War,  at  Washington,  D.  C,  respectfully  represent  that  they 
are  faithful  to  the  union  of  their  country  and  earnestly  desire  its  restoration  by  the 
unconditional  subjection  of  the  revolted  States. 

They  further  show  that  they  are  now  old  and  well  stricken  in  years  aud  unable  of 
their  own  efforts  to  procure  a  support ;  they  further  show  that  their  eldest  son,  Rob- 
ert Heaton,  is  a  member  of  Company  B  of  the  Fortieth  Keginient  Indiana  Voluntoer 
Infantry,  by  enlistment  of  the  Uth  of  September,  1861 ;  that  be  was  only  seventeen 
years  of  age  when  he  enlisted,  but  he  was  stout  and  healthy,  and  we  gave  him  to  our 
country.  He  has  fought  through  the  war  from  the  date  of  his  Aulistment  to  the  bat- 
tle of  Kenesaw  Mountain,  in  Georgia,  where,  on  the  27tb  June  last,  he  fell  badly 
wounded  and  is  now  in  hospital  at  Nashville :  but  of  this  may  it  please  your  excel- 
lency we  complain  not;  our  country  needed  our  boy  aud  we  laid  him  with  God's  bless- 
ing on  the  alter  of  liberty,  living  or  dying,  for  the  cause  of  freedom.  In  February 
last  our  Robert  was  at  home  on  furlough,  and  left  for  the  front  on  the  4th  of  March, 
and  now  comes  the  matter  to  which  the  prayer  of  this  petition  is  directed.  Our  uec- 
ond  son,  Joseph  Heaton,  then  but  sixteeu  years  aud  lour  months  old,  without  aud 
contrary  to  our  consent  and  wishes,  went  with  his  bi other  and  was,  on  the  7th  day 
of  March,  1864,  sworn  into  the  service  of  the  United  States  at  Indianapolis,  in  the 
same  company  and  regiment  with  his  brother,  under  Colonel  Blakely.  Petitioners 
further  say  that  they  are  informed  aud  believe  that  at  the  time  when  Joseph  was 
sworn  into  the  service  and  the  question  was  asked  him  whether  he  was  eighteen  years 
of  age,  that  Joseph  hesitated,  but  the  colonel  said  to  him,  '<Oh,  tell  them  you  are 
eighteen  anyhow,  and  they'll  let  you  in.''  The  boy  then  answered  in  the  affirmative. 
Your  petitioners  aver  that  their  son  Joseph  is  now  in  hospital  at  Jefferson vi He,  Ind., 
sick  of  typhoid  fever,  and  has  been  in  that  one  and  others  since  the25thof  June,  aud 
is  now  emaciated  to  such  an  extent  as  to  be  almost  a  skeleton.  They  further  say  that 
in  consequence  of  a  severe  cut  in  the  left  knee  received  when  he  was  a  little  turned 
of  fourteen  years  of  age,  he  is  physically  disabled  for  hard  marching. 

They  further  say  that  he  was  always  a  weakly  boy,  and  are  sure  that  if  continued 
in  the  service  he  will  be  a  bill  of  expense  and  of  no  service  to  the  country.  They 
have  Just  returned  from  a  visit  to  their  son,  and  the  facts  as  they  are  stated  as  to  his 
present  condition  are  from  personal  knowledge  of  him.  They  further  say  that  he  is 
anxious  to  return  home,  being  satisfied  from  nia  past  experience  that  he  can  not  en- 
dure the  fatigues  of  the  Army.  They  say  to  their  country,  take  their  son  Robert,  who 
has  become  a  veteran  by  service  and  by  re-enlistment,  but  restore  to  their  old  age 
their  second  boy,  that  he  may  comfort  their  declining  age  sud  render  them  such  serv- 
ice as  he  may  be  able  to  do,  but  they  are  satisfied  that  his  continuance  in  the  Army 
will  only  result  in  his  death  without  corresponding  benefit  to  his  country.  They 
therefore  pray  your  excellency  that  he  may  be  discharged  and  restored  to  them,  that 
they  may  by  kind,  assiduons  attention  restore  him  to  such  health  as  that  under  Grod 
he  may  be  in  some  degree  the  staff  upon  which  in  their  old  age  the^  ovvi  \fiAs^«  \^ 


4  JOSEPH    HEATON. 

thiB  and  yoar  petitioners  will  ever  be  ^atefal,  and  will  not  fail  day  nor  ni|^ht  to  im- 
plore the  bleesmg  of  Heaven  upon  tbeir  country,  ite  flaj;  and  its  oanse,  and  nponyoai 
excellency. 

Respectfully  signed, 

WlLUAM  HXATON. 
EXPJSRIENCX  HkaTOK. 

August  10, 1864. 

Subscribed  and  sworn  to  before  me,  George  W.  Spilker,  clerk  of  the  cironit  court  of 
said  county,  Angnst  10,  lb64,  and  the  seal  of  said  court. 

Geo.  W.  Spilkbr, 
Clerk  Delaware  OromU  C<mt%  Indiana. 


\       i 
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Indiana^  to  wiif  Delaware  County: 

On  this  day,  to  wit,  the  30th  day  of  September^  1864,  personally  oame  before  me, 
George  W.  Spilker,  the  clerk  of  the  circuit  court  of  said  county.  William  Heaton, 
Experience  Heaton,  his  wife,  Thomas  Maddon,  and  Martha  Maddou,  his  wife,  who 
were  all  duly  sworn,  and  upou  their  oath  say  that  Joseph  P.  Heaton,  the  son  of  Will- 
iam aud  Experience  Heaton,  who  is  now  in  the  service  of  the  United  States,  was  bom 
in  Delaware  County,  Ind,,  ou  the  farm  where  his  parents  now  live,  on  the  2d  day  of 
November,  1847.  The  two  Maddon  deponents  say  they  know  the  fact  because  they  live 
and  were  living  at  the  time  ou  adjoiuiug  lauds  aud  Martha  Maddon  was  present  at 
the  birth  and  kuows  the  fact  ftoni  the  age  of  one  of  her  own  children.  Th^  further 
say  that  said  Joseph  went  iuto  the  service  against  the  will  and  consent  of  his  par- 
ents. Third.  They  further  say  that  naid  Joseph  P.  Heaton  enlisted  at  Indianapolis, 
Ind.,  in  Company  B  of  the  Fortieth  Regiment  of  Indiana  Volunteer  Infantry,  on  or 
about  the  7th  of  March,  1864.  Deponents  do  not  know  aud  can  not  say  the  name  of 
the  officer  or  person  who  enlibted  him.  Sixth.  They  say  they  only  know  the  amount 
of  the  bounty  mouthy,  and  advanced  pay  which  the  soldier  received  only  as  the  soldier 
told  them,  which  they  say^  was|73;  and  they,  t:ie  parents,  further  say  that  the  cii^ 
cumstances  of  his  enlistment  were  as  stated  in  the  original  petition,  to  which  this  is 
a  supplement.  They  further  say  that  when  their  son  Joseph  was  threatening  to  en- 
list they  used  every  means  in  tbeir  power,  short  of  absolute  force,  to  indnce  bim  to 
stay,  and  finally  he  agreed  that  if  we  would  get  him  a  horse,  saddle,  and  bridle,  l.e 
would  not  go  until  ho  was  eighteen  yeas  old  ;  that  they  procured  him  those  articles, 
and  still  he  went.  Tbey  further  say  that  the  night  before  he  left  he  was  at  a  neigh- 
bor's house;  they  followed  him  there,  and  hy  dint  of  a  mother's  tears  aud  importunity 
he  returned  home  with  them;  and  yet  ou  the  next  afternoon,  which  was  abont  the 
4th  of  March,  breaking  through  all  restraint  aud  resistiug  all  entreaties,  he  left  a 
sorrowing  household  and  rushed  to  the  banner  of  his  country. 
All  the  Maddens  have  no  interest  in  this  application. 

William  (his  x  mark)  Hkaton. 

KxPKiuiiiNCK  (her  x  mark)  Hkaton. 

Maktha  (her  x  mark)  Maddon. 

Thomas  Maddon. 

Subscribed  and  sworn  to  before  me  Sopteniber  30,  1864.  And  I  further  certify  that 
the  above  deponents  are  all  well  known  to  me  and  are  in  the  highest  degree  respect- 
able persons  and  reputable  witneat^e^,  and  further  I  have  no  interest  in  this  applica- 
tion: and  further  1  certify  tbat  said  William  Heaton  this  day  exhibited  to  tiie  his 
family  Bible  and  on  a  page  of  that  book  which  is  now  before,  me  between  the  Old  aud 
New  Testaments  I  find  thereon  written  these  words  and  figures,  other  entries  of  other 
names  immediately  precediog  and  immediately  succeeding  this  and  having  the  ap- 
pearance of  beingwritten  at  the  time  of  the  date  thereof,  to  wit: 

'*  Joseph  Paris  Heaton  was  bom  November  2,  1847,  "  and  that  at  his  request  I  have 
made  this  copy  of  said  record,  and  1  do  certify  that  it  is  a  full  and  perfect  copy  of  that 
part  of  said  record  pertaining  to  the  birth  ojf  the  person  whose  birth  it  purports  to 
register  and  that  it  is  written  in  said  family  Bible  aud  has  every  appearance  of  au- 
thenticity ;  and  I  fnrther  certify  that  fVoni  my  knowledge  of  these  persons  I  am  will- 
ing to  vouch  the  reliability  of  the  represen tuitions  made  by  the  applicants  and  peti- 
tionef^,  and  from  my  knowledge  of  and  couHdence  in  these  parents  and  all  the  facts 
before  me  I  have  every  reason  to  believe  and  do  l>elieve  that  the  said  Joseph  P.  Hea- 
ton is  at  this  time  under  eighteen  years  of  age ;  and  I  further  certify  that  Robert 
Bichy  is  the  postmaster  of  this  place,  Miincie,  Ind.,  and  Samnel  W.  Harlan,  eaq.,  is 
the  collector  of  the  internal  revenue  for  the  fifth  district  of  the  State  of  Indiana. 

Given  under  my  hand  and  the  seal  of  said  court,  at  Munoie,  in  said  connty,  8ep- 
tembar  30,  lti64. 

C\«r\&  I>^vM^T%  C.Vra«SX  ^>nV  Vrnvi^a. 
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IndianOf  to  wit,  Delavfor^  Cotiiily  : 

We,  Robert  Richy,  poBtmaster  of  Munoie,  in  asld  comitj.  Samuel  W.  HarlAn,  col- 
lector of  internal  reTenne  for  Fifth  Congrecsional  district  of  Mid  State,  and  Thomas 
J.  Sample,  United  States  commissioner  for  the  circuit  and  district  of  Indiana,  do 
certify  that  we  are  and  ha^e  been  personally  acquainted  for  years  with  William  Hea- 
ton  and  Experience  Heaton,  his  wife,  the  within  named  petitioners';  we  know  them  to 
be  persons  of  established  respectability  and  of  good  reputation  and  veracity,  and  from 
onr  acquaintance  with  them  we  vouch  for  the  reliability  of  the  representations  made 
by  the  anplicants  and  petitioners,  and  that  from  these  w»  have  no  doubt  that  the 
soldieri  Joseph  P.  Heaton,  is  at  this  time  under  eighteen  years  of  age. 

BOBKHT  RiCHET, 

Postrntuier, 
Samubl  W.  Harlan,  « 

Collectar  Internal  Rwenne,  I'tfth  Diatriet  of  Indiana, 

Thomas  J.  Sample, 
Vnited  States  CommUsioner  for  CHrcuit  and  Diatrict  of  Indiana. 


Collector's  Office,  Ukitbd  States  Internal  Revenue, 

FiiTTH  District,  Indiana, 

September  30,  1864. 

William  Heaton  and  Experience  Heaton,  parents  of  Joseph  P.  Heaton,  of  Com- 
pany B,  Fortieth  Regiment  of  Indiana  Volunteer  Infantry,  have  this  day  deposited  in 
my  office  |73,  subject  to  the  order  of  the  United  States. 

Samuel  W.  Harij^n, 
ColUetor  Fifth  District  Indiana 


Special  Orders,  ?  War  Department,  Adjutant-General's  Office, 

No.  43.  )  Washinglofij  January  ^,  1866. 

[Extract  1 

66.  Private  Joseph  Heaton,  Company  B,  Fortieth  Indiana  Volunteers,  now  supposed 
to  he  with  that  regiment,  will  lie  discharged  the  service  of  the  Uuitod  States  npon 
the  receipt  of  this  order  at  the  place  where  he  may  be  serving.  This  soldier  is  enti- 
tied  to  pay,  etc.,  only  under  paragraph  1371,  Revised  United  States  Army  Regula- 
tions of  1863. 

By  order  of  the  Secretary  of  War: 

E.  D.  TOWNSEND, 

Assistant  Adjutant-General. 

It  will  be  seen  that  the  petitioner  was  enrolled  March  18, 18G4,  mas- 
tered into  the  service  April  6,  1864,  and  discharged  February  8, 1865- 

It  will  be  observed  that  paragraph  1371  of  tlie  Regalations  of  the 
Army  of  the  United  States  provides  that — 

Every  unlisted  man  discharged  as  a  minor  or  for  other  csuHe,  involving  fraud  on 
his  part  in  the  enlistment  or  discharge  hy  the  civil  authority,  shall  forfeit  all  pay 
and  allowances  due  at  the  time  of  his  discharge,  and  shall  not  receive  any  final  state- 
ment. 

This  had  the  force  and  effect  of  law,  and  was  in  existence  at  and 
prior  to  the  time  of  enlistment  of  the  petitioner.  In  section  21  of  the 
law  of  Febmary  24,  1864,  an  express  proviso  was  inserted  that  the 
Secretary  of  War  might  order  the  discharge  of  all  persons  nnder  the 
age  of  eighteen  years  at  the  time  of  the  application  for  discharge  npon 
satisfactory  proof  that  **  such  persons  were  in  the  service  without  the 
consent,  express  or  implied,  of  their  guardians,  provided  expressly  that 
such  persons,  their  parents  or  guardians,  «W\  ^t^\i  x^v^^  \.^>i:^^^^^- 
eniiD^Dt  and  fifAto  and  looal  authoritlM  t\ie  YK^wntV^  ^\A  «&N^\tf^  V^ 
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which  may  have  been  paid,  anything  in  the  act  to  which  this  is  an 
amendment  to  the  contrary  notwithstanding." 

It  will  thus  be  seen  that  the  Army  regulation  quoted,  which  had 
the  force  of  law,  declared  expressly  that  every  miio  discharged  as  it 
minor  should  forfeit  the  pay  and  allowances  dae  at  the  time  of  his 
discharge:  and  under  this  regulation  alone  if  this  claimant  had  been 
discharged  he  would  have  forfeited  all  the  pay  and  allowances  then  doe 
him,  but  would  have  retained  the  bounty  and  pay  already  received  by 
him;  but  the  law  of  February  24,  1864,  comes  in  and  provides  that  the 
Secretary  of  War  may  discharge  minors  under  the  age  of  eighteen 
^ears  at  the  time  of  the  application  for  discharge  upon  the  express 
proviso  that  ^^such  persons,  their  parents  or  guardians,  shall  first  repay 
to  the  Government  and  State  and  local  authorities  the  boanties  and 
advance  pay  which  may  have  been  paid  to  them."  This  i^etitioner  was 
discharged  under  this  regulation  and  under  this  law.  The  regulation 
forfeited  all  pay  due  him  and  the  law  compelled  the  refunding  of  all  the 
bounty  and  pay  which  had  been  advanced  to  him. 

These  were  the  regulations  and  law  in  force  at  the  time,  and  the  pe- 
titioner and  petitioner's  parents  availed  themselves  of  the  rights  and 
authority  given  under  these  laws  and  necessarily  incurred  the  |>enalties. 
They  refunded  the  bounties  and  advance  pay  and  must  bepreHumed  to 
know  what  was  the  consequence  of  obtaining  the  order  for  the  discharge 
of  this  minor  under  the  regulations  and  laws  in  existence,  and  while 
it  may  seem  hard  and  inequitable,  yet  your  committee  do  not  feel  that 
they  would  be  justified  twenty-six  or  twenty-seven  ye«irs  after  these 
transactions  to  go  back  and  reverse  the  laws  and  regulations  in  force 
at  that  time  and  order  this  petitioner  to  be  paid  the  amount  which 
would  have  been  due  him  if  he  had  not  been  discharged  under  such  law 
and  regulations. 

Your  committee  therefore  report  the  petition  back  to  the  Senate  and 
recommend  that  the  prayer  of  the  petitioner  be  not  granted  ;  that  the 
claim  of  the  petitioner  be  disallowed  and  your  committee  discharged 
from  its  further  consideration. 


a: 
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618T  Congress,  )  SENATE.  i  Bepobt 

1st  Session,      J  \  No.  922. 


IN  THE  SENATE  OP  THE  UNTTBD  STATES. 


BCay  7, 1890.— Ordered  to  be  printed. 


Mr.  SAWTEBy  from  the  Oommittee  on  Pensions,  snbmitted  the  following 

REPORT: 

[To  aocompany  a  petition  in  behalf  of  Mrs.  Ann  Bramberger.] 

The  Committee  on  Pensions,  to  whom  was  referred  the  petition  pray- 
ing the  granting  of  a  pension  to  Mrs.  Ann  Bramberger,  mother  of  Jona- 
than Bramberger,  late  a  private  in  Company  F,  Tenth  Missouri  Volun- 
teer Cavalry,  have  examined  the  same  and  report : 

That  this  claim  for  pension  was  rejected  by  the  Pension  Bureau  on 
November  18, 1883,  upon  the  ground  that  there  was  no  evidence  of  the 
incurrence  of  the  disease. from  which  the  soldier  died  during  or  in  the 
time  of  his  military  service  or  that  it  was  occasioned  thereby.  Upon 
a  somewhat  careful  examination  of  the  testimony  we  are  of  the  opinion 
that  there  is  nothing  in  the  evidence  that  would  authorize  us  in  inter- 
fering with  the  action  of  the  bureau. 

We  therefore  ask  to  be  discharged  from  further  consideration  of  the 
petition. 
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51BT  Congress,  )  SENATE.  j  Bbpobt 

Ist  Session,     i  >  No.  923. 


IN  THE  SENATE  OP  THE  X7NITED  STATES. 


2iAT  8, 1890.— Ordered  to  be  printed. 


Mr.  Hampton,  from  the  Oommittee  on  Military  Affitirs,  sabmitted  the 

following 

REPORT: 

[To  accompany  S.  1689.] 

The  Committee  on  Military  Afhirs.  to  whom  was  referred  the  bill 
(S.  16S9)  for  the  relief  of  George  M.  Wheeler,  beg  leave  to  report  the 
same  back  to  the  Senate  amended,  with  recommendation  that  it  shonld 
be  passed  as  reported. 

The  case  of  Captain  Wheeler  is  one  of  exceptional  merit,  and  the 
committee  have  been  brought  to  a  favorable  consideration  of  it  by  the 
following  facts :  Captain  wheeler,  who  was  the  senior  captain  in  the 
Engineer  Corps,  was  retired  a  few  days  before  he  would  have  been 
entitled  to  promotion.  His  record  is  a  brilliant  one,  and  though  he 
had  been  retired  he  devoted  himself  to  the  completion  of  the  important 
work  in  which  he  had  been  engaged  previous  to  his  retirement.  A 
letter  from  Captain  Wheeler  to  Oeneral  Casey  showing  this  fact  is  sub- 
mitted as  part  of  this  report,  as  is  also  an  extract  from  the  official 
record  of  this  officer  given  by  the  Department  of  War. 

The  committee  also  submit  lett^ers  from  the  honorable  Secretary  of 
War,  the  Major-Oeneral  Commanding,  and  the  Chief  of  Engineers 
warmly  commending  the  services  of  Captain  Wheeler,  and  advocating 
the  relief  proposed  in  the  bill  reported. 

The  bill  is  amended  by  striking  out  the  words  '^  thirtieth  of  June," 
in  line  7,  and  inserting  in  lieu  thereof  *^  twenty-third  of  July." 


J^ASHiNOTON,  D.  C,  May  I,  1890. 

Sir  :  I  have  the  honor  respectfally  to  state  that  the  duty  to  which  I  was  specially 
assigned  by  authority  of  the  honorable  the  Secretary  of  War,  commencing  March  1,  - 
1885,  it  was'only  possible  to  terminate  on  December  20,  18^,  when  the  work  on  Vol- 
nme  I,  Geograpnical  Surveys,  was  substantially  completed.  Nevertheless,  pursuant 
to  the  policy  of  the  War  Department,  I  was  retired  nx>m  active  service  on  June  15, 
1H88,  bv'the  approval  of  the  physical- incapacity  finding  of  a  retiring  board  of  June, 
1883,  although  on  that  day  it  was  expected  that  a  vacancy  in  the  rank  of  major  of 
the  Corps  of  Engineers  would  exist  on  June  30, 1^8,  to  which  I  asked  to  be  pro- 
moted, and  to  which  promotion  I  would  have  had  a  legal  claim,  as  soon  as  the  afore- 
said  vacancy  shonld  nave  existed,  had  not  the  retirement  been  made  prior  thereto, 
which  vacancy,  it  appears^  actnallv  occnrrsd  July  S23,  1888. 

Therefore,  in  closing  my  record  oefore  the  Department,  it  may  be  remarked  that 
since  the  action  of  the  retiring  board  in  1883. 1  have  voluntarily  performed,  at  the 
instance  of  the  Engineer  Department,  regardless  of  my  condition  of  health,  duty 
which  has  resulted  in  completing,  as  far  as  possible,  the  general  asyl  '^'^5^1^»3ssKii<Gk»S. 
records  of  the  late  office  of  Geographical  Sut\e^a  axi^'wi  \>aft^\!^iV\^"^vsvi.  ^1  ^^^xot^qw^ 
of  topographic  and  land  claedfioatlon  map«  andtYx^  io\\o^*m^\it\\iXR^^^^'BiR»%  ^«^'  > 
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2  GEORGE   M.   WHEELER. 

Geographical  Report,  4^,  780  pages,  38  plates  and  3  maps;  Report  on  Venice Gdn- 
gress,  570  pages,  11  plates  and  maps;  and  Report  on  Ge<^apnic  Positions,  etc, 
roval  8^,  261  pages. 

I  have  the  honor  to  request  that,  so  far  as  practicable,  the  above  facia  shall  ap- 
pear of  record  Sn  connection  with  the  relief  contemplated  in  8.  1689  [H.  R.  4300], 
Fifty-first  Congress,  first  session,  together  with  the  further  fact  that  tiie  field  duty 
upon  which  I  was  engaged,  and  to  which  the  physical  disability  was  incident,  was 
performed  under  conditions  of  much  hardship,  aeprlYation,  and  exposnre,  in  a  region 
of  mountain  and  desert,  substantially  uninhabited. 
Most  respectfully  yours, 

Geo.  M.  Wueeueb, 

Ckiptain,  ete. 
Brig.  Gen.  Thos.  Lincoln  Caset, 

Chief  of  Engineers,  U.  8.  Army, 


[Extract  from  oflSoial  record.] 

Since  his  retirement.  Captain  Wheeler  has  voluntarily  performed,  at  the  instance 
of  tbe  Engineer  Department,  regardless  of  his  condition  of  nealth,  duty  which  has  re- 
sulted in  corapletiog,  as  far  as  possible,  the  general  and  profession^  records  of  tbe 
late  office  of  Geographical  Surveys  and  in  the  publication  of  a  number  of  topographic 
aud  land  classification  maps,  and  the  following  printed  yolumes :  Volume  X,  Geo- 
graphical Report,  4°,  780  pages,  38  plates,  and  3  maps;  Report  on  Venice  Congress, 
570  pages,  11  X)late8  and  maps;  and  Report  on  Geographic  Positions,  etc.,  royal  8^, 
261  pages. 


War  Department, 

WaBhington,  May  3,  1890. 

Sir:  In  connection  with  my  letter  to  you  of  February  20,  last,  on  Senate  bill  1689, 
for  the  relief  of  Capt.  George  M.  Wheeler,  Corps  of  Engineers,  I  now  have  the  honor 
to  advise  you  that  at  the  request  of  that  officer  I  referred  the  inclosed  copies  of  S. 
168U  and  H.  R.  4300  to  the  Chief  of  Engineers  aud  the  Major-Gcneral  Commanding 
the  Army  for  remarks,  and  I  invite  attention  to  the  inclosed  reports  of  those  officers, 
dated  the  Ist  instant,  thereon. 

In  view  of  the  strong  recommendations  of  Generals  Casey  and  Schofield,  I  recom- 
mend relief  as  proposed  in  the  bill. 
Very  respectfully, 

Redfield  Proctor, 

Secretary  of  War, 
Hon.  J.  R.  Hawley, 

ChairfMiny  Committee  on  Military  AffairSy  United  States  Senate, 


Headquarters  Army  of  the  United  States, 

Washington,  D.  C,  May  1,  1890. 

Sir:  In  reference  to  Senate  bill  1689,  fifty-first  Congress^  first  session,  for  the  relief 
of  George  M.  Wheeler,  I  have  the  honor  to  remark  that  Captain  Wheeler,  as  an  officer 
of  engineers,  performed  very  arduous  service  for  many  years,  involving  such  exposure 
and  hardship  as  resulted  in  his  permanent  disability.  On  this  account  he  was  re- 
tired from  active  service  on  tbe  eve  of  his  promotion  to  the  grade  of  major,  and  was 
thus  deprived  of  the  promotion  which  his  services  had  so  well  merited.  I  am  also 
informed  that  Captain  Wbeeler  performed  much  valuable  service  after  his  retire- 
ment, in  the  completion  or  transfer  to  others  of  the  work  upon  which  he  had  been 
en)ployed.    His  case  seems  therefore  especially  deserving  of  relief. 

I  beg  leave  to  snggest  that,  while  physical  disability  is  a  necessary  disqualification 
for  appointment  to  office  or  for  continuance  in  active  military  service,  either  in  the 
same  or  in  a  higher  grade,  regular  promotion  is  the  one  and  only  reward  ofifered  to 
an  officer  of  the  Army  for  faithful  service;  and  hence  that  an  officer  should  not,  in 
justice,  be  deprived  of  that  promotion  solely  because  he  is  found  incapacitated  at  the 
time  when  that  promotion  is  due  him  under  the  law.  It  would  seem  more  consonant 
with  strict  justice  to  give  the  officer  the  reward  which  Ms  services  have  earned,  and 
then  place  him  on  the  retired  list. 
Very  respectfully, 

J.  M.  Schofield, 
IflLo-iw-Ctwcral  Commanding, 

The  Secretary  of  V^  ar. 


OEOHGE   M.    WHEELER.  3 

Office  of  the  Chief  of  Engineers,  U.  S.  Abmy, 

Washington,  D,   Ci,  May  1,  1890. 

Sir  :  I  have  the  honor  to  return  bill  H.  R.  4300,  referred  to  me  for  remark,  and  to 
accompaDy  this  coiDmunicatlon  with  a  statement  of  the  services  of  Captain  Wheeler. 
I  also  inclose  a  copy  of  a  communication  from  General  J.  C.  Daane,  Chief  of  Engi- 
neers, dated  May  !dii,  18^,  which  relates  circumstances  preceding  and  attendant  upon 
his  retirement  from  active  service  so  far  as  known  to  this  department. 

Captain  Wheeler's  services  in  the  Corps  of  f^ngineers,  while  he  waa  able  to  take 
the  tield,  were  remarkably  brilliant,  and  in  the  line  of  duty  with  which  he  was 
;har^ed  have  not  bt^en  exceeded  by  any  officer  of  his  rank:  Uis  surveys  west  of  the 
one  hundredth  meridian,  the  last  volume  of  which  has  just  been  published  nnder  his 
supervision,  has  become  a  standard  and  model,  and  is  constantly  referred  to  and  ac- 
cepted by  the  various  intert^sts  involved.  In  my  judgment  this  service  alone  would 
entitle  him  to  marked  consideration,  and  to  the  measure  of  relief  contained  in  the 
bill  H.  R.  4300. 

Very  respectfully,  your  obedient  servant, 

Thos.  Lincoln  Casey, 
Brig,  Gen.,  Chief  of  Engineern. 

Hon.  Redpibld  Proctor, 
Secretary  of  War. 


War  Department,  Adjutant-General's  Office, 

WMhingiony  February  19,  1890. 

Sir:  I  have  the  honor  to  return  herewith  a  bill  (S.  1689,)  for  the  relief  of  George 
M.  Wheeler,  now  captain,  U.  S.  Army,  retired,  which  was  referred  to  the  War  De- 
partment on  the  15th  instant  by  the  Senate  Committee  on  Military  Affairs,  together 
with  a  statement  of  the  military  services  of  that  officer. 

The  bill  proposes  to  authorize  the  promotion  of  Captain  Wheeler  to  the  grade  of 
major  on  the  retired  list  with  rank  and  pay  from  June  30,  1888,  the  date  when  it  is 
claimed  he  would  have  been  eligible  for  promotion  had  he  not  been  retired,  etc. 

On  May  *29,  18^3,  Captain  Wheeler  requested  that  he  be  examined  by  an  Army 
retiring  board  with  a  view  to  determining  bis  fitness  or  unfitness  for  active  service, 
and  an  order  was  issued  accordingly  on  June  14,  1883,  directing  him  to  appear 
before  the  board  at  Governor's  Island,  New  York,  of  which  Maj.  Gton.  W.  S.  Hancock 
was  president.  He  reported  as  directed,  and  was  examined  June  18,  1883,  and  the 
board  reported  as  its  finding  that  he  was  *  incapacitated  for  active  service  in  conse- 
quence of  repeated  abscesses  of  the  liver  resulting  in  loss  of  substance  of  that  organ, 
adhesions  of  the  digestive  functions,  and  frequent  attacks  of  dysentery,  all  con- 
tracted in  the  line  of  duty.'' 

Notwithstanding  the  finding  of  the  board  Captain  Wheeler  was  on  duty  after  his 
examination,  viz,  from  October  1,  1883,, to  March  6,  1884;  March  1,  1885,  to  Novem- 
ber 19,  1887;  and  May  18,  1888,  to  date  of  retirement,  June  15,  1888;  but  a  number 
of  other  officers  similarly  situated  bave  performed  light  duty  between  the  date  of 
examination  and  the  date  of  retirement,  and  in  that  respect  the  case  is  not  exceptional. 

Captain  Wheeler  became  the  senior  captain  in  the  Corps  of  Engineers  April  7, 
1888,  and,  in  pursuance  of  tbe  policy  of  the  president  at  tbat  time,  he  was  retired 
from  active  service  before  the  occurrence  of  a  vacancy  in  the  grade  of  major  to 
which  he  could  lay  claim  to  promotion.  The  next  vacancy  in  the  higher  grade  did 
not  occur  nntil  July  22,  1888  (the  date  of  death  of  Lieut.  Col.  Walter  McFarland;, 
and  if  he  had  remained  in  service  and  been  considered  eligible  for  promotion  he 
conldnot  have  been  promoted  June  30,  1888,  tbe  date  fixed  in  the  bill. 

A  vacancy  occurred  June  30, 1888,  in  the  office  of  Chief  of  Engineers,  but  tbe  colonel 
in  the  Corps  of  Engineers  who  was  appointed  to  that  vacacy  did  not  accept  the  ap- 
pointment nor  enter  into  possession  of  the  office  nntil  July  23, 1888,  and  the  resulting 
vacancies  to  be  filled  by  promotion  did  not  exist  prior  to  that  date. 
Veiy  respectfully,  your  obedient  servant, 

J.  C.  Kelton, 
Adjutant^Greneral, 

The  Secretary  of  War. 


4  GEORGE  M    WHEELER. 

War  Departmsnt,  Adjutant-Oenshal's  Office, 

Washingionf  Februarjf. 19^  1890. 

Statemmt  of  the  military  service  of  George  M,  WheeJeTf  of  the  Uniiei  States  Army, 

pit ed  from  the  records  of  this  office. 

He  waa^ graduated  at  the  United  States  Military  Academy  and  appointed  second 
lieutenant  of  engineers  June  18,  1H66,  promoted  first  lieutenant  March  7,  1867,  and 
captain  March  4,  1879. 

He  served  as  assistant  engineer  at  San  Francisco,  Cal.,  from  Octoher  90,  1866,  to 
September  4,  1868;  as  engineer  officer  on  the  staff  of  the  commanding  general  Depart- 
ment of  California  (on  field  service,  June  12  to  November  29,  1869)  to  Febmair  9, 
1871;  and  in  charge  of  surveys  and  explorations  in  Arizona  and  Nevada  (we«t  of  the 
one  hundredth  meridiau)  to  June  17,  1880;  on  ordinary  leave  to  September  30,  1660, 
and  on  sick  leave  to  April  1,  1H81;  on  detached  duty  as  commlBsioner  to  the  Interna- 
tional Geographical  Congress  at  Venice,  Italy,  and  engaged  in  the  preparation  of  his 
report  thereof  to  December  31,  1882;  in  charge  of  the  geographical  surveys  west  of 
the  one  hundredth  meridian  and  in  addition  thereto  engaced  in  finishing  his  report  of 
service  as  commissioner  to  the  International  Geographical  Congress  to  June  18,  1^^, 
when  examined  by  a  retiring  board,  and  found  incapacitated  for  active  eervioe ;  on 
leave  to  October  1,  1883,  in  charge  of  geographical  surveys  west  of  the  one  hundredth 
meridian  to  March  6,  1884;  on  sick  leave  to  March  1, 1885;  on  temporary  dnty  super- 
intending publications  pertaining  to  geographical  surveys  to  November  19,  1887;  on 
sick  leave  to  May  18,  1888 ;  on  duty  in  connection  with  geographical  surveys  to  Jnne 
15,  1888,  when  retired  for  disability  in  line  of  his  duty. 

J.  C.  Khltox, 
A^utanUC^meral, 

O 
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1st  Session.     J  (  No.  924. 


IN  THE  SENATE  OP  THE  UNITED  STATED 


'^Mat  8,  ISgO.'-Ordend  to  be  printed. 


Mr.  WalthalL|  from  the  Committee  on  Military  Affairs,  submitted 

the  following 

REPORT: 

[To  accompany  S.  2096.] 

The  Committee  on  Military  Affairs,  to  whom  was  referred  the  bill 
(S.  2095)  to  place  Henry  Zell  on  the  retired  list  of  the  Army,  having 
considered  the  same,  report  as' follows: 

On  the  1 4th  day  of  February,  1885,  Congress  passed  an  act  entitled 
'^An  act  to  authorize  a  retired  list  for  privates  and  noncommissioned 
officers  of  the  United  States  Army  who  have  served  for  a  period  of 
thirty  years  or  upward,'^  which  provides : 

That  when  an  enlisted  man  has  served  as  snch  thirty  years  in  the  United  States 
Army  or  Marine  Corps,  either  as  a  private  or  as  a  non-commissioned  officer,  or  hoth, 
he  shall,  by  makinf(  application  to  the  Prnsident,  be  placed  on  the  retired  list  hereby 
created,  with  the  rank  held  by  him  at  the  date  of  retirement :  and  he  shall  thereafter 
receive  seventy-five  per  centum  of  the  pay  and  aUowances  of  the  rank  upon  which 
he  was  retired. 

Henry  Zell  was  enlisted  on  the  12th  day  of  February,  1847,  and  as- 
signed to  Company  D,  Third  United  States  Infantry,  and  served  in  the 
Army  of  the  United  States  for  more  than  thirty  years  prior  to  his  last 
discharge,  which  occurred  on  April  1, 1879,  ander  succesHi ve  enlistments, 
as  set  forth  in  the  Adjutant-General's  report,  dated  April  26, 1890,  which 
is  hereto  appended.  When  last  discharged  he  belonged  to  Company 
C,  Twentieth  Infantry. 

Soon  after  the  passage  of  the  act  of  1885,  Zell  made  application  for 
retirement  under  that  act,  but  the  Adjutant-General  informed  him,  in 
a  letter  dated  April  3,  1885,  which  is  set  out  below,  that  the  act  did 
not  provide  for  the  retirement  of  one  not  in  the  service  as  an  enlisted 
man  at  the  time  of  his  application. 

Your  committee  are  of  opinion  that  this  man  should  have  the  bene- 
fits of  the  provisions  of  the  above  recited  act,  and  recommend  the 
passage  of  the  bill,  with  the  following  amendments: 
.  In  line  4,  after  "Company,'^  strike  out  *'C  and  insert  "D'^. 

Strike  out  all  after  ^< seventy-nine"  in  line  18. 


War  Department,  Adjutant-General's  Office, 

WoBhington,  D.  C,  ApHl  26,  1890. 

Reepeotfnlly  retnnied  to  the  chairman  Committee  od  Military  Affairsi  United 
States  Senate,  WashiDj^ton,  D.  C. 

Henry  Zell  was  enlisted  on  the  12th  day  of  Febni«r|,\Wl*  ^\.  ^A3ttKs\^RXa^^^"^v^-% 
and  wa»  assigned  to  Company  D,  Third  Keg|\meTit>  oi  AX  .  %  At^xwiVt^  .   '^^^  \B»».\Kt.x^^ 


2  HENRY  ZELL. 

of  said  company  for  January  and  Febraary,  1852,  reports  him  discharged  February 
12,  1852,  by  expiration  of  service,  a  mnsician.  He  was  again  enlisted  September  25, 
1852,  in  Company  D,  Third  Infantry ;  discharged  July  25, 1857,  by  re-enlistment,  a 
musician.  Re-enlisted  in  same  company  Jnly  &,  1857 ;  was  subsequently  transferred 
to  the  field  staff  and  band  of  the  regiment;  discharged  May  27,  1862,  byre-enlist- 
uient,  a  drnm-major.  Re-enlisted  May  27,  18G2,  in  same ;  discharged  December  29, 
1862,  for  disability,  a  drum-major. 

He  was  again  enlisted  September  3,  1863,  in  Company  A,  First  Regiment,  Veteran 
Reserve  Corps ;  was  promoted  to  principal  mnsician,  and  transferred  to  the  band  of 
said  regiment,  and  was  snbseqaently  transferred  to  the  Seventh  Independent  Company, 
Veteran  Reserve  Corps,  and  was  mustered  out  August  29, 1866,  at  New  York  City,  with 
the  company,  a  musician.  He  was  again  enlisted  October  1,  1866,  and  was  assigned 
to  the  post  band  at  New  Orleans,  La. ;  discharged  March  27,  18^,  per  S.  O.  No.  58, 
Department  of  Louisiana,  New  Orleans,  March  24, 1869,  a  third  class  mnsician.  Re- 
enlisted  April  1,  1869,  and  was  assigned  to  Company  C,  Twentieth  Infantry ;  dis- 
charged April  I,  1874,  by  expiration  of  service,  a  musician.  Re-enlisted  in  same  com- 
pany April  1,  1874 ;  discharged  April  1,  1879,  oy  expiration  of  service,  a  mnsici«n. 

Arthur  MacArtuub,  Jr., 
AsaUtani  AdjwianUGetierah 


War  Dkpartmsnt,  Ai>jutant-Generai.'8  Offics, 

Washington,  ApHl  3, 1885. 

Sir  :  I  have  the  honor  to  return  herewith  your  application  for  retirement  nnder  the 
act  of  Congress  approved  February  14, 1885,  creating  a  retired  list  foi  enlisted  men, 
and  to  inform  you  that  the  act  cited  does  not  provide  for  the  retirement  of  any  one 
who  is  not  in  the  service  of  the  United  States  as  an  enlisted  man  at  the  time  of  his 
application. 

Very  respectfully,  your  obedient  servant, 

C.  M.  RxETss, 
Atmtant  AdjuianUGtneral. 
Mr.  Henry  Zell, 

No,  18,  K  iireei,  norUieastf  WashingUm,  D.  C. 
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IN  THE  SENATE  OF  THE  UNITED  STATES. 


Mat  8, 1890.^OrdeTed  to  be  printed. 


Mr.  Fbte,  from  the  Committee  on  Commerce,  sabmitted  the  following 

REPORT: 

[To  accompany  8.  3571.] 

The  Committee  on  Commerce,  to  which  was  referred  Senate  bill  3571, 
'^To  provide  an  American  register  for  the  bark  Ottatoa/^  having  con- 
sidered the  evidence  61ed  with  the  same,  ^d  the  facts  to  be  as  follows : 

The  bark  Ottawa  was  abandoned  off  the  coast  of  Nova  Scotia  and 
fonnd  by  the  Bed  Star  tng  Argus  of  Philadelphia,  ou  Jane  19, 1889. 
The  tag  towed  her  into  Boston,  arriving  there  June  23, 1889,  when, 
after  lying  at  the  wharf  for  nearly  two  months,  she  was  sold  by  the 
United  States  marshal  on  Angnst  13, 1889,  for  the  snm  of  $2,020. 

Her  present  owner,  Frank  D.  Zell,  an  American  citizen  and  a  resi- 
dent of  Philadelphia,  states  under  oath  that  the  expenditures  on  this 
bark  have  been  as  follows : 

The  cost  of  wharfage,  pilotage,  towage,  insurance,  custom-house  fees, 
tug  service,  and  watchman  amounted  to  $2,393.04. 

The  cutting  dowii  her  side  timbers,  putting  on  new  timbers,  new  deck, 
including  sheathing,  building  deck-house,  enlarging  hatches,  new  masts, 
new  sails,  repairing  rudder,  steam-boiler,  two  pumps,  new  windlass, 
painting,  and  conversion  from  a  bark  to  a  schooner  barge,  $7,500; 
total  amount  for  repairs,  conversion,  and  general  expenses,  $9,893.04. 

The  evidence  shows  that  the  conditions  of  the  general  law  have  been 
complied  with,  save  the  fact  that  the  vessel  was  wrecked  outside  of 
American  waters,  and  your  committee  therefore  respectfally  recom- 
mend that  the  bill  be  passed* 


51sT  Congress^  I 
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SENATE. 
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IN  THE  SENATE  OP  THE  UNITED  STATES. 


2iAT  6, 1890.— Ordered  to  be  printed* 


Mr.  BlaiB)  from  the  Ck>minitt6e  on  Pensions,  submitted  the  following 

REPORT: 

[To  aooompany  S.  3366.] 

The  Oommittee  on  Pensions,  to  whom  was  referred  the  bill  granting 
a  pension  to  Sarah  J.  Alexander,  have  examined  the  same  and  rejMrt: 

The  claimant,  Mrs.  Sarah  j;  Alexander,  now  residing  at  No.  1525 
Columbia  street,  Washington,  D.  C,  served  as  a  nnrse  dnring  the  late 
war,  nearly  three  years,  in  Casparis  and  Emory  Hospitals,  in  this  city. 

Sbe  rendered  faithful  and  efficient  service,  the  value  ot  which  is  fully 
attested  by  statements  of  Miss  Dorothy  L.  Dix  and  of  the  surgeons 
under  whom  she  served.  She  is  now  well  advanced  in  years,  in  feeble 
health,  and  without  means  of  support. 

Your  committee  are  of  opinion  that  this  is  a  very  meritorioos  case,  and 
recommend  the  passage  of  the  bilL 


61st  CoiTGEESS,  >  SENATE.  (  Repobt 

1st  Sfsm(m.     i  \  No.  927. 


IN  THE  SENATE  OF  THE  UNITED  STATES. 


Mat  8,  1890.— Ordered  to  be  printed. 


Mr.  Paddock,  ftom  the  Gommittee  on  Pensions,  submitted  the  following 

REPORT: 

[To  accompany  S.  2971 .  ] 

The  Gommittee  on  Pensions,  to  whom  was  referred  the  bill  (S.  29«  1) 
to  increase  the  pension  of  Caroline  Hnddell  White,  have  examined  the 
same  and  report : 

The  claimant  in  this  case  is  the  widow  of  George  B.  White,  late  a 
captain  in  the  United  States  Navy,  and  chief  of  the  Bureau  of  Yards 
and  Docks  of  the  Navy  Department.  She  is  now  receiving  a  pension  of 
$30  per  month  and  asks  that  it  shall  be  increased  to  $50  per  month. 

The  record  of  services  of  Commodore  White  is  a  long  and  distin- 
guished one.  Born  in  1836,  he  was  graduated  from  the  Naval  Academy 
June  1 1 ,  1858.  In  1861  he  was  warranted  as  passed  midshipman,  and  on 
February  9  of  the  same  year  was  ordered  to  the  Paumee.  In  the  same 
month  he  was  warranted  as  master^  to  rank  from  February  28,  18C1. 
On  August  14, 1861,  he  was  commissioned  as  a  lieutenant,  and  from 
1861  to  1864  served  with  distinguished  gallantry  on  various  vessels  in 
the  Navy.  On  May  1, 1865,  he*was  commissioned  as  lieutenant  com- 
mander, and  in  August,  1872,  promoted  to  commander.  From  1872  to 
the  time  of  his  death,  Commander  White's  services  at  the  Philadelphia 
navy-yard  as  inspector  of  the  fourth  light-house  district  and  member 
of  the  board  of  harbor  commissioners  of  Philadelphia  were  long  and 
most  useful.  He  was  thoroughly  identified  with  the  interests  of  navi- 
gation on  the  Delaware  Biver,  and  to  his  faithful  energy  is  largely  due 
the  complete  system  of  lighting  along  that,  harbor.  He  was  promoted 
to  captain  on  November  14, 1^4,  and  on  April  13, 1889,  was  commis- 
sioned as  Chief  of  the  Bureau  of  Yards  and  Docks.  He  died  in  this 
city  on  February  27,  1890. 

The  claimant  is  a  widow  with  two  children,  with  scant  means  of  sup- 
port, which  will  be  partially  alleviated  by  the  passage  of  this  bill. 

According  to  the  statement  of  Dr.  F.  A.  Gardiner,  the  attending 
physician  of  Commodore  White,  his  death  is  ascribed  to  overwork  in 
the  discharge  of  his  duties.  Lieut.  A.  B.  Wykoff,  who  was  associated 
with  Commodore  White  for  a  long  time,  states  that — 

He  worried  a  good  deal  about  his  responsible  daties,  and  on  a  number  of  occasions 
complained  that  he  could  not  sleep  becanse  of  his  anxiety  regarding  their  proper  dis- 
charge. In  January,  1890,  although  very  weak  from  illness,  ne  insisted  upon  appear- 
ing &fore  the  House  Naval  Committee,  being  examined  for  nearly  five  hours.  He 
never  seemed  well  afterwards. 

Admiral  David  P.  Porter  writes : 

I  know  of  no  officer's  widow — and  this  is  saying  a  good  deal — who  is  more  entitled 
to  an  increase  of  pension.  Captain  White  was  one  of  the  finest  characters  in  the 
Navy,  and  fuUy  maintained  the  reputation  of  the  service  from  his  entry  therein  natil 


CAROLINE    HUDDELL   WHITE. 


hiR  death.  I  am  very  sure  that  it  will  give  universal  satisfaction  to  the  Navy  if  the 
widow  of  Captain  White  receives  an  addition  to  her  pension.  Shortly  before  he  wm 
cut  off  so  suddenly  Captain  White  was  appointed  Chief  of  the  Bureau  of  YnrdA  and 
Docks,  a  position  which  he  tilled  with  sncn  ability  as  to  call  forth  the  admiration  of 
his  brother  othcers,  who  will  long  mourn  the  premature  death  of  one  who  was  so 
great  an  ornament  to  the  Navy. 

Hear- Admiral  T.  H.  Stevens,  U.  8.  Navy,  writes : 

In  the  first  year  of  the  war,  and  subsequently  for  several  months,  Commodore 
White  served  as  executive  officer  of  the  gi^boat  Ottawa  under  my  command,  and 
participated  in  the  battle  of  Port  Royal  and  the  capture  of  Fort  Clinch,  over  which 
tort  he  was  the  first  to  hoist  the  national  standard.  He  was  also  witli  me  in  the 
same  capacity  while  commanding  an  expedition  of  tive  gun-boats  that  occupied  the 
waters  of  the  St.  Johu^s  River,  Florida,  and  captured  the  towns  upon  its  borders, 
and  restored  the  national  authority  over  that  portion  of  the  State.  In  minor  expedi- 
tions in  the  sounds  of  South  Carolina,  Georgia,  and  Florida  he  also  participated. 
The  service  was  of  the  most  stirring  nature  and  exposure.  On  each  and  every  occa- 
sion Commodore  White  gave  me  his  heartiest  support  and  devoted  assistance. 

In  the  management  of  men  his  upright,  honest,  and  loyal  nature  asserted  itself, 
and  a  better  disciplined  body  of  men  than  the  crew  of  the  Ottawa  never  congregated 
together.  Whenever  called  upon  during  this  arduous  service,  whether  by  nignt  or 
day,  with  or  without  food,  they  sprang  to  their  duties,  and  never  a  murmur  of  dia- 
content  was  heard.  Subsequently  Commodore  White  added  to  his  reputation  in 
other  fields.  In  his  love  of  truth  and  Justice,  in  steadfastness  of  purpose  and  fidelity 
to  duty,  I  have  never  met  a  nobler  character. 

Claimant's  papers  are  accompanied  by  resolutions  of  the  select  and 
common  council  of  the  city  of  Philadelphia,  commending  in  the  highest 
manner  the  services  of  Commodore  White.  The  resolutions,  under  seal 
of  the  council,  state: 

His  services  have  been  such  as  to  tend  greatly  to  the  advancement  of  the  com- 
mercial and  maritime  interests  of  this  city  and  port  by  securing  in  his  fir^t-named 
capacity,  through  his  intelligent  efi'orts,  snch  an  arrangement  of  lighta  in  the  bay  and 
river  of  Delaware  as  universally  concedes  it  to  be  one  of  the  best  lighted  harbors  in 
the  world, 

C.  A.  Griscom,  president  of  the  International  Navigation  Company, 
of  Philadelphia,  states : 

Commodore  White  had  been  for  many  ^ears  a  consistent  and  intelligent  worker  for 
the  commerce  and  interest  of  Philadelphia,  devoting  his  life  to  the  improvement  of 
the  Delaware  River  and  Bay.  The  magnificent  lights  now  on  our  river  are  his  con- 
ception and  work. 

The  Philadelphia  Board  of  Trade,  under  date  of  March  10, 1890,  in 
its  petition  to  the  Senate  and  House  of  Representatives,  notes  that — 

The  Philadelphia  Board  of  Trade  has  al  ways  recognized  the  services  of  Commo- 
dore George  B.  White,  late  Chief  of  the  Bureau  of  Yards  and  Docks  in  the  Navy  De- 
partment, as  such  as  were  eminently  deserving  of  the  greatest  public  recognition, 
and  therefore  earnestly  petitions  the  Senate  and  House  of  Representatives  to  pass  at 
an  early  day  Senate  bill  2971. 

In  the  minutes  of  the  Philadelphia  Maritime  Exchange,  forwarded 
under  the  seal  of  its  secretary.  Commodore  White  is  spoken  of  as  "a 
coadjutor  whose  enlightened  and  progressive  intelligence  and  tireless 
energy  have  conferred  upon  the  country  and  Navy  in  the  past  benefits 
of  the  most  important  character." 

Un  account  of  the  long  and  distinguished  services  of  the  deceased 
officer  and  the  needs  of  the  widow  the  facts  seem  to  the  committee  to 
warrant  favorable  action,  and  they  would  therefore  recommend  the 
passage  of  the  bill. 
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